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Ail, Kiboit on 
THE 7RUCKS THAT 
BRING YOU THE BACON 


They are the trucks with bodies built of 
Aleoa Aluminum Alloys. 

In the typical case of refrigerated bodies used 
by Armour & Company, three typical results 
make Aluminum the best bet: 

Armour gets operating economies. The Alumi- 
num bodies with accessories weigh 1400 Ib. less 
than the units they replace, and the lighter load 
can mean less expense for gasoline, oil, tires, and 
mechanical upkeep. 

In maintenance, Aluminum makes it easier to keep 
the paint attractive, and minimizes the problem 


caused by moisture in insulated construction. 
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LEFT: Armour & Company 
operate 26 refrigerated 
truck bodies constructed 
of Alcoa Aluminum Alloys; 
more are on order. Size is 
11’, 9%" x6’, 3%", * 6’ 
6”. Each weighs 9450 Ib., 
including spare fires, racks, 
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ALUMINUM 





rails, cooling units with full 
charge of gas. 






BELOW: interior of body. 
Note l-piece floor pan. 


The fact that Aluminum is “Friendly to Food,” 
always easy to keep bright and sanitary, always 
safe in contact with food, is a third important 
consideration. 

Armour’s operation demonstrates one way to 
take full advantage of lightness, and of Alumi- 
num; you take savings on operation and 
maintenance. Another way is to carry extra 
payload, a “Bonus Load,” in place of the dead 
weight removed. Either way, it’s worth talk- 
ing over with a progressive body builder. 
ALUMINUM Company oF America, 1937 Gulf 


Building, Pittsburgh, Pennsylvania. 


WITH STRENGTH AND SAFETY 








Novembe 


—EE 


Jab: 


Editori 


Curren 


Decisic 
( 


‘ 
’ 


Propos 


Loss a 


Ameri 
N, I." 
AT, : 
Air T 
Water 
The € 
Questi 
Doing: 
Digest 
Persor 
Docke’ 


Motor 


TR 


Name Re 


Publish 


® 


ee 
Publishin 


e—_ 


EDIT 





RLD 


November 16, 1940 





Whole Number 1754 
VOLUME LXVI « NUMBER 20 


Jable of Contents ..... 


NS PPPOE CT CUT ETC TC CTT COT Te 1189 


Current Topics in Washington .................... 1191 


Decisions of the Commission 


Chain Deliveries Express, Inc.; broker application, MC 
31856, and contract carrier application, MC 68893....1193 


Safety of operation of motor carriers in transporting 


property by private carriers; Ex Parte MC 3........1193 
Railway Express Agency—extension of operations— 
Bloomington; MC 66562, sub. 190............ccceeees 1193 
Hours of service of motor carrier employes; Ex Parte 

ce sc dp. Gia eidiarnets Wie CNS MOR eS mnie Gah wes cele we Sere 1194 
Proposed Reports of I. C. Ci... 2... cc ccccccccceves 1197 
Saas ane Damage TOCiIONs. ....... .. 6 ccviccscscecce se 1209 
a, ie ES TM DOW TORE 6 6.6610 cise viciccenes 1211 
American Short Line Railroad Association......... 1215 
mo D Meetine in New TeGR...6 ssc cicccesccigas 1217 
aoe. A. Comvention im bee AMGONs. 26.6.6. east ca 1225 
SE EE ee 1232 
ee SOTTO Pe Pe WT 1233 
MN! 65, ora 0.05 5.0o:5 bG Sie9o «ieee mel eeales 1235 
CN  GNNN I ios \y ‘a dcaiie '0)'0/8 ie aceie yp oa ere 1236 
een Or Gem Temes CIE cocci ste aentinceceee 1238 
Ne a ge ee re 1242 
SeeeD TRS SU FOG s oa oc cciccceccecavenvese 1242 
Decket of the Commiasion ...........cccsccccccecs 1244 
ey NG ods cdcectadecasneaneeess 1250 





TRABEFIC WORLD 


Name Registered U. S. Patent Office—Copyright, 1940, Traffic Service Corporation 
Published Every Saturday by The Traffic Service Corporation 


Founded 1907—34th Year 
at) E. F. Hamm, Ja., President and Treasurer @ 
Henry A. Patmer, Secretary 
0 
Publishing Headquarters: 418 S. Market St., Chicago, Ill, U. S. A. 
Washington, D. C., Office: 1023-28 Earle Building 


EDITORIAL AND BUSINESS STAFF 
HL. ‘ PALMER, A. E. Hess, 

ditor and Manager Chief, Wash. News Bureau 

TANLEY H. SmitH AND Rosert J. Bayer, Assistant Editors 
Dy > R. LetHEem, Mgr., Special Service Dept., Washington 
; oe Circulation Mgr. E. G. Stankey, Advertising Mgr. 

vertising Representatives: R. W. Ciassen, J. B. Cox 
New York, N. Y.. Hotmes anp STEPHENSON 
424 Madison Ave. Plaza 8-2979 


DEPENDABLE SERVICE 


For More Than Twenty-Five 
Years the Name Keeshin Has 
Been Synonymous With 
Motor Transportation—For 
More Than Twenty-Five 
Years It Has Been Keeshin 


For "Dependable Service.” 


1185 


OVER 17,000 MILES OF HIGHWAY ROUTES 








Published weekly b: 


THE TRAFFIC 


Sgervics Corp., 418 S. Market St., Chicago, Ill. 
second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879. 


Entered 





















































te gl this picture by 25 
million, and you have a miracle 
such as the world has never seen 
before—a miracle which is unmatched 
anywhere in the world today outside 
America. 


It is the miracle of 25 million people 
owning and enjoying a mechanism as 
complex and competent as an auto- 
mobile. 


Ina single year—this year, for instance 
—the industrial genius of America 
turns out somie three million new cars 
—more than the fotal owned in any 
other country on the face of the globe. 


Many things make this miracle possi- 
ble—including the American railroads. 


For mass production depends on mass 
transportation. 


And what that means is this: 


“SEE AMERICA” FoR $90 


The materials needed for building 
automobiles come from every state in 
the union. Cotton must travel an aver- 
age of 1,300 miles, copper 1,500 
miles, wool 1,700 miles, lead 1,100 
miles—iron and steel travel from 
mines to mills to factories where 
frames, bodies and other parts are 
made before arriving at the point 
where the cars are finally built. 


Or to take it another way—for every 
working day, American automobile 
factories need 25,000 éons of iron and 
steel—450,000 square feet of plate 
glass—more than 900,000 pounds of 
copper. And for every car manufac- 
tured, it takes more than 2 tons of coal. 


There are more than 17,000 parts ina 
single automobile—many of them 
made in widely scattered cities. One 
industrial writer has estimated that 
the materials in an automobile travel 
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by rail an average of six times before 
the car finally rolls from the assembly 
line. 


So the automobile industry has come 
to depend on the clocklike regularity 
of the railroads. Many plants handle 
parts straight from freight car to 
assembly line with no stored supply 
or “float” of motors, frames, wheels, 
transmissions or other parts on hand. 
This helps reduce the cost of your car. 


Perhaps you have never paused to 
consider such facts as these—any more 
than you have realized that the food 
you eat, the clothes you wear, most of 
the things you use every day were 
brought together from every part of 
the nation by rail. 


As a matter of fact, that’s the finest 
tribute anyone could pay to railroad 
service. It works so dependably and 
smoothly, you almost forget it’s there. 
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Start from your home town now on a Grand Circle Tour \ 4 
of the United States—east coast, west coast, border to y 

border— go by one route, return by another—liberal stop- 
overs—for $90 railroad fare in coaches—$135 in Pullmans 
{plus $45 for one or two passengers in a lower berth). 


NOW—TRAVEL ON CREDIT 


You can take your car along too 
See your local ticket agent 
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Have We Been Hypnotised ? 


When President Roosevelt took office in 1933 he 

immediately began to put into effect a new system 
of political policy, which has been characterized as the 
“New Deal.” It consisted of unemployment relief, old 
age pensions, social security, agricultural relief, and 
other similar measures. Those who did not approve— 
and they were many, including practically all the Re- 
publicans—shouted “socialism,” “paternalism,” ‘“dem- 
agoguery,” “political bunk,” and so on. And so most 
of them were. 

But what has happened? In the last seven years 
the people have come to accept these things as a proper 
part of our American life. The Republican party and 
Mr. Willkie in the election just past endorsed them in 
principle. Ask any man in the street—Republican or 
Democrat—what he thinks about these things and he 
will tell you they have come to stay—and he says it 
approvingly. We agree that they seem to have come 
to stay, but we do not say it approvingly. We say 
they are just as bad now as they were in the beginning. 
Why people generally have come to accept them as 
sund we do not know. It is a queer psychological 
phenomenon. Perhaps the reason is that political lead- 
ers in both parties have, as a means of getting votes, 
expressed approval of them and people, as a rule, are 
swayed by political leaders. They don’t think much for 
themselves. So they find themselves now “for” what 
afew years ago they were “against.” By the same 
token, they have become ‘New Dealers,” whether or 
not they like that term. Many of them may still hate 
President Roosevelt and wish him out of office. But 


that, if they will reason with themselves, they will find 
is because of his personality, his way of doing things, 
the kind of people he gathers around him, or what have 
you. He is not the New Deal; he is merely its origi- 
nator and its chief proponent. 

And so with the war situation. Just a short time 
ago—when the issue was the repeal of the embargo act 
—we were all for neutrality. The argument was purely 
as to which was the better way to preserve that neu- 
trality—by repealing the embargo act or by leaving it 
on the statute books. True it was that, towards the 
end of that debate, a few in Congress and elsewhere 
admitted that they did not care about neutrality—what 
they wanted to do was to help the Allies. But they 
were regarded as mavericks, aS warmongers, aS men 
who, in the heat of debate, said things they did not 
mean. 

But now look at the situation. We have step by 
step come to be the allies of Britain—not by declaring 
war against her enemies, to be sure, and not by send- 
ing our armed forces to her relief, but by declaring 
ourselves in favor of doing everything “short of war” 
to help her and by putting into effect that policy. To 
all intents and purposes we are really in the war at 
England’s side. How long will it be before we are 
actually there? And all this in spite of the public 
attitude of a year or so ago that we must remain 
neutral and do everything possible to keep out of the 
war. All this because we are frightened by the prospect 
of Hitler turning his attention to us when and if he 
finishes with England. It is not even due, in important 





OUR PLATFORM 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 


_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 

em in their business, and a uniform application of the 
Principles thus arrived at. 


Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 


Realization by railroads that they must do something by 
way of group operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. | 
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measure, to friendliness for England and desire to help 
her in her emergency. 


And how did this come about? Again because 
political leaders in both parties have championed it, 
perhaps because they believed in it and perhaps for 
ulterior motives, such as the getting of votes, and the 
people have not thought for themselves. Nobody has 
ever suggested us for the presidency of the United 
States or even that we hold the portfolio of the Secre- 
tary of State, but we have sense enough to know that 
the way to keep out of a European war is to refuse to 
take part in it in any way and that all that is necessary 
for our own safety, admitting that it might be threat- 
ened, is to arm efficiently for defense. It is ridiculous 
that this great country, with all its resources and its 
man power, so able to live within itself if it had to do 
so, should be frightened at the prospect of someone 
taking it away from us. There might, certainly, be 
sacrifices that must be made to maintain this possible 
isolation, but would any such sacrifice be greater than 
that entailed by our entrance into the war toward 
which we are headed? 


So, though we agree that there is opportunity for 
what might be called a great “crusade” for a return to 
righteousness and wise courses, we do not see it in 
anything that Mr. Willkie or the Republican party pro- 
poses. We agree that, from a party or even a public 
point of view, there is a necessity for a vigorous oppo- 
sition party to watch the situation. That is virtually 
all that Mr. Willkie suggests—and he hardly need sug- 
gest it, for the party that is out is always watchfully 
waiting for a chance to get in. This is especially true 
in the present situation, where the Republicans came 
so near to victory. Leaving entirely out of the picture 
the “solid south,” where the lowest form of political 
patriotism—the kind that votes the party ticket no 
matter who is on it or for what it stands—is so segre- 
gated as to make inroads impossible, if the Republicans 
had been able to juggle with about half a million votes 
in the other states, allocating them as strategy de- 
manded, they could have obtained enough electoral 
votes to put Mr. Willkie in the White House. Just a 
little more energy here and there, just a little effort 
on the part of business men to show their employes 
where their real interests lay, just a little more watch- 
fulness at the polls, and the thing would have been 
done. Mr. Willkie need have no fear, we think, that 
the Republican party will cease to function. 


We do not mean to express disagreement with 
what Mr. Willkie said in his address to the public last 
Monday night. On the contrary, we agree with it, as 
far as it went. But we see in it no material for a great 
“crusade” for “the great principles for which we 
fought.” There were not and are not now in the 


Republican lexicon any such principles, except, per- 
haps, that private enterprise instead of government 
should be allowed to do the job at hand. But even in 
this there is no direct issue—as yet. 


Mr. Willkie agrees with President Roosevelt as to 
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his war policy and, in principle, as to his domestic 
policies—the ones that constitute the ‘New Deal.” Hp 
differs merely as to methods and details. He may he 
right—indeed, he is right—about those, but methods 
and details furnish no material for a crusade; it takes 
fundamental principles for that. 





A Notable Number 


Lest it escape notice, we call particular attention 

to the wide “coverage” in this number of the 
TRAFFIC WORLD. In addition to all its regular features 
and news articles, several important special meetings 
in various parts of the country are adequately reported, 
Among them are the conventions of the National In- 
dustrial Traffic League and the Association of Amer. 
ican Railroads in New York and the American Truck- 
ing Associations, Inc., in Los Angeles. It costs much 
money to do such a job in the space we give these 
meetings, the expenses of men sent to report them, and 
the mailing of an extra large issue, but our aim is 
always to cover the field for all our subscribers inter- 
ested in transportation developments. Some of them 
may not like some of our policies—that is to be ex- 
pected—but nowhere else can they get so fully and 
promptly what we give them in the information they 
need. 





Automatic Signal Systems 


On the ground that the proposals would not decrease 
safety of operation, the Commission, by division 3, in three 
reports, in No. 28000, Sub. Nos. 35, 38 and 39, applications for 
approval of proposed modification of systems or devices under 
section 25 (b) of the interstate commerce act, has granted 
petitions of the Milwaukee, the Chicago, Indianapolis & 
Louisville, and the Pennsylvania, respectively, for approval of 
changes in signal facilities. 

In No. 28000, Sub. No. 35, the Commission has granted a 
petition of the Milwaukee for approval of installation of auto- 
matic interlocking plant in lieu of mechanical interlocking 
plant with derails and changes in automatic block system at 
crossing with the C. & N. W. at Slater, Ia. In No. 28000, 
Sub. No. 39, it has granted a petition of the Pennsylvania 
for approval of modification of signal facilities involving addi- 
tions to centralized traffic control system, additional wayside 
and automatic cab signals, and discontinuance of manual block 
system on a portion of that road’s line between Columbia, 
Pa., and Perryville, Md. In No. 28000, Sub. No. 38, it has 
granted a petition of the C. I. & L. for approval of modifica- 
tion of automatic block signal system on its line. According 
to the report, the C. I. & L. has 353 miles of line equipped 
with automatic block signals of the upper quadrant sema- 
phore type. The changes desired are on the road’s lines be- 
tween Monon and Belt Junction, Ind., Hammond and La Fay- 
ette, Ind., La Fayette Junction and Bloomington, Ind., Bloom- 
ington and Orleans, Ind., and Fogg and Borden, Ind. The 
proposed arrangements involves the installation of 14 signals 
and the removal of 266 signals. 


The Commission, by division 3, in No. 28000, Sub. No. 34, 
application for approval of proposed modification of rules, 
standards and instructions prescribed by order of April 13, 
1939, under section 25 (c) of the interstate commerce act, has 
denied a petition of the Texas & New Orleans for modifica- 
tion of rules, standards and instructions prescribed by order 
of April 13, 1939, as applied to the automatic block signal 
system on its line between Avondale and La Fayette, La. The 
Commission found that the proposed modification of sections 
204 and 207, relating to the spacing of signals in automatic 
block signal systems, would*result in a lower standard of 
safety than prescribed by its order of April 13, 1939. The 
Commission cited its decision of October 23 (see Traffic World, 
Nov. 2, p. 1074) in Southern Pacific Co. Modification of Sys 
tems, as the reasons for its denial. 
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Washington is not permitted to vote, 
but it has started what bids fair to be- 


come a custom. In 1936 the city 
turned out, under a carefully prepared 
plan, to acclaim President Roosevelt 
returning from Hyde Park to his offi- 
cial home immediately after his re- 
election. 

The same thing was done this time. 
Government employes were excused half an hour to swell the 
welcoming committee lining the sidewalks. If presidents here- 
after see to it that they are re-elected, the home-coming wel- 
come may become as much of a Washington fixture as the 
Easter Monday egg-rolling on the White House awn. So 
far as can be recalled, no other President ever had a home- 
coming welcome from Washingtonians before Roosevelt in 1936. 


Washington Hails 
the Victorious 
Roosevelt 





Fights between labor organizations 
are private affairs. Employers get 
into them at money peril to them- 
selves. That’s the law of the land as 
declared by the Supreme Court of the 
United States, Nov. 12, in Interna- 
tional Association of Machinists, etc., 
vs. National Labor Relations Board. 
Naturally, the court, in an opinion 
written by Justice Douglas, did not speak in such simple 
terms. Courts never are so direct as that. The mechanics of 
the matter are these: The machinist union, an American 
Federation of Labor craft organization, alleged that it repre- 
sented certain of the employes of Serrick Corporation. The 
United Automobile Workers of America, a C.I.O. organiza- 
tion, asserted that it represented the employes all lumped to- 
gether in an industrial union. The National Labor Relations 
Board decided the corporation had been guilty of unfair 
labor practices because it had “assisted” the A.F.L. union 
with which the Serrick Corporation had made a closed shop 
contract. It required the employer to cease giving effect to 
the contract and to deal with the C.I.O. union. 

The Supreme Court affirmed the decision of the United 
States Court of Appeals for the District of Columbia, which 
has sustained the labor board. The A.F.L. union contended 
that the hostility of the corporation toward the C.I.O. union 
could not be translated into assistance to it and that none 
of the acts of employes who were soliciting for the A.F.L. 
union could be attributed to the employer. 

The court disagreed with that. The employer’s hostility 
toward the C.I.O. union and the activities in behalf of the 
A.F.L. union of employes, which theretofore had been active in 
a company union, were held to be evidence enough to support 
the decision of the board. Therefore, the employer is solemnly 
advised that it put its nose into a private fight for which it, 
as well as the A.F.L. union, must suffer, the employer prob- 
ably in money and the A.F.L. union in prestige. 


Employers Must 
Keep Out of 
Labor Union Fights 


Some of those who think they know what 
“freedom of the press” means are amused 
by Secretary Ickes raising the question 
as to whether the United States press 
is free. It seems the fact that a majority 
of the newspapers opposed the re-election 
of President Roosevelt and that they get 
money from advertisers raised the ques- 
tion, at least for smear purposes. 

_A few years ago a couple of Washington reporters lost 
their jobs because, apparently, the men who published the 
papers for which they wrote had an idea that the way they 
wrote was not the way they wanted their presses and other 
facilities used. Historically, freedom of the press means free- 
dom for the man who has facilities and ideas to publish those 
ideas without obtaining permission from anybody, particularly 
fom a government official. But the friends of the distressed 
reporters seemed to have an idea that there was a suppression 
of freedom because the owners said the reporters might not 
publish, with their facilities, the sort of “stuff” they had been 
furnishing. 

_. Their kicking off the pay roll was as far from interference 
With freedom of the press as the mind of man could con- 


As to Whether 
the American 
Press Is Free 
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ceive distance to be. But, nevertheless, there was a hulla- 
balloo among “liberals’”—who frequently seem to think it is 
their right to use the property of others as they please. 

John Milton, November 25, 1644, which was a little more 
than four hundred years before Charles I lost his head for dis- 
regarding rights of Englishmen, issued a pamphlet contending 
for the freedom of the press, “deliberately unlicensed and unreg- 
istered.” That is to say, he flouted the statute forbidding the 
publishing of anything before it was registered and licensed. 
His contention was that an Englishman needed neither 
license nor registration for what he wanted to publish. It is 
no strain on the imagination to believe that King Charles 
thought it dangerous for the realm to have men like John 
Milton and John Hampden thumbing their noses at Majesty, 
by the former asserting a subject had a right freely to publish 
criticism of Majesty’s government and the latter to say it 
was lawful for a subject to refuse to pay ship money because 
that tax was not laid by the House of Commons but exacted 
under Majesty’s prerogative. 

Even after the freedom of the press was fairly well 
established in English speaking lands, government men tried 
to prevent exercise of the right by contending that critical 
articles about administrations were criminally libelous. Gov- 
ernor William Cosby, of New York, is remembered by histo- 
rians because of his prosecution of John Peter Zenger, pub- 
lisher of the New York Weekly Journal. The royalist gov- 
ernor and party did not like Zenger’s portrayal of what the 
latter regarded as their abuses of power. So, November 17, 
1734, the editor was accused of libeling “the government” 
and put into solitary confinement, except that he was per- 
mitted to communicate with his wife and servants through a 
hole in tha door. ‘That was an error on the part of the 
royalists. For eight months the paper made its appearance, 
though Zenger was in jail all that time awaiting trial. Two 
lawyers who agreed to defend him were disbarred—by “foxy” 
Governor Cosby, Zenger’s friends asserted. Zenger had to go 
to trial with Andrew Hamilton, of Philadelphia, the first 
American, so it is said, to become a bencher of Gray’s Inn, 
London, who was then 80 years old, as his lawyer. The 
jury found Zenger not guilty. 

Startling as it may now seem, in 1690 “Publick Occur- 
rences” in Boston was suppressed for “reflections of a very 
high nature” on the government. The government then for- 
bade the printing of anything “without license first obtained 
from those appointed by the government.” In 1728 Massa- 
chusetts forbade Samuel Franklin, older brother of Benjamin, 
to print anything “except it be supervised by the Secretary of 
the Province.” Samuel evaded that by using Benjamin Frank- 
lin’s name as that of publisher of the New England Courant, 
regarded by some as the first rebel paper in New England. 
The outbreak of the Revolutionary War made things easy for 
the Courant. Printers in Pennsylvania also had trouble with 
the governors of the province. 


Alexander Hamilton, often suspected of being a royalist 
at heart, was so much opposed to a free press that pro- 
vision for it was kept out of the main part of the Constitu- 
tion, only to achieve the distinction of being the first of the 
ten amendments to that document known as the Bill of Rights. 

John Adams is credited with having wrecked the Feder- 
alist party with his alien and sedition law of 1798. It specified 
punishment for “false, scandalous, and malicious writing 
against the government, either house of Congress, or the 
President.” 

At all times when these laws were enacted against the 
printers who were also the publishers, there were laws against 
libel that could have been invoked by the aggrieved governors 
and other office holders. But the thin-skinned officials seemed 
not willing to submit themselves to the ordinary laws. There- 
fore, they invented the offense of libel against the government 
or officers of the government, which got them nowhere in 
the final analysis. Milton and the earlier patriots broke down 
the censorship which was by license and registration. Zenger 
and the editors in John Adams’ time broke down the “libel of 
government” plan of gagging editors and writers, some of 
whom were and are despised and denounced by their fellow 
workers as disgracers to the craft. 





There is hardly any doubt about the con- 
viction of fanatical New Dealers that the 
re-election of President Roosevelt means a 
long time in office for their party. They 
have a right to think of long tenure, it 
may be conceded when it is recalled that 
the Jeffersonian party, with exceptions, 
was in power from 1800 to 1860 and the 
Republican, with longer exceptions, from 
1860 to 1932. 

They have what looks like a combination that will keep 
the Republicans in an odds-against position for a long time. 


New Deal in 
the Saddle for 
a Long Ride? 
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It seems to be the solid south, the public-works-relief, organ- 
ized labor, and the colored voters. For years the Republicans, 
generally had labor and industry on account of the protective 
tariff which the Demochats said was a subsidy, and the 
colored vote on account of gratitude and a carefully promoted 
fear of a return to slavery. That fear seemed real in 1884 
when Grover Cleveland was elected for the first time. 

The Roosevelt administration has not repealed the Re- 
publican tariff law it found on the books when it came into 
power, except by a few trade pacts. Such changes have not 
alarmed labor. Labor might not become alarmed if it were 
changed, at least to the extent of voting Republican, because 
it seems to believe the so-called social reform and labor legis- 
lation is the all important consideration for its votes. 

Washington has been and is analyzing the election returns, 
especially the cock-eyed ones from Ohio and Illinois, for 
illustration. The analyses probably will equal, in number, the 
number of analysists. But it is suspected that the final con- 
clusion of those who don’t think so much of analyses, is that 
the task the Republicans will have to accomplish is the break- 


ing of the combination mentioned. And that, it may be sub- 


mitted, will require political skill the like of which does not 
now appear to be found on every street corner.—A. E. H. 


Revenue Freight Leading 


Loading of revenue freight the week ended November 9, 
totaled 778,318 cars, according to the Association of American 
Railroads. This was a decrease of 3,270 cars or four-tenths of 
one per cent below the corresponding week in 1939, an increase 
of 141,872 cars or 22.3 per cent above the same week in 1938, 
and a decrease of 16,479 cars or 2.1 per cent below the preced- 
ing week. 


All districts reported increases compared with the cor- 
responding week in 1939 except the Allegheny and Pocahontas 
and all districts reported increases over 1938 except the 


Pocahontas. 
1940 1939 1938 

COR OE DOTY ookndccwiviadinccs 2,555,415 2,288,730 2,256,717 
a a 2,486,863 2,282,866 2,155,536 
NED ncn nce ckbeesssiuwe 3,122,556 2,976,655 2,746,428 
I RE. nn xeu sc dcenksuaaees 2,494,369 2,225,188 2,126,471 
eee 2,712,628 2,363,099 2,185,822 
ee ees en Tier 3,534,564 3,127,262 2,759,658 
occ n ne ska eb ewebeen or 2,825,752 2,532,236 2,272,941 
Dn Ce IE 6 one nncesesowscos 3,718,350 3,387,672 3,040,100 
4 weeks of September .....:........ 3,135,330 3,102,236 2,595,482 
ORES GE TORRONE a oe ccc cin sccecs 3,269,452 3,355,701 2,842,632 
Week of November 2 .............. 794,797 801,108 672,967 
Week of November 9 .............. 778,318 781,588 636,446 

Re Se ne eT , 31,428,394 29,224,341 26,291,200 


Revenue freight loading by districts the week ended No- 
vember 9, and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 6,909 and 7,980; live 
stock, 1,435 and 1,262; coal, 26,880 and 29,270; coke, 3,277 and 3,301; 
forest products, 1,869 and 1,631; ore, 5,331 and 5,325; merchandise, L. 
Cc. L., 41,222 and 39,505; miscellaneous, 75,236 and 71,110; total, 1940, 
162,159; 1939, 159,384; 1938, 132,256. 

Allegheny district: Grain and grain products, 4,124 and 4,880; live 
stock, 976 and 897; coal, 36,917 and 39,318; coke, 5,401 and 4,894; forest 
products, 1,093 and 1,075; ore, 11,043 and 12,531; merchandise, L. C. L., 
27,881 and 28,789; miscellaneous, 76,033 and 73,475; total, 1940, 163,468; 
1939, 165,859; 1938, 114,940. 

Pocahontas district: Grain and grain products, 266 and 281; live 
stock, 239 and 208; coal, 31,223 and 40,033; coke, 511 and 503; forest 
products, 748 and 663; ore, 370 and 528; merchandise, L. C. L., 5,951 
and 5,822; miscellaneous, 7,095 and 6,258; total, 1940, 46,403; 1939, 54,- 
296; 1938, 48,650. 

Southern district: Grain and grain products, 2,423 and 2,661; liv 






Revenue Freight Car Loading—V 


Grain and Live 
grain prod. stock Coal 
1940 33,815 16,576 135,083 
i ccc naa cane ee {ss 37,697 17,650 151,432 
1938 32,003 18,061 127,784 
Preceding week November 2...... 1940 35,592 19,830 125,305 
Per cent increase over............ 1939 
Per cent decrease under.......... 1939 10.3 6.1 10.8 
Per cent increase over............ 1938 5.7 5.7 
Per cent decrease under.......... 1938 8.2 
1940 1,618,706 585,930 5,809,640 
Cumulative 45 weeks to Nov. 9 { 1939 1,695,944 601,252 5,146,993 
| 1938 1,739,288 604,318 4,625,748 
Per cent increase over............ 1939 12.9 
Per cent decrease under.......... 1939 4.6 2.5 
Per cent increase over............ 1938 25.6 
Per cent decrease under.......... 1938 6.9 3.0 


Per cent to 15 year average, 96.6. 
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stock, 1,033 and 1,126; coal, 17,083 and 19,596; coke, 424 and 550; for. 
est products, 12,932 and 11,613; ore, 1,313 and 1,114; merchandise, 1, 
C. L., 28,223 and 27,964; miscellaneous, 45,530 and 43,228; total, 1949 
108,961; 1939, 107,852; 1938, 93,893. 

Northwestern district: Grain and grain products, 8,197 and 8,952. 
live stock, 3,911 and 3,868; coal, 8,211 and 7,931; coke, 1,721 and 1,691: 
forest products, 9,779 and 9,457; ore, 32,522 and 31,329; merchandise 
L. C. L., 18,394 and 19,041; miscellaneous, 36,746 and 34,734; total. 
1940, 119,481; 1939, 117,003; 1938, 81,361. 

Central Western district: Grain and grain products, 8,062 and 9,012: 
live stock, 7,570 and 8,334; coal, 10,657 and 10,805; coke, 360 and 215: 
forest products, 7,611 and 6,935; ore, 4,765 and 4,709; merchandise, L, 
C. L., 24,397 and 24,753; miscellaneous, 58,988 and 57,055; total, 1949, 
122,410; 1939, 121,818; 1938, 115,159. 

Southwestern district: Grain and grain products, 3,834 and 3,931. 
live stock, 1,412 and 1,955; coal, 4,112 and 4,479; coke, 123 and 113; for. 
est products, 4,767 and 4,449; ore, 260 and 340; merchandise, L. C, L,, 
10,269 and 10,082; miscellaneous, 30,659 and 29,167; total, 1940, 55,436. 
— 6;.1938, 50,187. 

Fd 


for Autos and Trucks 









ents for automobile device equipped cars are such as to 
necessitate the utmost efficiency in the utilization and han- 
dling of this equipment,” W. C. Kendall, chairman of the car 
service division of the Association of American Railroads, has 
advised railroads. 


“In addition to normal seasonal shipping of automobiles 
and trucks in commercial channels, which is well above last 
year and is increasing rapidly, requirements for government 
truck production—now expanding at an unprecedented rate 
—will put an increased burden upon the device car supply. 
This applies to all ownerships, those serving the Michigan 
territory and those serving production and assembly points 
throughout the country, and affects all XAR cars, 40 and 
50-foot, although the greater relative burden will fall on the 
longer cars. It is essential that— 


(a) All movements of XAR type cars be expedited all possible, 


and terminal delays for loading and unloading be reduced to the 
minimum. 


(b) Fifty-foot cars be not used for any loading that can be accom- 
modated in a 40-foot car. 


(c) As far as possible, cars with and doors or extra wide doors 
be confined to traffic requiring thta type of equipment. (There is con- 
siderable demand for such cars for loading certain sizes of government 
trucks.) 


(d) Cireular CSD 145-D be strictly observed, including restriction 
on loading with other than automobile or truck traffic. 


“See that restrictions applicable to certain series 50-foot 
and door XA and XAF cars provided in Special Car Orders 
40 and 42 are fully understood and strictly observed. 

“The effective cooperation of all railroads will aid in the 
successful handling of this traffic.” 


L. M. Betts, manager of the closed car section of the 
division, in a communication to railroads, said special car 
order No. 42, providing for restricted handling of 50-foot box 
cars with end doors 8 feet 6 inches or wider, was directed 
specifically to the provision of adequate car supply for the 
movement of a large order of government trucks from the 
Yellow Truck and Coach Manufacturing Co. at Pontiac, Mich., 
on the Grand Trunk Western. 

“The shipping schedule calls for 50 to 60 carloads per 
day, working six days a week,” said he. “With the limited 
ownership of cars of the dimensions required, there is need 
for the cooperation of every railroad, whether owner or non- 


owner of such cars. It is essential that this traffic be pro- 
tected. 


“Already the car supply at the loading point is very close. 
The GTW have placed with all connections an unrestricted 
order for this delivery of cars required for this loading.” 


souanralanaieneepunsenamasinesitasinnseiaimnseniniasnvansemeneneieimenmectnanamnmemenneemnnemnmmesnsaeniensenmemasnnrattl 
k Ended Saturday, Nov. 9 i 


% Forest Mdse. - 

* Coke Products Ore L.C.L. Miscellaneous Total 
11,817 38,799 55,604 156,337 330,287 778,318 
11,267 35,823 55,876 156,816 315,027 781,588 

6,375 26,843 16,780 152,202 256,398 636,446 

12,350 40,872 61,981 155,303 343,564 794,797 

4.9 8.3 4.8 

oS 3 A 

85.4 44.5 231.4 2.7 28.8 22.3 

461,750 1,545,722 2,000,373 6,661,045 12,745,228 31,428,394 

330,858 1,360,240 1,490,547 6,814,590 11,783,917 29,224,341 

226,141 1,232,242 776,935 6,689,819 10,396,709 26,291,200 

39.6 13.6 34.2 8.2 15 
2.3 

104.2 25.4 157.5 22.6 19,5 
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“Current demands and prospective increase in require-\ 
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November 16, 1940 


Decisions of Interstate Commerce Commission 
Railroad and Motor Transport 





Railway Express Operations 


Subject to conditions, the Commission, by division 5, in 
MC 66562, Sub. No. 190, Railway Express Agency, Inc., exten- 
sion of operations—Bloomington, has authorized operation as 
a common carrier by motor vehicle of general commodities 
moving in express service, in interstate or foreign commerce, 
between Bloomington and Minonk, IIl., Decatur and Pana, 
Ill, Mattoon and Delavan, Ill., over specified routes serving 
specified intermediate and off-route points. 

The conditions imposed are that the service to be per- 
formed shall be limited to service which is auxiliary to, or 
supplemental of, railway express service, and that the ship- 
ments transported shall be limited to those moving on a 
through bill of lading, or express receipt, covering in addi- 
tion to a motor carrier movement by applicant, an immedi- 
ately prior or immediately subsequent movement by rail. 

Prior to May 16, 1940, the report said, applicant served 
the points for which authority was sought by using the facili- 
ties of the Illinois Central. On that date, the report said, 
passenger train service to and from fhose points was dis- 
continued, and applicant was issued temporary authority for 
180 days to transport express matter as a common carrier by 
motor vehicle, over the routes and between the points in- 
cluded herein. The report said that approximately 95 to 98 
per cent of the shipments to the various points would have a 
prior or subsequent movement by rail. It added that applicant 
interchanged with the rail lines at Bloomington, Minonk, 
Delavan, Lincoln, Decatur, Mattoon, and Pana, III. 

“In this case,” says the report, “applicant does not desire 
to institute a motor carrier service as such, but merely de- 
sires to continue the transportation of express to and from 
the named points by using motor vehicles in lieu of the facili- 
ties of the Illinois Central.” 


Private Carrier Driver Hours 


The Commission, by division 5, in a supplemental report 

in Ex Parte MC 3, need for establishing reasonable require- 
ments to promote safety of operation of motor vehicles used 
in transporting property by private carriers, has amended 
Rule 3 (a) of the hours of service regulations applicable to 
private carriers of property, so as not to apply to drivers 
engaged in retail store deliveries in the period from Dec. 10 
to Dec. 25, both inclusive, of each year. It has refused to make 
a requested change in the rule pertaining to the keeping of a 
log by drivers under certain conditions. 
_ _The Commission said it had not overlooked the fact that 
in Ex Parte MC 2, a contract carrier engaged in making de- 
liveries for department stores located in the principal cities 
of the country made a similar request, which, it said, was 
denied. Based on its experience in the last two years, the 
Commission said it had reached the conclusion that the denial 
of that request was not justified. 

Reconsideration of the subject was brought about by a 
petition of the National Retail Dry Goods Association re- 
questing that the regulations be amended in the two particulars 
mentioned. The petition requested that Rule 3 (a) of the hours 
of service regulations which prescribed a maximum on-duty 
week of 60 hours, be made not applicable to drivers employed 
by private carriers of property engaged in retail store deliv- 
erles in the period from the last Thursday in November of any 
year to December 25 of any year. It also asked that Rule 5 (a) 
of the hours of service regulations which required the main- 
tenance of a driver’s log, be made not applicable to drivers 
employed by private carriers of property and engaged in retail 
store deliveries on a regular route schedule over a regular 
Toute, if the route was no longer than 50 miles from the 
garage or terminal to the point or place where the motor 
Vehicle was started on its return trip, and where the employ- 
ers of such drivers maintained records which show the total 
number of hours which such drivers were on duty. 

According to the report the volume of deliveries in the 
Christmas shopping season is so great that the deliveries can- 
not be made by the regular drivers within the hourly limita- 
lions prescribed by the regulations. Many of the deliveries 
are to be made on the C. O. D. basis, and according to the 
testimony, untrained drivers cannot properly and efficiently 
handle such deliveries in the rush season. 


The Commission said the deliveries were not heavy in the 
last week of November and the first week of December and ex- 
pressed the belief that the situation would be adequately met 
if the exemption were granted in the period between Dec. 10 
and Dec. 25, both inclusive. It said it wished to emphasize 
that the petition did not request and that it did not grant 
an exemption for such drivers, Rule 3 (b) prohibiting a driver 
to drive a vehicle more than 10 hours in any 24 hours unless 
he was off duty for 8 consecutive hours. Thus it said that 
while a driver might be on duty for more than 60 hours in 
168 consecutive hours between Dec. 10 and Dec. 25, he might 
not drive for more than 10 hours in the aggregate in any 24 
consecutive hours unless he was off duty for 8 consecutive 
hours in or immediately following the 10 hours of aggregate 
driving. 

It found no merit, said the Commission, in the petition 
relating to the maintenance of a driver’s log. It called atten- 
tion to the fact that drivers in a municipality or areas com- 
mercially a part thereof, were not required to keep a log. 
It said the request as to Rule 5 (a) exceeded the bounds of 
reason. It said that if a vehicle were operated a distance of 
50 miles from its terminal before it began its return trip, it 
would most certainly be operated for considerable distances 
on the open highways of the country. It said it found no rea- 
son for relaxing the rule for drivers engaged in such opera- 
tions. The report said the operations herein described were 
not so unusual that the drivers might not readily maintain 
a driver’s log. 


Chain Deliveries Status 


In a report on reconsideration of MC 31856, Chain Deliv- 
eries Express, Inc., broker application, also embracing MC 
68893, same, contract carrier application, the Commission, 
by division 5, has clarified the basis for conclusions in its 
prior report, 22 M. C. C. 223, that applicant had failed to show 
that its operations were those of a common carrier or a con- 
tract carrier by motor vehicle, a broker or an “express com- 
pany” under the interstate commerce act. 

The Commission said it was satisfied with the finding in 
its prior report that the applications should be denied. Its 
report on reconsideration pointed out that applicant was en- 
gaged in assembling the shipments of four different chain 
stores and in forwarding such shipments in consolidated lots, 
using rail, water or motor carrier facilities, whichever form 
of transportation it considered most economical, convenient 
and efficient. The Commission reported that applicant main- 
tained terminals at Boston, Mass., Chicago, Ill., and New 
York City, through which it handled all shipments, and that 
applicant did not own or lease any motor vehicles. 

According. to the Commission, applicant asserted in its 
petition that it was “greatly concerned to have its status as an 
unregulated express company found and declared by this 
Commission rather than to be required to precipitate that 
question in the courts for a judicial determination.” Recon- 
sidering its findings, the Commission said the only question 
for determination was whether applicant’s operations were 
subject to the Commission’s jurisdiction under the interstate 
commerce act. In reaching its conclusions in the prior report, 
the Commission held that applicant’s operations were those 
of a forwarding company, differing essentially from those of 
a broker. Such a statement was not necessary, according 
to the report on reconsideration, to a proper disposition of 
the proceedings. 

“Having disposed of all the issues raised by the proceed- 
ings dealing with our jurisdiction under the act over ap- 
plicant’s operations,” the Commission explained, “there then 
was no occasion for a determination by us as to whether ap- 
plicant is an ‘unregulated express company,’ or a so-called 
forwarding company, or some other agency beyond our juris- 
diction. To the extent such a determination may have been 
made in the prior report, it should be disregarded.” 


Publie Carrier Driver Hours 


_ With four of the ten participating commissioners dissent- 
ing in part, the Commission, in a supplemental report in Ex 
Parte MC 2, maximum hours of service of motor carrier 
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employes, has relaxed the hours of service regulations pertain- 
ing to drivers of common and contract carriers which were 
prescribed Jan. 27, 1939, in 11 M. C. C. 203. The dissenters 
were Commissioners Rogers, Johnson, Splawn and Patterson. 
Commissioner Miller did not participate in the disposition of 
the case. 

The hours of service regulations applicable to common 
and contract carriers prescribed in the report cited, were 
amended, as summarized by the Commission, as follows: 


Rule 1(d), to permit all stops made in any one village, town or city 
to be counted as one stop if the motor vehicle is not driven more than 
10 miles in such village, town or city. 


Rule 3(a), to exempt therefrom drivers engaged in retail store de- 


liveries during the period from December 10 to December 25, both 
inclusive, of each year. 


Rule 5(a), to exempt therefrom drivers who operate motor vehicles 
wholly within a municipality, between contiguous municipalities, or 


within a zone adjacent to and commercially a part of such municipality 
or municipalities. 


The aim in amending the rules governing the hours of 
service of drivers of common and contract carrier vehicles 
was to put the public carriers on a footing of equality with 
private carrier vehicles so far as drivers are concerned. For 
that reason there is close connection between a report made 
by division 5 in Ex Parte MC 3, a few days before this re- 
port was made public, an abstract of which is made under 
the caption, “Private Carrier Driver Hours,” recognition being 
thereby given to the fact that there is competition between 
private and public carriers, presumably requiring practical 
uniformity in the rules applicable to drivers of the two classes 
of vehicles. 

Application for this uniformity was made by the American 
Trucking Associations, Inc. In its petition that organization 
asked the Commission to amend Rule 5 (a) of the regulations 
applicable to the public carriers so as to have it conform 
with that rule’s application to private carriers of property. 
The petitioner asked that drivers engaged in the transporta- 
tion of property wholly within a zone adjacent to and com- 
mercially a part of a municipality or municipalities be rot 
required to maintain a driver’s log when the operations were 
beyond the limits of the municipalities. 

The Commission, in this report, took note of the fact 
that division 5, in Ex Parte MC 3, amended Rule 3 (a) of the 
hours of service regulations so as to make it inapplicable to 
the drivers of private carrier of property vehicles engaged 
in making retail store deliveries in the period between Dec. 
10 and Dec. 25, both inclusive, of each year. For the reasons 
set forth in the division’s report, which by reference was in- 
corporated in this report, the Commission said it found that 
Rule 3 (a) of the regulations applicable to common and con- 
tract carrier vehicle drivers should be changed so as to 


provide a like exemption. In disposing of the matter the 
Commission said: 


Upon reconsideration of this entire matter, we have first reached 
the conclusion that Rules 1(d) and 5(a) as prescribed for common and 
contract carriers should not differ from those rules as prescribed for 
private carriers of property. We have reached the further conclusion 
that for reasons stated in the report of May 1, 1940, in Ex Parte No. 
MC-3, 23 M. C. C. 1, this rule insofar as it applies to common and con- 
tract carriers should be amended to conform to the rule as made appli- 
cable to private carriers of property. We have likewise reached the 
conclusion that the first provision to Rule 5(a) insofar as it applies to 
common and contract carriers should be amended to conform to the 
rules as made applicable to private carriers for the reasons stated in 


our supplemental report in Ex Parte No. MC-3, dated September 30, 
1940, 


In his separate expression Commissioner Rogers disagreed 
with his colleagues in the matter of the Christmas holiday 
exemption. The rule, which limits drivers to 60 hours of serv- 
ice in any consecutive 168 hours of time, he said, was one of 
two basic rules of safety. He said he was not convinced that 
it was necessary to grant that exemption. Further he said he 
felt that to do so would tend to retard rather than promote 
safety of operation. Commissioner Johnson concurred in 
that dissent. 

“I see nothing in a Christmas rush or at any other time 
of extra activity which substantially modifies the conditions 
on which the Commision made its order,’ said Commissioner 
Splawn in his dissent. 


Commissioner Patterson dissented from the part of the 
decision permitting all stops in any village, town, or city to 
be counted as one stop if the vehicle was not driven for more 
than ten miles in any village, town or city; and from that 
part exempting drivers making retail store deliveries in the 
Christmas rush period. Rule 1 (d), he pointed out, permitted 
all stops in excess of ten minutes to be deducted in computing 
driving time. Ten minutes, he said, was not sufficient for 
rest or relaxation. The aggregate time of such short period, 
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he added, might easily result in extending the time of driy. 
ers to as much as sixteen hours a day for several days jp 
succession, which, in his opinion, was neither safe nor desir. 
able. He also registered disagreement with the 60-hour work. 
week rule. A work-week of 60 hours, he said, was excessive 
both from the standpoint of safety and from the standpoint 
of the welfare of the drivers. For that reason he said he dis. 
agreed with that part of the report providing the Christmas 
rush exemption, thereby permitting, as he said, drivers to 
be on duty for more than 60 hours a week in that period. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commissign.) 


In *MC 1007, Sub. No. 1, A. W. McCarter and P. E. McCar. 
ter, Topeka, Kan., extension of operations—Colorado and Okla- 
homa, also embracing MC 1007, Sub. No. 2, same, extension of 
operation, fruits, the Commission, by division 5, has denied ap- 
plicants authority, in MC 1007, Sub. No. 1, to extend operations 
as a common carrier of packing-house products and related 
articles, including fresh meats, dressed poultry, eggs and dairy 
products, vegetables, and canned foodstuffs, between points 
in Kansas, Missouri, Oklahoma and Colorado, over specified 
routes. The Commission has granted authorization in MC 
1007, Sub. No. 2, to operate as a contract carrier of dairy prod- 
ucts, including butter, eggs and dressed poultry, and supplies 
used in, or incidental to, the handling of such commodities, 
and fruits and vegetables, between points in Kansas, Nebraska 
and Oklahoma, over specified routes. Commissioner Patterson 
noted a dissent. 

In MC 9850, Harry T. Lucas, Aspinwall, Pa., contract car- 
rier application, the Commission, by division 5, has granted 
authorization, under the grandfather clause, to continuance of 
operation as a contract carrier, for the transportation under 
individual contracts or agreements with persons who operate 
wholesale food business houses, the business of which is that 
of a wholesaler of food, of such commodities as are dealt in 
by such wholesale food business houses, over a specified route, 
from Baltimore, Md., to Pittsburgh, Pa., serving points within 
ten miles of Pittsburgh as intermediate or off-route points. 

In MC 34, William Roberts, Holyoke, Mass., common car- 
rier application, the Commission, by division 5, has author- 
ized operation under the grandfather clause, as a common 
carrier of general commodities between points in certain coun- 
ties in Massachusetts, on the one hand, and points in Rhode 
Island, Connecticut, New York, New Jersey, Pennsylvania, 
Maryland and the District of Columbia, over irregular routes. 
Commissioner Lee noted a dissent. 

In MC 17524, Northwestern Transfer & Forwarding Co., 
Milwaukee, Wis., common carrier application, the Commission, 
by division 5, has denied authorization, under the grandfather 
clause, to operate as a common or contract carrier of general 
commodities between Milwaukee, Wis., and Chicago, IIl., over 
a specified route. 


In *MC 18092, Hicks Truck Co., Inc., Kansas City, Mo., 
common carrier application, the Commission, by division 5, 
has denied applicant authority, under the grandfather clause, 
to operate as a common carrier of general commodities between 
Kansas City, Kan., and Alton, Ill., over regular routes. Com- 
missioner Lee noted a concurrence. 


In MC 29771, Samuel S. Seither, New Orleans, La., com- 
mon carrier application, the Commission, by division 5, has 
denied authorization, under the grandfather clause, to operate 
as a common carrier of general commodities between points In 
Arkansas, Louisiana and Mississippi. 


In *MC 42623, Clerkin’s Transfer, Inc., New York, N. Y, 
common carrier application, the Commission, by division 5, 
has granted authorization, under the grandfather clause, for 
continuance of operation as a common carrier of building and 
construction equipment and materials, including those requiring 
special equipment, when being transported to or from construc- 
tion sites, between points in Bronx, Kings, Nassau, New York, 
Queens, Richmond, Suffolk and Westchester counties, N. Y., 
on the one hand, and, on the other, points in Bergen, Essex, 
Hudson, Middlesex, Morris, Passaic and Somerset counties, 
N. J., and between points in such counties, on the one hand, 
and, on the other, points in Connecticut and Massachusetts, 
over irregular routes. 

In MC 51130, Andrew J. Shea, Springfield, Mass., common 
carrier application, the Commission, by division 5, has denied 
authority, under the grandfather clauses, to operate as a com- 
mon or contract carrier of general commodities between points 
in Connecticut, Massachusetts and Rhode Island, over irreg- 
ular routes. 
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In *MC 63870, Frank Bubenicek, Woodmont, Conn., 
common carrier application, the Commission, by division 
5. has authorized, under the grandfather vlause, contin- 
yance of operations as a common carrier of household goods in 
a specified portion of Connecticut and points in Massachusetts, 
New Jersey, New York, Pennsylvania and Rhode Island, and 
of scrap metal, waste material, scrap paper and metal pigs 
between points in Connecticut and points in New Jersey, New 
York, Massachusetts and Pennsylvania, over irregular routes. 

In MC 68830, Roadway Transit Co., Detroit, Mich., com- 
mon carrier application, the Commission, by division 5, has 
authorized applicant under the grandfather clause, to continue 
operation as a common carrier of general commodities, with 
exceptions, between points in Michigan, Illinois, Indiana, Ohio, 
New York and Pennsylvania, over specified routes. 

In MC 68891, Sub. No. 1, J. H. Wimberly, Valdosta, Ga., 
extension, household goods, the Commission, by division 5, has 
granted authorization to operate as a common carrier of house- 
hold goods between Valdosta, Ga., on the one hand, and points 
and places in Alabama, North Carolina and South Carolina, on 
the other, over irregular routes. 

In *MC 69273, Mathews Trucking Co., Inc., Fredonia, N. Y., 
common carrier application, embracing MC 69273, Sub. No. 
1, same, extension of reparations, the Commission, by division 
5, has authorized applicant, under the grandfather clause, to 
continue operation as a common carrier of fish and sea food 
from certain points in Massachusetts to points in Ohio and 
certain points in New York and Pennsylvania, and of dairy 
products and dressed poultry from Washington Court House, 
0., to New York, N. Y., Providence, R. I., and specified terri- 
tory in Massachusetts and Connecticut, over irregular routes. 
The Commission also has authorized, in MC 69273, Sub. No. 1, 
operation as a common carrier of canned and preserved foods 
from Fredonia, N. Y., to points in Massachusetts, Connecticut 
and Rhode Island, over irregular routes. 

In MC 70428, Roy W. Shaffer, Bedford, Pa., contract car- 
rier application, embracing MC 70428, Sub. No. 1, Same, extension 
—groceries, the Commission, by division 5, has denied authority, 
under the grandfather clauses, to operate as a common cCar- 
rier or contract carrier of general commodities between points 
in Pennsylvania, Maryland, Ohio, New York, New Jersey, 
Delaware and the District of Columbia, over irregular routes. 
Applicant also has been denied authorization, in MC 70428, Sub. 
No. 1, to operate as a contract carrier of clams and oysters 
from Baltimore, Md., to Pittsburgh, Pa., and of wholesale gro- 
ceries from Baltimore to certain points in Pennsylvania, over 
specified routes. 

In MC F-1086, Valley Motor Lines, Inc., Fresno, Calif., 
purchase, E. A. DeRuchia, the Commission, by division 4, has 
authorized purchase by Valley Motor Lines, Inc., of operating 
rights and property of E. A. DeRuchia, dba Reno-Fallon Trans- 
portation Co., of Reno, Nev. 


In MC F-1178, Linco Motor Express Co., Inc., Buffalo, N. Y., 
purchase, Erma L. Voorhees, the Commission, by division 4, 
has authorized purchase by Linco Motor Express Co., Inc., of 
operating rights and property of Erma L. Voorhees, dba Dia- 
mond Motor Express of Syracuse, N. Y., for $8,500. The Com- 
mission stipulated that the unified operating authority of ap- 
plicant should not include the right to serve Geneva as a point 
of origin or destination (with no restriction as to interchange at 
that point) on traffic moving in interstate commerce to or from 
Elmira over New York Highway 14. 


In a supplemental report in MC F-1299, Northland Grey- 
hound Lines, Inc., assumption of obligation, the Commission, 
by division 4, has modified its findings in a prior report which 
authorized Northland Greyhound Lines, Inc., to assume obliga- 
tion or liability as guarantor of a promissory note not exceeding 
$60,000 face amount, to authorize change in terms and con- 
ditions of contract relating to such assumption of obligation 
or liability. 

In MC 34618, Erath Aubrey Smith and Arnett D. Smith, 
Pennsauken township, N. J., common carrier application, the 
Commission, by division 5, has denied authority, under the 
grandfather clauses, to continue operations as a common or 
contract carrier of general commodities, between points in 
Camden county, N. J., and Philadelphia, Pa., on the one hand, 
and points in Delaware, New Jersey, New York, and Penn- 
Sylvania, on the other. 

In *MC 36671, Birmingham Storage Co., Inc., Ensley 
(Birmingham), Ala., common carrier application, the Com- 
mission, by division 5, has authorized continuance of operation 
as a common carrier of household goods between points in 
Alabama, on the one hand, and points in Florida, Georgia, 
Louisiana, Mississippi, and Tennessee, on the other, over irreg- 
ular routes. 

In MC 65491, George W. Brown, New York, N. Y., common 
carrier application, the Commission, by division 5, has denied 
authority, under the grandfather clause, to operate as a com- 
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mon carrier of general commodities, except explosives, between 
points in Connecticut, Delaware, Georgia, Illinois, Indiana, 
Maryland, Massachusetts, New Hampshire, New Jersey, New 
York, North Carolina, Ohio, Pennsylvania, Rhode Island, South 
Carolina, Vermont, Virginia, West Virginia, and the District of 
Columbia, over specified routes, serving all intermediate points 
on such routes. 

In *MC 73843, J. P. Hulsman & Son, San Jose, Calif., com- 
mon carrier application, the Commission, by division 5, has 
authorized continuance of operation as a common carrier of 
general commodities, except household goods, between Santa 
Clara county, Calif., on the one hand, and San Francisco, Oak- 
land, and Alameda, Calif., on the other, over irregular routes. 

In *MC 50508, Harold Mueller, Newark, N. J., contract 
carrier application, the Commission, by division 5, has au- 
thorized continuance of operation as a contract carrier of 
specified commodities for a certain class of shippers, over 
irregular routes, between specified points in New York and New 
Jersey. 

In *MC 52525, Sub. No. 2, Ralph Hale, Oskaloosa, la., 
Peoria-Oskaloosa extension, the Commission, by division 5, 
has authorized operation as a common carrier of beer, from 
Peoria, Ill., to Oskaloosa, Ia., and of empty containers for 
malt beverages on return trips, over a specified route. 

In MC 10583, Sterling Express, Inc., common carrier ap- 
plication, embracing MC 19602, Economy Transportation Co., 
common carrier application, which was merged with applicant 
in June, 1939, the Commission, by division 5, on reconsidera- 
tion, has modified its findings in the prior report, 17 M. C. C. 
379, by deleting therefrom the words “where shoes are manu- 
factured,” where used immediately following the words “in- 
cluding intermediate points,” in connection with the authority 
granted to operate as a common carrier of shoes, leather, shoe 
findings, and shoe manufacturing, supplies and machinery, 
between Boston, Mass., and specified points in Massachusetts, 
Maine, and New Hampshire, over regular routes. 

In *MC 89558, Norman C. Davis, South Royalton, Vt., 
common carrier application, the Commission, by division 5, 
has denied authority to operate as a common carrier of forest 
products, logs, lumber, ties, and chair stock, between points 
in Grafton county, N. H., Bennington, Windham, Rutland, 
Windsor, Addison, Washington, Orange, and Caledonia coun- 
ties, Vt., Essex, Warren, Washington, and Saratoga counties, 
N. Y., and Franklin and Worcester counties, Mass., over ir- 
regular routes. The report said there was no showing that 
existing rail and motor carriers were not adequately meeting 
the transportation needs of the public in the territory. 

In *MC 91345, Peter Kazarian, contract carrier applica- 
tion, the Commission, by division 5, on reconsideration, has 
amended its findings in the prior report, decided July 1, 1940, 
so as to authorize operation as a contract carrier of such rub- 
ber products and automobile accessories and automobile parts 
as are manufactured or distributed by tire manufacturers, and 
raw materials and supplies used in the manufacture of such 
commodities, between Los Angeles, Calif., and points in Los 
Angeles county within 5 miles of the intersection of Ninth 
and Indiana streets, Los Angeles, on the one hand, and Los 
Angeles Harbor and Long Beach, Calif., on the other, over 
irregular routes. 


In *MC 100180, Harold H. Pratt, Fairmont, Ind., contract 
carrier application, the Commission, by division 5, has denied 
authority to operate as a contract carrier of catsup, canned 
goods, and frozen fruits, between Fairmont, Ind., and Chi- 
cago, Ill., and between Marion, Ind., and St. Louis, Mo., over 
specified routes. 


In MC 100296, Independent Motor Carriers, Inc., Billings, 
Mont., common carrier application, the Commission, by division 
5, has authorized operation as a common carrier of general 
commodities between Great Falls, Mont., and the interna- 
tional boundary, over U. S. highway 91. 


In MC F-1171, The H. & K. Motor Transportation, Inc., 
Toledo, O., control, C. & L. E. Truck Co., the Commission, 
by division 4, has authorized purchase by the H. & K. Motor 
Transportation, Inc., of operating rights and property of C. & 
L. E. Truck Co., of Dayton, O., subject to the condition that 
if the authority granted is exercised the operating rights of 
the Brown Avenue Transportation Co. as confirmed in MC 
59922 shall be modified by excluding therefrom authority to 
transport as a contract carrier over the same route or between 
the same points, any commodity or commodities which ap- 
plicant may lawfully transport as a common carrier in inter- 
state or foreign commerce over such route or between such 
points as a result of the transaction authorized. Dissenting, 
Commissioner Porter said he could not agree to the restric- 
tion attached to the approval. He said there was no question 
with respect to the operating rights of the Brown company, 
and there was no occasion for the Commission to attempt to 
enlarge or decrease the operating rights of the latter carrier. 
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He said he presumed the intention was, if the parties agreed 
to the limitation, to issue an order of delimitation in connec- 
tion with the authority of the Brown company. Such an order, 
he added, would be without foundation and would be wide open 
to effective attack by that company. Furthermore, he said, 
whether or not such an order was issued, the task of policing 
the situation would be extremely difficult. 

In *MC 100258, West Florida Transportation Co., Lynn 
Haven, Fla., common carrier application, the Commission, by 
division 5, has authorized operation as a common carrier of 
passengers and their baggage, and express, mail, and news- 
papers in the same vehicle with passengers, between Panama 
City, Fla., and Dothan, Ala., over a specified route. 


Hayes Motor Purchase 


“While there are substantial duplications of routes of the 
two operations in Illinois and Indiana, unification would ex- 
tend applicant’s operations approximately 3,500 route miles 
and would result in a total system operation of approximately 
11,800 miles,” says the Commission, division 4, in a report in 
MC F-1205, Hayes Freight Lines, Inc., purchase Bell Line, 
Inc. (Robert W. McKinlay, trustee), authorizing purchase by 
the former of operating rights and property of the latter. 

Applicant, according to the report, leased the operating 
rights and property of vendor for a period expiring November 
6 at a rental of $25 a month, to be applied on the purchase price 
of $26,500. In MC 45104 vendor was authorized to operate as 
a common carrier of general commodities, over many regular 
routes in Illinois, Indiana, and Ohio, and to and from St. Louis 
and Louisville, serving specified intermediate and off-route 
points, including the principal points of Chicago, Springfield, 
and Peoria, Ill., Indianapolis, Terre Haute, Ft. Wayne, and 
South Bend, Ind., and Toledo, Cleveland, Youngstown, Cin- 
cinnati, and Columbus, O. On April 15, the report said, vendor 
was adjudged a bankrupt and later the trustee was author- 
ized to accept applicant’s bid of $26,500 for all of vendor’s 
properties (except cash on hand and accounts receivable), 
including the described interstate rights, intrastate rights in 
Illinois, Indiana, Ohio, Kentucky, and Missouri, and physical 
property value by applicant at $10,800, consisting of approxi- 
mately 52 pieces of motor vehicle equipment, office furniture 
and fixtures, and miscellaneous supplies. The purchase price, 
except $7,500, has been deposited with the trustee. The trustee 
was in charge of vendor’s properties until the operations were 
taken over by applicant under temporary authority. 

“The right to operate over 1,195 miles of the added 
routes,” the Commission said, “would enable applicant to pro- 
vide more direct service than is possible over its present 
routes, with savings in certain instances of as much as 24 hours 
in transit time. Applicant would effect substantial economies 
by consolidation of terminal facilities at Chicago, St. Louis, 
Louisville, and other points, and in connection with the 
elimination of separate operating and administrative func- 
tions. It is estimated that with the expected economies, and 
through more efficient management, an annual savings of 
approximately $11,000 would be realized, not including antici- 
pated savings as a result of operating over more direct 
routes.” 


Southern Pacific Abandonment 


Having concluded that there will not be sufficient traffic 
in the future to warrant the expense of rehabilitating the line 
and resuming its operation, the Commission, by division 4 ,in a 
report in Finance No. 12815, Southern Pacific Co. abandonment, 
has authorized abandonment by the Southern Pacific Co. of a 
portion of a branch line of railroad in Santa Clara and Santa 
Cruz counties, California. 

The portion of the San Jose-Santa Cruz branch of the 
Southern Pacific Co. to be abandoned extends from milepost 
54.615 south of Los Gatos to milepost 69.782 north of Olympia, 
approximately 15.16 miles. No trains have been operated on 
the line since February, 1940, because of storm damage to the 
track structure, according to the Commission. The line, built 
by the South Pacific Coast Railroad Co. in 1878-80 and ac- 
quired by the applicant in 1937, included approximately 13,137 
feet of timber and masonry-lined tunnels. It served an area 
devoted mainly to summer homes and resorts, the Commission 
said. 

Applicant estimated that restoration of the track to a 
reasonably safe operating condition would require an emergency 
expenditure of $84,577 and that annual maintenance thereafter 
would cost $35,052. The Commission said the record showed 
that substantial savings would have been effected since 1935 if 
all the traffic originating at northern points and destined to 
points on the line had been handled over this route. 


TRAFFIC WORLp 


Since the suspension of the service, the applicant has 
arranged with the Pacific Greyhound Lines to furnish a sub. 
stitute bus service for passengers between Los Gatos and Santa 
Cruz at a cost of about $10,307 yearly, and this arrangement 
according to the Commission, is intended to be permanent and 
4 = the place of passenger trains formerly operated over 

e line. 

With Commissioner Porter dissenting with respect to pro. 
tection of the employes involved, the Commission, by division 4 
has authorized abandonment by the Southern Pacific Co., Cen. 
tral Pacific Railway Co. and Southern Pacific Railroad Co. of 
certain lines in Alameda county, Calif., and abandonment of 
operation by the Interurban Electric Railway Co. of lines jp 
San Francisco and Alameda counties, Calif., in Finance No, 
12791, Southern Pacific Co., et al., abandonment, also embrac. 
ing Finance No. 12792, Interurban Electric Railway Co., aban- 
donment of operation. 

In their joint application in Finance No. 12791, the South- 
ern Pacific Co., Central Pacific Railway Co., and the Southern 
Pacific Railroad Co. sought permission to abandon parts of 
lines in or near Berkeley, Oakland, Alameda and San Leandro 
Calif., all in Alameda county, Calif., a total distance of ap. 
proximately 19.66 miles. In Finance No. 12792, the Interurban 
Electric Railway Co. asked authority to abandon operation 
over lines of the California Toll Bridge Authority, the Central 
Pacific Railroad Co. and the Southern Pacific Railroad Co, 
from the Bridge Railway Terminal in the city of San Francisco 
to points in the cities of Oakland, Alameda, Berkeley, Albany, 
Emeryville and San Leandro, a total of approximately 40 miles. 

_ The Commission said the evidence clearly showed that 
neither the present nor prospective volume of traffic over the 
lines in question was sufficient to warrant their retention. 





ILLINOIS CENTRAL BONDS 
The Commission, by division 4, in Finance No. 13056, 
Illinois Central bonds, has dismissed the application of that 
road for authority to issue $1,967,000 of collateral trust bonds. 
By letter of October 22 applicant represented that it wished 
to withdraw the application. According to the Commission, 


the applicant will file a new application to issue promissory 
notes of the same amount. 





S. & A. LOAN 

The Commission, by division 4, in Finance No. 12253, 
Savannah & Atlanta reconstruction loan, has revoked its cer- 
tificate of December 22, 1938, as modified, so far as it approved 
a loan in excess of $1,235,000 by the Reconstruction Finance 
Corporation to the Savannah & Atlanta. By a report and 
certificate division 4 approved a loan of $1,300,000. The Com- 
mission said it appeared that the RFC had heretofore advanced 
the road $1,235,000 under the loan and had canceled the 


authorization for the disbursement of the undisbursed balance 
of $65,000 of the loan. 


N. Y. C. ABANDONMENT 


Abandonment by the New York Central of part of its 
Lansing branch extending approximately 23.56 miles between 
Lansing and Springport, Mich., has been permitted by the 
Commission, division 4, in Finance No. 12670, New York Cen- 
tral abandonment. 

Among other things, the road said the segment had been 
operated at a loss for a long time, and there was no prospect 
of traffic being developed in the future which would require 
rail transportation. The segment is paralleled for its entire 
length by an improved highway. Most of the freight handled 
on the road, which is overhead or bridge, can be routed ex- 
peditiously over other system lines. 

_Manifestly, the report said, the applicant was not in a 
position to support operation of unprofitable lines. While 
losses from operation of the segment in question were not 
shown to be large, local patronage of the line had been small, 
indicating, along with other testimony, that its use by local 
shippers had been governed by considerations of convenience 
or expedience rather than by actual need, said the report. Cer- 
tainly, it said, there was no evidence of need, or of use or in- 
tention to use the line, sufficient to warrant the large expendi- 
ture required for necessary rehabilitation. 

“If the segment be abandoned,” says the report, “the ap- 
plicant expects to lose only the revenues from a portion of the 
traffic which is moved to or from the exclusively-served inter- 
mediate stations. Savings from abandonment are estimated to 
include over $50,000 for rehabilitation, some $23,000 annually 
thereafter for normal maintenance, all the railway taxes, 
practically all the car hire, and most of the interest on funded 
debt, if the net proceeds of recoverable material are used to 
buy at prevailing prices, around 50, bonds carrying interest at 
rates averaging 4.26 per cent. The applicant considers that 
salvaging the material will have an equivalent effect.” 
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Railroad Interest in Seatrain 


The recommendations of Examiners E. J. Hoy and M. J. 
Walsh in No. 35546, application of the Missouri Pacific and 
Texas & Pacific under section 5(19-21) of the interstate com- 
merce act in the matter of installation of common carrier serv- 
ice by water other than through the Panama canal, which, if 
adopted, will permit those railroads to continue their stock 
interest in Seatrain Lines, Inc. (see Traffic World, Nov. 9) are 
pased on section 5(14) as revised by the transportation act 
of 1940. 

They said the record warranted the conclusion that if the 
railroads divested themselves of their interest in Seatrain the 
operations of the latter would continue as they had been and 
that the extent of the competition between the applicant rail- 
roads and Seatrain and between Seatrain and its competitive 
water carriers would be unchanged. The examiners recom- 
mended the Commission find: 


(1) That the interest of applicants Missouri Pacific and Texas & 
Pacific in Seatrain is such an interest as is contemplated by section 5 
(14) of the act. 

(2) That applicants Missouri Pacific and Texas & Pacific may and 
do compete for traffic with Seatrain in coastwise and Cuban trade. 

(3) That continuance of the stock interest of applicants Missouri 
Pacific and Texas & Pacific in Seatrain will not prevent it from being 
operated in coastwise and Cuban trade in the interest of the public 
and with advantage to the convenience and commerce of the people, 
and that it will not exclude, prevent, or reduce competition on the 
routes by water under consideration. 


The report deals with technicalities of procedure and peti- 
tions filed. and notices given by Seatrain in connection with 
the extension of its service to Texas City. The carrier by water 
took the position that it could and would extend its service with- 
out asking the Commission for anything. It asserted that the 
provisions of section 5(19-21) did not apply to it or affect the 
legality of its operations. 

The examiners said they believed that Seatrain’s conten- 
tion that those parts of the law did not apply to its operations 
was correct. 


The Hoy and Walsh report, on further hearing, is an after- 
math of Seatrain’s determination to extend its service to Texas 
City without asking anything of the Commission, its contention 
being as before set forth that the provisions of section 5 (19-21) 
did not apply to it. ; 

In the prior report herein, 206 I. C. C. 328, the Commis- 
sion found, among other things, that the interest of the Mis- 
souri Pacific and the Texas & Pacific, amounting to about 
15.45 per cent, in the stock of Seatrain, was such an interest 
as was contemplated by section 5 (19); that as such interest 
existed prior to and at the time of Seatrain’s engaging in 
coastwise traffic between Hoboken, N. J., and New Orleans 
(Belle Chasse), La., the inauguration of the service, which 
had not been authorized by the Commission, was in violation 
of the provisions of section 5 (19-21); that other than before 
indicated, Seatrain, since Oct. 1, 1933, did not appear to have 
violated any of the provisions of the interstate commerce act; 
that applicants might and did compete for the traffic with 
Seatrain in connection with the service of the latter between 
Hoboken and Belle Chasse; that the service between Seatrain 
and those points was being operated in the public interest 
and was of advantage to the convenience and commerce of 
the people; and that the extension of the time within which 
such service might continue would neither exclude, prevent 
hor reduce competition on the route by water under consid- 
eration. 


The present phase of the long continued controversy came 
with the decision of Seatrain early in the summer of 1939 to 
inaugurate a service between Hoboken and Texas City, by add- 
ing two ships to its fleet with one sailing each week in each di- 
rection. It also decided to have a service between Texas City 
and Havana, Cuba. At Texas City Seatrain would connect with 
the Missouri Pacific, its only connection at Belle Chasse, the 

ty and Santa Fe, over the rails of the Texas City Termi- 
nal, a jointly owned enterprise. 


_ Incident to its extension of service, said the report, the 
Hissouri Pacific and Texas & Pacific filed petitions for recon- 
sideration and modification of the conclusion in the first re- 
port, “that, so long as the applicants maintain an interest in 
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Seatrain, service by the latter over other routes by water may 
not be lawfully established until authorized by it (the Com- 
mission), as provided in section 5 (19-21) of the act.” In the 
alternative the petitioners asked reopening for the purpose of 
determining whether or not they might compete for traffic 
with Seatrain or with any of its vessels in operations between 
Hoboken and Texas City and to have the Commission broaden 
its order in the prior decision to continue their stock interest 
in Seatrain. 

The Commission treated the petition of the railroads as 
applications under section 5 (20) to extend the service of Sea- 
train between Hoboken and Texas City. 

At the further hearing, said the report, Seatrain inter- 
vened but offered no evidence. It asserted, said the report, 
that the provision of section 5 (19-20) did not apply to it 
or affect the legality of its operations; that the instant applica- 
tions were not by or on behalf of it; and regardless of the 
outcome of the proceedings it would, without approval of the 
Commission inaugurate its service to Texas City because it 
did not concede that the provisions of section 5 (19-20) af- 
fected the lawfulness of the operations of a common carrier 
by water. 

After admitting the correctness of Seatrain’s contention 
about the law, the examiners said the question as to whether 
there could be competition was one of fact, their conclusion 
being that there was and could be competition. 

Section 5 (19-21), the examiners pointed out, now provided 
that a railroad might own or acquire an interest in a water 
carrier not operated through the Panama Canal with which 
the applicant railroads might compete if the Commission found 
that the continuance or acquisition of such interest would not 
prevent the water carrier being operated in the interest of 
the public and with advantage to the convenience and com- 
merce of the people and would not exclude, prevent nor re- 
duce competition on the route by water under consideration. 
They said it would be noted that there was no longer any 
requirement that the Commission find that Seatrain’s service 
to and from Texas City was being operated in the public in- 
terest and of advantage to the convenience and commerce 
of the people before extending the time within which the rail- 
roads’ interest in Seatrain might continue. 

The precedent finding required in lieu thereof, the exam- 
iners said, was that a continuance of applicants’ interest in 
Seatrain would not prevent Seatrain’s being operated in the 
interest of the public and with advantage to the convenience 
and commerce of the people. 

The record showed, said the examiners, that Seatrain was 
being independently operated and that the railroads had no 
control over its operations. There was no evidence, said the 
examiners, that applicants’ minority interest (less than 16 
per cent) prevented Seatrain being operated in the interest of 
the public, or that it excluded or reduced competition. 


Proposed Reports 
Cotton Gin Machinery 


No. 28511, Burdette Ginning Association vs. Yazoo & Mis- 
sissippi Valley, et al. By Examiner John Davey. Rate of 62 
cents charged, cotton gin machinery, carloads, Columbus, Ga., 
to Burdette, Miss., delivered June 28, 1937, proposed to be found 
inapplicable but not otherwise unlawful; that the applicable 
rate was 43 cents. Reparation of $142.50, with interest, pro- 
posed. 

Pitch Coke, Etc. 


No. 23071, American Tar Products Co. vs. New York Cen- 
tral, et al., embracing also No. 20723, F. J. Lewis Manufacturing 
Co. vs. A. C. & Y., et al., and 27874, Great Lakes Coal & Coke 
Co. vs. A. T. & S. F., et al. By Examiner George M. Curtis. 
Denial recommended on a finding of nonjustification as to pro- 
posed modification of findings and orders prescribing specific 
rates on pitch coke, petroleum coke, to Massena, N. Y., and 
Niagara Falls, Ont., in 183 I. C. C. 374, and 227 I. C. C. 452. 
The defendants asked that the findings and orders be vacated 
or modified so as to permit under proposed schedules rates and 
rating based on 17.5 per cent of the contemporaneous first class 
rates to be made applicable throughout official territory, in- 
cluding extended zone C in Wisconsin between official territory 
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and western trunkline territory and from other western trunk 
line territory to official territory on coke, carbon, creosote, 
petroleum or pitch, petroleum coke breeze, petroleum coke dust 
and petroleum coke screenings, minimum 50,000 pounds, except 
as ear-marked for lower rates to meet motor-truck or water 
competition. The examiner said that as the proposed sched- 
ules were not protested or suspended the proposed rates were 
made effective March 20, 1940, except from and to points cov- 
ered by orders of the Commission, divisions 3 and 2 in these 
cases. 
Petroleum and Products 


No. 17000, part 4, petroleum and petroleum products, em- 
bracing also fourth section application No. 18509, petroleum 
products from Smackover, Ark., to Tennessee River points. By 
Examiner Burton Fuller. Proposes denial of petition of south- 
ern carriers for modification of finding in original report, 171 
I. C. C. 286, 346, requiring the maintenance of rates from the 
New Orleans-Baton Rouge group in relation to rates from 
southwestern origin groups to the extent necessary to permit 
the establishment of reduced rates to destinations in Georgia, 
Alabama and Mississippi, from the New Orleans-Baton Rouge 
group without reductions from the southwestern groups. On 
hearing on petition in 17000, part 4, and fourth section applica- 
tion filed by parties to fourth section order No. 13611, findings 
in prior reports, 235 I. C. C. 115, 237 I. C. C. 239, and the fourth 
section order proposed to be modified so as to accord Smack- 
over, Ark., the same relief in connection with rates to certain 
Tennessee River points as was accorded in those findings and 
orders to Eldorado and Pearson, Ark. 








Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Michigan (Detroit)——-MC 101653, Walter Smalarz and 
Frank Pszylucki, co-partners, dba Smalarz & Lucki Cartage 
Co., common carrier application. Joint board 76. Served Nov. 
12. Denial for want of prosecution proposed. General com- 
modities between Detroit, Mich., and points within 8 miles 
thereof, over irregular routes. 

Idaho (Genesee)—MC 101385, John F. Flomer, common 
carrier application. Joint board 169. Served Nov. 12. Denial 
of certificate proposed. Lumber, building materials, hardware, 
agricultural commodities, household goods and certain other 
commodities, between points in Latah and Nez Perce counties, 
Ida., and Asotin county, Wash., over irregular routes. Ex- 
ceptions, if any, must be filed within 25 days from date of 
service. There was no showing, the report said, that the serv- 
ices of existing carriers were in any way unsatisfactory or 
inadequate. 

Wisconsin (Ettrick)—MC 101345, William Truax, common 
carrier application. Joint board 142. Served Nov. 12. Certifi- 
cate proposed. Live stock and farm products from the town- 
ships of Ettrick and Gale, Trempealeau county, Wis., to Winona, 
Minn., and feeds from Winona, Minn., to points in the townships 
named, not including service to the village of Galesville, over 
irregular routes. 


New Mexico (Gallup)—MC 101036, Bert P. Cresto, dba 
Cresto Transfer, common carrier application. Joint board 87. 
Served Nov. 12. Certificate proposed. General commodities, 
with exceptions, between all points in McKinley, San Juan, and 
Valencia counties, N. M., over irregular routes, except between 
points both of which are served by rail lines or both of which 
are served by regular route motor common carriers. 

New York (Buffalo)—-MC 64698, Anthony Panzica, dba 
Central Carting & Moving Co., contract carrier application. 
Joint board 330. Served Nov. 12. Denial of certificate or per- 
mit proposed under the grandfather clauses. General com- 
modities and household goods between points in New York, 
Ohio, and Pennsylvania, over irregular routes. 

Wisconsin (Warrens)—MC 63101, Sub. No. 1, Herman F. 
Villwock, extension of operations—Wisconsin. Examiner R. J. 
Flood, Jr. Served Nov. 12. Certificate recommended. Specified 
commodities between specified points in Michigan, Wisconsin, 
Minnesota, Iowa, Illinois, North Dakota and South Dakota, over 
irregular routes. 


Pennsylvania (Philadelphia)—-MC 59093, Sub. No. 2, Alko 
Express Lines, extension of operations—Pennsylvania turnpike. 
Joint board 65. Served Nov. 12. Certificate recommended. 
General commodities, with exceptions, between specified points 
in Pennsylvania, over specified routes. Although all the routes 
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involved were wholly within Pennsylvania, the report saiq 
authority from the Commission was necessary prior to opera. 
tion thereon because of the interstate character of the com. 
modities transported. It added that part of applicant’ 
operations was conducted in connection with other interstate 
operators with whom it interchanged, and its own operations 
were also of such a character as some of the points served 
were in Maryland. Modified procedure. Hearing on request 
Exceptions, if any, must oe filed within 30 days from date of 
service. 

Pennsylvania (Willow Grove)—-MC 5588, Benjamin Gitlin 
and Louis Gitlin, dba Gitlin Brothers Motor Truck Service, 
common carrier application. Examiner R. R. Waterbury, 
Served Nov. 12. Certificate proposed. Continuance of opera. 
tion, meats, lard, butter, eggs, and cheese from Philadelphia, 
Pa., to Phillipsburg, N. J., over regular routes. 

Georgia (Macon)—MC 43283, Sub. No. 2, Washburn Stor. 
age Co., new furniture extension. Examnier Richard Yardley, 
Served Nov. 13. Certificate proposed. New household furni- 
ture from Atlanta, Ga., to government projects located aj 
Trussville, Pinson, Gardendale, Bessemer, Jasper, Scottsboro, 
Elba, Tysonville, and Alberta, Ala., Blackmon and Monticello, 
Fla., Irwinville, Eatonville, Cairo, and Montezuma, Ga., and 
ones maa Orangeburg, and Allendale, S. C., over irregular 
routes. 

_ Florida (Tampa)—MC 36473, Sub. No. 10, Central Truck 
Lines, Inc., Keystone Heights extension. Joint board 205, 
Served Nov. 13. Certificate recommended. General commodi- 
ties, with exceptions, between specified points in Florida, over 
regular routes. 

_ Flerida (Tampa)—MC 36473, Sub. No. 9, Central Truck 
Lines, Inc., Camp Blanding extension. Joint board 205. Served 
Nov. 13. Certificate proposed. General commodities, with ex- 
ceptions, between Starke and Camp Blanding, Fla., over Florida 
highway 48. 

Texas (Wichita Falls)—-MC 30091, Sub. No. 2, L. F., F. D., 
and R. P. Miller, dba Miller & Miller Motor Freight Lines, 
Vernon-Memphis extension. Joint board 16. Served Nov 13. 
Denial of certificate proposed. General commodities between 
Vernon, Tex., on the one hand, and Childress and Memphis, 
Tex., on the other, over specified routes. 

Indiana (Fort Wayne)—MC 100754, William C. Roy, dba 
Roy Trucking Co., contract carrier application. Joint board 
60. Served Nov. 9. Permit proposed. Such merchandise as is 
sold in department or general meérchandise stores, in retail 
delivery service from Fort Wayne, Ind., to points in Ohio with- 
in a radius of 50 miles of Fort Wayne, and rejected or damaged 
merchandise in the return direction, over irregular routes. 


lowa (New Albin)—-MC 101714, Herman Bunge, common 
carrier application. Joint board 146. Served Nov. 9. Certificate 
recommended. Live stock, emigrant movables, grain, hay, straw, 
farm machinery, wood, sand and gravel between points in Min- 
nesota within a radius of 20 miles of New Albin, Ia., on the 
one hand, and points in Iowa within a radius of 20 miles of 
New Albin, on the other, and live stock between New Albin 
and points within 20 miles thereof, on the one hand, and Win- 
ona, Minn., and Decorah, Ia., on the other, over irregular routes. 

Montana (Helena)—-MC 101575, W. T. McCullough and 
Robert Lea, dba Treasure State Salt & Trucking Co., contract 
carrier application. Joint board 259. Served Nov. 9. Dismissal 
of application for permit proposed at request of applicant. Ore 
and concentrates from points located in Madison, Jefferson, 
Broadwater, Beaverhead, and Lewis and Clark counties, Mont., 
to Murray and Midvale, Utah, and salt from points located in 
Salt Lake county, Utah, to Helena, Mont. Exceptions, if any, 
must be filed within 25 days from date of service. 


iinois (Morris)—MC 101529, Valley Trucking Co., com- 
mon carrier application. Examiner Curtis C. Henderson. Served 
Nov. 9. Certificate proposed. Paper and paper products, glue, 
paste and containers between Morris and Chicago, IIl., over the 
following regular routes: From Morris, over U. S. Highway 6 
to junction Illinois Highway 59, thence over Illinois Highway 
59 to Plainfield, Ill., thence over Illinois Highway 126 to junc- 
tion U. S. Highway 66 and thence over U. S. Highway 66 to 
Chicago; and from Morris over U. S. Highway 6 to Joliet, Il. 
and thence over U. S. Highway 66 to Chicago. Examiner Hen- 
derson conditioned the proposed grant of authority on appli- 
cant’s request for revocation of the contract carrier authority 
issued in MC 52515. 


Wisconsin (Mineral Point)—-MC 101259, Vernon Cox, com- 
mon carrier application. Joint board 111. Served Nov. 9. Cer- 
tificate recommended. Specified commodities between points 
in Wisconsin, Illinois and Iowa. 

Utah (Salt Lake City)—-MC 100226, Sub. No. 5, Edmond 
Earl Homer, extension of operations, Yellowstone National 
Park. Joint board 123. Served Nov. 9.. Permit recommended. 
Materials, supplies and equipment utilized in operation and 
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maintenance of Civilian Conservation Corps camps between 
West Yellowstone, Mont., and points and places in Yellowstone 
National Park, over irregular routes. Exceptions, if any, must 
be filed within 25 days from date of service. 

idaho (Idaho Falls)—-MC 89134, Sub. No. 1, Vernal W. 

smith, extension, off-route points. Joint board 29. Served Nov. 
9, Certificate proposed. Coal, during the season extending gen- 
erally from June 1 to December 31, for the purpose of serving 
as off-route destination points all points in Idaho within five 
miles of any point on applicant’s presently authorized regular 
route operation. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 
*" gouth Dakota (Sioux Falls)—MC 81292, Sub. No. 3, Harry 
£. Reynolds and Norman Nold, dba Tri-State Transportation 
(o., extension, Minnesota Highway 60. Joint board 145. Served 
Nov. 9. Certificate proposed. General commodities, with cer- 
tain exceptions, to and from Worthington, Spafford, Sherburn, 
Welcome and Madelia, Minn., as intermediate points on route 
presently authorized to be served by applicants. 

Washington (Seattle)—-MC 73609, Sub. No. 1, Rocco Moch- 
etto and Gerald Stensland, dba North Counties Freight Line 
and Bellevue-Medina Auto Freight, extension, Lake Washing- 
tion bridge. Joint board 80. Served Nov. 9. Certificate recom- 
mended. General commodities, with exceptions, between Seattle 
and Factoria, Wash., serving certain intermediate and off-route 
points, over a specified route. Modified procedure. Hearing on 
request. Exceptions, if any, must be filcd within 30 days from 
date of service. 

New Mexico (Albuquerque)—MC 71223, Sub. No. 1, C. I. 
Gaines, dba C. I. Gaines Transfer & Storage, common carrier 
application. Joint board 87. Served Nov. J. Certificate pro- 
posed. Household goods between Albuquerque, on the one hand, 
and, on the other, all other points in New Mexico, over irregular 
routes. 

Massachusetts (Taunton)—MC 59865, Sub. No. 3, McCarthy 
Freight System, Inc., extension of operations, Peekskill, N. Y. 
Examiner W. L. Schubert. Served Nov. 9. Certificate recom- 
mended. General commodities, with exceptions, between junc- 
tion of U. S. Highway 20 and Massachusetts Highway 21 and 
junction of Massachusetts Highway 21 and U. S. Highway 5, 
via Massachusetts Highway 21, and such merchandise as is 
dealt in by wholesale, retail and chain grocery and food busi- 
ness houses, and in connection therewith, supplies, materials 
and equipment used in the conduct of such business, between 
Brewster, N. Y., and Katonah, N. Y., serving Peekskill, N. Y., 
over a specified route. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

Nebraska (Omaha)—MC 58948, Sub. No. 5, Union Transfer 
Co., extension of operations. Joint board 92. Served Nov. 9. 
Denial of certificate proposed. The joint board recommended 
that public convenience and necessity be found not to require 
operation by applicant as common carrier of general commodi- 
ties over U. S. Highway 218 from its junction with U. S. High- 
way 30 to Waterloo, Ia. 

Washington (Carnation)—MC 52530, Sub. No. 1, Kenwood 
A. Youmans and Frank Savisky, dba S & S Auto Freight, ex- 
tension, Lake Washington bridge. Joint board 80. Served Nov. 
9. Certificate recommended. General commodities, with excep- 
tions, between Seattle and Kirkland, Wash., over a specified 
route. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

Ohio (Toledo)—-MC 43436, The Toledo Merchants Delivery 
Co. common carrier application. Examiner William J. Cave. 
Served Nov. 9. Certificate proposed. Household goods between 
points in Lucas county, O., on the one hand, and, on the other, 
points in Illinois, Indiana, Kentucky, Maryland, Michigan, Mis- 
souri, New Jersey, New York, Pennsylvania, Virginia, West 
Virginia, Wisconsin and the District of Columbia, over irregular 
routes. 

California (Vernon)—MC 43268, Sub. No. 3, Western Truck 
Lines, Ltd., Palo Verde-Midland extension. Examiner M. B. 
Driscoll, Served Nov. 9. Certificate recommended. General 
commodities, with exceptions between Blythe, Calif., on the 
one hand, and Midland and Palo Verde, Calif., on the other, 
over specified routes. Exceptions, if any, must be filed within 
23 days from date of service. 

Nevada (Reno)—MC 30005, Sub. No. 1, John S. Ginnocchio, 
ba Nevada California Transportation Co., Johnstonville-Al- 
turas extension. Examiner H. L. Hanback. Served Nov. 9. 

ertificate recommended. General commodities, between Johns- 

tonville, Calif., and Alturas, Calif., over U. S. Highway 395. 
Exceptions, if any, must be filed within 25 days from date of 
Service, 

California (Sacramento)—-MC 27189, Sub. No. 5, Sacra- 
mento-Corning Freight Lines, Ltd., Redding-Kennett extension. 
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Examiner H. L. Hanback. Served Nov. 9. Certificate rec- 
ommended. General commodities, with exceptions, between 
Redding, Shasta Dam and Kennett, Calif., including inter- 
mediate points, over U. S. Highway 99-E and unnumbered 
state and county highways. Exceptions, if any, must be filed 
within 25 days from date of service. 

Georgia (Augusta)—-MC 22697, Sub. No. 3, W. R. Dobson, 
Jr., dba W. R. Dodson, Jr., Truck Line, common carrier ap- 
plication, Charleston extension. Joint board 131. Served Nov. 
9. Denial of certificate proposed. Joint board recommended 
that public convenience and necessity be found not to require 
operation by applicant as a common carrier by motor vehicle 
of — commodities, between Augusta, Ga., and Charles- 
ton. &. 

Tennessee (Chattanooga)—-MC 20901, Sub. No. 4, Cherokee 
Motor Coach Co., extension, Jasper-Chattanooga. Joint board 
107. Served Nov. 9. Certificate proposed. Passengers and 
their baggage, express, mail, and newspapers between Jasper 
and Chattanooga, Tenn., over U. S. Highway 41 and Tennessee 
Highway 2, with no service at intermediate or off-route points. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 

New York (Johnson City)—MC 16945, Sub. No. 1, Earl 
Lyon and Allen Depue, dba Lyon & Depue, common carrier 
application. Examiner W. L. Schubert. Served Nov. 9. Certifi- 
cate recommended. Fats, bones, scrap meat, and dead animals 
from Binghamton, N. Y., to Dupont, Pa., over irregular routes, 
with no transportation for compensation on return. Modified 
produre. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 

Pennsylvania (Bloomsburg)—-MC 15881, Sub. No. 1, Theo- 
dore H. Ferguson, Administrator (Estate of Fred Ferguson, 
deceased), extension, Newington-Manchester. Examiner Mack 
Myers. Served Nov. 9. Certificate proposed. Potato chips 
from Berwick, Pa., to Newington, Conn., and Manchester, N. Y., 
passing through New Jersey, New York, Connecticut and Mas- 
sachusetts when necessary, over irregular routes, and the return 
of empty containers. 

California (San Francisco)—MC 1511, Sub. No. 31, Pacific 
Greyhound Lines, extension, alternate route over new California 
Highway 187. Joint board 75. Served Nov. 9. Certificate rec- 
ommended. Passengers and their baggage, express, mail and 
newspapers, between Palm Springs Junction (new location) and 
Palm Springs Railroad Station, Calif., over new California 
Highway 187, serving all intermediate points. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

Montana (Broadus)—MC 114, Sub. No. 3, Albert J. Bone, 
extension of operations, special commodities. Joint board 270. 
Served Nov. 9. Certificate proposed. Hides, pelts and wool, 
from points in South Dakota, Wyoming and Montana, to 
Broadus, Miles City and Billings, Mont., over specified routes. 
Exceptions, if any, must be filed within 25 days from date of 
service. 

lowa (Council Bluffs)—MC 27592, Frank Goldapp, dba 
Goldapp Transportation Co., common carrier application. Ex- 
aminer G. E. Sullivan. Served Nov. 8. Issuance of certificate 
to Iowa-Nebraska Transportation Co., Inc., successor in interest 
to applicant, proposed. Special commodities between certain 
points in Connecticut, Illinois, Indiana, Iowa, Massachusetts, 
Maryland, Missouri, Nebraska, New Jersey, New York, Ohio, 
Pennsylvania and Rhode Island. 


Indiana (Terre Haute)—-MC 101793, Leo W. Bringwald, 
contract carrier application. Examiner G. P. Werner. Served 
Nov. 14. Denial of permit proposed. Paper and paper products 
and machinery, materials and supplies used or usefu! in or 
incidental to the manufacture, production, and distribution 
thereof, between Terre Haute, Ind., St. Marys, O., and Peoria, 
Ill., and points in Indiana, Illinois, and Kentucky, and St. Louis, 
Mo., over irregular routes. 


Wisconsin (Wausau)—MC 101548, A. H. Pittsley, Jr., and 
John A. Pittsley, co-partners, dba A. H. Pittsley, Jr. & Son, 
common carrier application. Examiner R. J. Flood, Jr. Served 
Nov. 14. Denial of certificate proposed. Household goods and 
office equipment between points in northern Wisconsin and 
points in Illinois, Iowa, Minnesota, Wisconsin, and the upper 
peninsula of Michigan, over irregular routes. 

Idaho (Shoshone)—MC 101468, Clayton Peugh, contract 
carrier application. Joint board 49. Served Nov. 14. Denial 
for want of prosecution proposed. Coal between Shoshone, Ida., 
and United States CCC camp D. G. 144, Idaho, over U. S. 
highway 93. Exceptions, if any, must be filed within 25 days 
from date of service. 

Wisconsin (Oshkosh) —MC 101060, Harry Pazen, dba 
Pazen Transfer Line, contract carrier application. Joint board 
96. Served Nov. 15. Denial of certificate proposed. Fresh 
meats and packing house products between specified points in 
Wisconsin, over irregular routes. 
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Georgia (Lakeland)—-MC 100962, Lakeland Railway, com- 
mon carrier application. Joint board 101. Served Nov. 14. 
Certificate proposed. General commodities between Lakeland 
and Naylor, Ga., over Georgia highway 135. 

lowa (Grant)—MC 100932, William E. Westover, common 
carrier application. Joint board 138. Served Nov. 14. Certifi- 
cate recommended. Live stock, grain and seed, between Grant, 
Ia., and points within 8 miles thereof, on the one hand, and 
Omaha, Neb., on the other, and of specified commodities from 
Omaha to Grant, and points within 8 miles thereof, over irreg- 
ular routes. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

New York (Narrowsburg)—MC 95955, Reddy Trucking 
Co., Inc., dba Narrowsburg Express Lines, common carrier ap- 
plication. Joint board 42. Served Nov. 14. Certificate rec- 
ommended. Eggs from Narrowsburg, N. Y., and points in New 
York and Pennsylvania within 25 miles thereof, to New York, 
N. Y., and groceries in the reverse direction, over irregular 
routes. 

illinois (Lemont)—-MC 95212, Sub. No. 1, Helen R. Hen- 
derson, dba H. R. Henderson, extension—Will county points. 
Examiner A. J. Ormond. Served Nov. 14. Permit proposed. 
High explosives and blasting supplies, from points in Will 
county, Ill., to points in Indiana, points in a described territory 
in Michigan, and those in Iowa on and west of U. S. highway 
69, over irregular routes, with damaged or rejected shipments 
on return. Modified procedure. Hearing on request. Excep- 
tions, if any, must be filed within 30 days from date of service. 

Minnesota (Dodge Center)—-MC 91764, Sub. No. 1, S. R. 
Miller, extension of operations—Chicago, Ill. Examiner C. J. 
Peterson. Served Nov. 14. Denial for want of prosecution 
proposed. Applicant sought a certificate to operate as a com- 
mon carrier of machinery and feeds from Chicago, Ill., Racine 
and Horicon, Wis., and Waterloo, Ia., to Dodge Center, Minn., 
and points within a radius of 35 miles thereof, over irregular 
routes. 

Washington (Kirkland)—-MC 76054, Sub. No. 1, Albert L. 
Tillman and Frank J. Kirtley, dba Kirkland Transfer Co., ex- 
tension—Lake Washington bridge. Joint board 80. Served 
Nov. 14. Certificate recommended. General commodities, with 
exceptions, between Seattle and Kirkland, Wash., over a 
specified route. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

California (Vernon)—-MC 75812, Lang Transportation Cor- 
poration, common carrier application, embracing Sub. No. 1, 
Same, extension of operations. Joint board 166. Served Nov. 
14. Certificate proposed. Continuance of operation, petroleum 
and petroleum products in bulk, in tank vehicles, from Los 
Angeles, Orange, and Ventura counties, Calif., to specified 
points in Arizona and Nevada; and from Sacramento and Oak- 
land, Calif., to Reno and Wendover, Nev. The joint board has 
also proposed operation as a common carrier of petroleum and 
petroleum products in bulk, in tank vehicles, from points in 
Los Angeles, Orange, and Ventura counties to all points in 
Arizona and Clark county, Nev., except specified points; and 
from Sacramento and Stockton, Calif., points in Alameda, 
Contra Costa, and Solano counties, Calif., south of California 
highway 12, and points within 30 miles of Coalinga, Calif., to all 
points in Nevada, except certain specified points, over irregular 
routes. Exceptions, if any, must be filed within 25 days from 
date of service. 


North Carolina (Greensboro)—-MC 75192, Mae Brown and 
J. C. Brown, dba Charles T. Brown Truck Lines, common car- 
rier application. Examiner L. B. Dunn. Served Nov. 14. 
Certificate proposed. Continuance of operations, specified com- 
modities, between specified points in North Caroina, Penn- 
sylvania, Maryland, New Jersey, New York, South Carolina and 
Virginia, over irregular routes. 

Pennsylvania (Philadelphia)—-MC 66650, Arthur W. Town- 
send and Anna G. Townsend, co-partners, dba Serve U Motor 
Service, common carrier application. Examiner William J. 
Cave. Served Nov. 14. Certificate proposed, Continuance of 
operation, bakery products from Philadelphia, Pa., over irreg- 
ular routes, to Wilmington, Del., and Baltimore, Md., with 
empty cartons for bakery products, on return. 

South Dakota (Aberdeen)—-MC 58929, G. & P. Transpor- 
tation Co., Inc., common carrier application. Examiner W. 
E. Messer. Served Nov. 14. Certificate recommended. Con- 
tinuance of operations, household goods between points in a 
described area in South Dakota, on the one hand, and points 
in Minnesota, North Dakota, Illinois, Iowa, and Nebraska, on 
the other, and of canned goods from Marshalltown, Ia., to 
Aberdeen, S. D., over irregular routes; and of general com- 
modities, with exceptions, between points in a described area 
in South Dakota, on the one hand, and a described area in 
Minnesota, on the other, and between Aberdeen and St. Paul, 
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Minn., over irregular and regular routes, with service to jp. 
termediate points and specified off-route points. 

Wisconsin (Hill Point)—-MC 55128, Sub. No. 1, Charlg 
Korth, contract carrier application. Joint board 141. Serve 
Nov. 14. Certificate proposed on finding applicant’s operation; 
to be those of a common carrier. Beer from St. Paul, Minn., ty 
Reedsburg, Wis., with return of empty containers, over U. § 
highway 12 from St. Paul to Wisconsin Dells, Wis., thence 
over Wisconsin highway 23 to Reedsburg. 

Alabama (Mobile)—-MC 50655, Sub. No. 4, Gulf Transport 
Co., Philadelphia-Meridian extension. Joint board 97. Serve 
Nov. 14. Certificate proposed. Passengers and their baggage, 
mail, express, and newspapers between Philadelphia and Me. 
ridian, Miss., over Mississippi highway 19, serving all interme. 
diate points; between West Columbia and Columbia, Miss., over 
Mississippi highway 24; and between Starkville and Artesia, 
Miss., over unnumbered county road via Sessums, serving the 
intermediate points of State College and Sessums. 

Louisiana (Shreveport)—MC 40337, Sub. No. 1, L. K 
Townsend, Alabama extension. Examiner Richard Yardley. 
Served Nov. 14. Denial for want of prosecution proposed. 
Applicant sought a certificate authorizing operation as a com. 
mon carrier of machinery, materials, supplies and equipment 
incidental to or used in the construction, development, opera. 
tion, and maintenance of facilities for the discovery, develop. 
ment and production of natural gas and petroleum between 
points in Louisiana, Arkansas, Mississippi, Texas, and Alabama, 
over irregular routes. 

Wisconsin (Barron)—-MC 34650, Sub. No. 3, Roy Stalker, 
extension of operations. Examiner C. J. Peterson. Served 
Nov. 14. Dismissal of application for a certificate proposed at 
request of applicant. Live stock and other commodities be- 
tween points in Wisconsin, Minnesota, Illinois and Iowa, over 
irregular routes. 


South Carolina (Charleston)—-MC 34619, E. F. Allston, 
contract carrier application. Joint board 130. Served Nov. 
14. Permit proposed on further hearing. Continuance of op- 
eration, specified commodities, from and to points in a defined 
area in South Carolina, over irregular routes. Findings in 
prior report, 14 M. C. C. 569, proposed to be modified. 

_ Utah (Salt Lake City)—MC 33551, Sterling Transporta- 
tion Co., common carrier application. Joint board 280. Served 
Nov. 14. Certificate recommended. Continuance of opera- 
tions, general commodities, with exceptions, between Salt Lake 
City, Utah, and Rangely, Colo., over specified routes, including 
designated intermediate and off-route points. Exceptions, if 
any, must be filed within 25 days from date of service. 

New York (New York)—MC 30873, Sidney L. Fletcher, 
dba Capable Movers Co., common carrier application. Ex- 
aminer R. J. Burns. Served Nov. 14. Certificate recommended. 
Continuance of operation, household goods between New York, 
N. Y., on the one hand, and points in New York, New Jersey, 
Connecticut, Maryland, Virginia, North Carolina, Pennsylvania, 
Massachusetts, Rhode Island, and the District of Columbia, 
on the other, over irregular routes. 

New Jersey (Great Meadows)—-MC 30564, H. L. Goble & 
Co., Inc., common carrier application, embracing Sub. No. 1, 
Same, extension—Williamsport, Pa. Joint board 42. Served 
Nov. 14. Certificate proposed. Continuance of operations, 
general commodities, with exceptions, from New York, N. Y., 
to Scranton, Reading, Lehighton, Hazelton, and Stroudsburg, 
Pa.; groceries, from Decoration Day to Labor Day of each 
year, from New York, N. Y., to Delaware Water Gap, Pa.; and 
paint, paint pigments, iron and steel castings, batteries, nails, 
cigars, and heaters and parts thereof, from specified Pennsyl- 
vania points to New York, N. Y., serving certain intermediate 
and off-route points, over regular routes. The joint board has 
proposed denial of that part of the application for authority to 
operate as a common carrier of general commodities between 
points in New York, New Jersey, and Pennsylvania, over ir- 
regular and regular routes. 

Washington (Seattle)—-MC 29521, Sub. No. 10, Washing- 
ton Motor Coach Co., Inc., extension—Spokane-Newport. Joint 
board 80. Served Nov. 14. Certificate proposed. Passengers 
and their baggage, and express, mail and newspapers in the 
same vehicle with passengers, between Spokane and Newport, 
Wash., over U. S. highway 195, with no service to Newport or 
to any intermediate points on the route. The joint board has 
also proposed that applicant be authorized to transport passen- 
gers and their baggage in charter service from points in the 
territory served by its regular route, to any point in the United 
States. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days Red date of service. 

Michigan (Lansing)—-MC 27962, Sub. No. 3, Petroleum 
Transport, Inc., extension of operations. Examiner Curtis C. 
Henderson. Served Nov. 14. Permit recommended. Petro 
leum products from Toledo, O., and points within 10 miles 
thereof, to points in that part of Michigan on, south and east 
of a line beginning at North Muskegon and extending in an 
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easterly direction to U. S. highway 31; thence along U. S. 
highway 31 to Muskegon; thence in an easterly direction along 
Michigan highway 46 to junction Michigan highway 47; thence 
along Michigan highway 47 to Bay City, over irregular routes. 

Minnesota (Blue Earth)—MC 25491, Sub. No. 1, Lester 
Arends, extension of operations—Estherville, Ia. Joint board 
144. Served Nov. 14. Certificate proposed. Specified commod- 
ities between points in Iowa, Illinois and Minnesota, over ir- 
regular routes. 

Wisconsin (Hudson)—MC 24103, Sub. No. 3, Norman R. 
Gilbert, extension of operations—Iowa-Minnesota. Joint board 
181. Served Nov. 14. Denial of certificate proposed. Agricul- 
tural implements, farm machinery and parts and coal stokers 
petween West Bend and Chippewa Falls, Wis., and points in 
Minnesota on and south of U. S. highway 210 and 10, and be- 
tween Minneapolis, St. Paul, and South Paul, Minn., and 
Charles City, Ia., and points in Wisconsin, except no service 
to be rendered from Chippewa Falls to Minneapolis and points 
within 5 miles of the city limits of Minneapolis, over irregular 
routes. ; 

New Jersey (Newark)—MC 22529, New Jersey Forwarding 
Co., Inc., common carrier application. Joint board 42. Served 
Nov. 14. Certificate recommended. Continuance of operation, 
general commodities, with exceptions, from Newark, N. J., and 
points in New Jersey within 10 miles of Newark, to Allen- 
town, Bethlehem, Easton, and Philadelphia, Pa., New York, 
N. Y., and points in New York located in Westchester county 
and those on Long Island on or west of New York highway 
112, and from New York City and Newark to points in New 
Jersey on or north of U. S. highway 30, over irregular routes. 

Virginia (Hewlett)—MC 13806, Sub. No. 5, William Grover 
Powers, extension of operations. Examiner Paul A. Colvin. 
Served Nov. 14. Certificate proposed. Lumber from Richmond, 
Boulevard, and Dumbarton, Va., to the District of Columbia 
and points within 10 miles thereof, Bryan Road, La Plata, 
Mechanicsville, Shadyside, Annapolis, and Baltimore, Md., and 
from points in Mathews and Gloucester counties, Va., to Wash- 
ington, D. C., and Baltimore, Md.; lime from Hagerstown, Md., 
and Martinsburg, W. Va., to points and places, except munici- 
palities of over 10,000 population, in that part of Virginia lying 
east of the Blue Ridge Mountains; and of fertilizer and fer- 
tilizer materials from Baltimore, Md., to Richmond, Va., over 
irregular routes. 

INinois (Chicago)—-MC 6772, Central Carriers, Inc., con- 
tract carrier application. Examiner G. E. Sullivan. Served 
Nov. 14. Permit recommended. Continuance of operation by 
Sipple Truck Lines, Inc., successor in interest, specified com- 
modities from and to points in Illinois, Iowa, Minnesota, and 
Nebraska, over irregular routes. ; 

Michigan (Escanaba)—MC 2377, Sub. No. 2, Lency Clair- 
mont Transfer, Inc., extension of operations—Kingsford, Mich. 
Joint board 76. Served Nov. 14. Certificate recommended. Gen- 
eral commodities, with exceptions, between Iron Mountain, 
Mich., and Kingsford, Mich., over Michigan highway 95, and 
between the junction of U. S. highway 2 and new unnumbered 
highway east of Gould City, Mich., and Brevort, Mich., over 
new unnumbered highway, serving all intermediate points. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 


Ohio (Cleveland)—-MC 1503, Sub. No. 24, Central Grey- 
hound Lines, Inc., dba Greyhound Lines, common carrier 
application. Joint board 76. Served Nov. 14. Certificate pro- 
posed. Passengers, express, mail and newspapers between Ann 
Arbor and Jackson, Mich., over U. S. highway 12 as now re- 
located, and between Battle Creek and Kalamazoo, Mich., over 
U. S. highway 12 as now relocated. 


W. & B. BR. V. Et. Al. Abandonment 


That the Commission, division 4, permit abandonment by 
the White & Black River Valley of its entire line extending 
from Brinkley, Ark., through Newport, Ark., to Jacksonport, 
Ark., approximately 56.46 miles, together with a branch line 
extending from Wiville to Gregory, Ark., approximately 5.96 
miles, and abandonment of operation by the trustees of the 
Choctaw, Oklahoma & Gulf and the Rock Island of that portion 
of the White & Black River Valley’s line extending approxi- 
mately 53.05 miles from Brinkley to Newport, has been recom- 
mended by Examiner J. S. Prichard in a proposed report in 
Finance No. 12850, White & Black River Valley et al. aban- 
donment. Should a certificate be issued permitting abandon- 
ment, the examiner said, it should be conditioned on the sale 
of the branch, or any part thereof, to any responsible person, 
Tm, or corporation offering, within a specified time, to pur- 
chase it for continued operation at a price not less than its 
fair net salvage value, estimated to be $119,266. Bondholders, 
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the report said, were anxious to realize the net salvage value 
of the properties. 

Both the Rock Island and the Choctaw company are in the 
process of reorganization under section 77 of the bankruptcy act. 
The Choctaw company is a subsidiary of the Rock Island, con- 
trolled through capital stock ownership and by lease. Accord- 
ing to the report, the railroad properties of the White & Black 
River Valley were leased to the Choctaw company on June 30, 
1890, for a term of 80 years. On March 24, 1904, the report 
said, the railroad properties of the Choctaw company, including 
the latter’s leasehold interest in the properties of the White & 
Black River Valley, were leased to the Rock Island for a term 
of 999 years, and since that date all such properties had been 
operated by the Rock Island as component parts of its system. 
The railroad properties sought to be abandoned, the report said, 
were subject to a lien of $600,000 first mortgage bonds of the 
White & Black River Valley outstanding in the hands of the 
public, and certain bonds of the Choctaw company and the 
Rock Island constituted liens on their leasehold interest in 
the properties of the White & Black River Valley. By the 
terms of the lease under which the Rock Island operated the 
White & Black River Valley, the former agreed to pay the 
latter, as annual rental, 5 per cent of the principal amount 
of the aforesaid bonds, or $30,000 a year. By court order 
the Rock Island disaffirmed the lease as of October 24, 1933— 
the disaffirmance precluding the further payment of the rental. 
Since July 1, 1933, the report said, the Rock Island had paid 
the White & Black River Valley nothing for the use of its 
properties. 

According to testimony for the applicants, the report said, 
the railroad of the White & Black River Valley had been under- 
maintained for several years in anticipation of the proposed 
abandonment. Rehabilitation of the road to place it in service- 
able condition for safe operation, according to the report, 
would cost $215,083. However, the report said the evidence 
showed that the road could be operated safely for a year or 
18 months in its present condition. The Rock Island alleged, it 
said, that losses from operation of the road were a drain on its 
treasury. For the years 1935 to and including 1939, according 
to the report, net losses from operation of the road were $18,551, 
$21,384, $25,472, $19,046, and $8,500, respectively. If the Rock 
Island had paid the White & Black River Valley $30,000 annual 
rental under the terms of the lease, the report said, operation 
of the road from the standpoint of the system as a whole would 
have resulted in net losses of $20,147 in 1935, $13,870 in 1936, 
$13,131 in 1937, $17,920 in 1938, and $698 in 1939. 

The report pointed out that most of the important indus- 
tries on the White & Black River Valley were served by other 
lines of railroad. 

“It is true that the tributary territory is undergoing con- 
siderable agricultural development,” says the report, “but the 
Rock Island is a bankrupt corporation and its financial condi- 
tion is such that it cannot afford to risk continued operation 
of the branch at a loss in anticipation of increased traffic from 
undeveloped agricultural areas. It is obvious that the branch 
cannot be operated by the White & Black company because its 
nant ey condition is less favorable than that of the Rock 

sland.” 





COMMISSION ORDERS 

MC 96138, Albert Jenkins. Application dismissed on applicant’s 
request. 

MC 96155, Ralph Cashwell. 
request. 

I. & S. No. 4721, meats from Oklahoma City, Okla., to Arkansas, 
Missouri and Tennessee. Petition of respondents for rehearing and 
reconsideration denied. 

1. & S. No. 4754, coal from Lynco, W. Va., to District of Columbia, 
Maryland and Virginia. Petition of Chesapeake & Ohio for recon- 
sideration and reargument and petition of Kanawha Coal Operators 
Association and Logan Coal Operators Association for reconsideration 
denied. 

No. 27921, Sub. Nos. 1 to 16, inclusive, United States Rubber Prod- 
ucts, Inc., vs. Pennsylvania-Reading Seashore Lines et al.; American 
Crayon Co. vs. Same; Allentown Paint Manufacturing Co., Inc., vs. 
Same; Chas. Moser Co., Inc., vs. Same; Dicks-Pontius Co., Inc., ~s. 
Same; Plastic Products Co., Inc., vs. Same; Thomas Manufacturing 
Co., Inc., vs. Same; Truscon Laboratories, Inc., vs. Same; Weber 
Costello Co., Inc., vs. Same; Sterling Paint & Varnish Co., Inc., vs. 
Same; Whittaker Clark & Daniels, Inc., vs. Same; Goodyear Rubber 
Co. vs. Same; American Waterproofing Co., Inc., vs. Same; Ralph L. 
Fuller Associates Co. vs. Same; Tamms Silica Co., Inc., vs. Same; 
Rolls Chemical Co. vs. Same. Petitions by complainants for reopen- 
ing, rehearing, reargument and reconsideration denied. 

No. 27999, Hyman-Michaels Co. vs. A. C. L. et al. Second petition 
by complainant for reconsideration by the entire Commission dismissed. 

1. & S. No. 4646, substitution of cotton in the southwest. Petitions 
for reconsideration, etc., filed by L. T. Barringer & Co., and Houston 
Port and Traffic Bureau denied. 

Il. & S. No. 4650, meats and packing house products from Chicago 
to Central Freight Association territory. Petitions filed by Rath Pack- 


Application dismissed on applicant’s 
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ing Co. et al and by Kingan & Co. for order requiring respondents to 
make a traffic and revenue study denied. 

Ex Parte 72, Sub. No. 1, in the matter of regulations concerning 
the class of employes and subordinate officials to be included within 
the term ‘‘employe’’ under the railway labor act, ore dock workers at 
Superior, Wis. Proceeding reopened for reargument. 

MC 2348, Harvey Stucki and Reed Wittwer, common carrier appli- 
cation. Matter reopened for further hearing solely with respect to the 
transportation of livestock from points in Iron, Washington, Kane and 
Garfield counties, Utah, which are on or west of U. S. Highway 89, to 
points in Los Angeles county, Calif., at a time and place to be here- 
after fixed. Southern Utah Produce Co. permitted to intervene. Order 
dated July 10, which, by its terms, denied a portion of the application, 
vacated only insofar as it denies authority to transport livestock from 
points in Iron, Washington, Kane and Garfield counties, Utah, which 
are on or west of U. S. Highway 89, to points in Los Angeles county, 
Calif. 

MC 8787, Sub. No. 2, Sherman L. Rubert, extension of operations, 
Michigan. Petition filed by Michigan Public Service Commission for 
leave to intervene and to file a reply to exceptions of applicant denied. 

MC 20415, George A. Shute, common carrier application. Order 
dated September 6, which by its terms was to become effective Novem- 
ber 6, modified to the extent that such denial order is to become effec- 
tive December 14. 

MC 31357, Gerosa Haulage & Warehouse Corporation, common car- 
rier application. Effective date of order of September 14, which, by 
its terms was to become effective November 15, modified to become 
effective January 10, 1941. 

MC 86721, Elwood Braunbeck, common carrier application. Order 
entered June 11, 1938, which stayed the effectiveness of the recom- 
mended order entered on May 13, 1938, vacated and set aside. Recom- 
mended order entered in matter on May 13 made order of Commission 
effective October 28. 

MC 93692, Ralph W. Blain, Frank Hunkler and C. F. Walker, com- 
mon carrier application; and MC 93692, Sub. No. 1, R. W. Blain, ex- 
tension of operations. Matters reopened for further hearing at time 
and place to be hereafter fixed. Order dated June 11, which, by its 
terms, denied the applications, effective July 11, vacated and set aside. 

No. 28504, Baltimore Steam Packet Co. et al. vs. A. G. S. et al. 
Boston Chamber of Commerce permitted to intervene. 

Finance No. 12643, Pacific Electric abandonment. Petition for re- 
argument and reconsideration of the Railway Labor Executives Asso- 
ciation et al. denied. 

MC 2253, Carolina Freight Carriers Corporation, common carrier 
application. Order dated July 10, which, by its terms, denies a por- 
tion of the application herein, effective August 31, and which by sub- 
sequent orders was modified to become effective November 9, further 
modified to the extent that such denial order is to become effective 
December 5. 

MC 8600, Werner Transportation Co., common carrier application. 
Order entered herein on September 13, which, by its terms, denies 
a portion of the application, effective November 15, modified to become 
effective December 16. 

MC 15348, R. L. Andersen, contract carrier application. Order en- 
tered herein on August 5, which, by its terms, denied a portion of the 
application, effective October 15, and which by order of October 8 was 
modified to become effective November 16, further modified to the 
extent that such denial order is to become effective January 3, 1941. 

MC 17977 and MC 47989, Chief Freight Lines, Inc., common carrier 
applications; and MC 83224, Frank Micale, common carrier application. 
Order entered herein on September 7, which, by its terms, denies the 
applications, effective November 7, modified to the extent that such 
denial order is to become effective January 10, 1941. 

MC 25562, A. R. Gundry, Inc., common carrier application. 
cant’s petition for further hearing denied. 

MC 30001, Boushell Carrier Co., Inc., common carrier application. 
Matter reopened for further hearing at a time and place to be here- 
after fixed. Order dated June 13 which denies a portion of the appli- 
cation vacated and set aside. 

MC 42318, Howard Hall Co., Inc., common carrier application. Or- 
der dated July 10, which, by its terms, denied a portion of the appli- 
cation herein, effective August 31, and which by subsequent orders was 
modified to become effective November 9, further modified to the extent 
that such denial order is to become effective January 8, 1941. 

MC 52675 (formerly MC 15385), Ila M. Hanger and Jack J. Soko- 
losky, dba Mid-West Transportation Co. (successors in interest to 
H. H. Enders Truck Lines, Inc., and John D. Latta). Matter reopened 
for further hearing solely to determine whether applicants and their 
predecessors in interest have conducted operations continuously since 
June 1, 1935, over a regular route between St. Joseph, Mo., and Okla- 
homa City, Okla. 

MC 94903, Roy H. Jarvis, contract carrier application. Effective 
date of order of August 5, which, by its terms, was to become effective 
October 16, and which by order of October 4 was modified to become 
effective November 16, further modified to become effective January 
3, 1941. 

MC 96166, Clifford C. Windle, common carrier application. Matter 
reopened for reconsideration on the present record. Motion of prot- 
estants, Roy S. Allen and others, for order directing applicant to cease 
operations, overruled. Recommended order entered herein June 22, 
which became effective as the order of Commission on July 17, vacated 
and set aside. 

No. 20825, Caruso, Rinella, Battaglia Co., Inc., vs. Norfolk Southern 
et al.; and No. 21234, Same vs. Same. Petition filed by complainant, 
praying that the Commission set aside its order of May 9 which cited 
parties to show cause why the maintenance clause of outstanding 
orders in these proceedings should not be vacated, and its order of 
July 31 which vacated said clause denied. 

No. 28000, Sub. No. 37, in the matter of application of the Penn- 
sylvania for approval of proposed modification of systems or devices 


Appli- 
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under paragraph (b), section 25, of the intermediate commerce ag 
Applicant having filed an amended application covering a propose 
revised arrangement of signal appliances superseding the proposg 
changes covered by the application of June 11, proceeding based on th, 
application of June 11 dismissed. 

No. 28090, Tex-O-Kan Flour Mills Co. et al. vs. Abilene & Souther 
et al. Order entered August 1, as subsequently modified to become 
effective December 15 on not less than 30 days’ notice, further modifi 
to become effective January 14, 1941, on not less than 30 days’ notic 
instead of December 15. 


No. 28241, Nederlandsch-Amerikaansche Stoomvaart-Maatschappji 
‘“‘Holland-Amerika Lijn’’ vs. Erie et al. Petition of complainant fy 
reargument and reconsideration denied. 

No. 28482, Property Owners’ Committee et al. vs. C. & O. et qj 
Grand Rapids Association of Commerce permitted to intervene, , 

Finance No. 12643, Pacific Electric abandonment. Effective date oj 
certificate issued herein under date of August 28 further postponed@ t 
November 17. 

Finance No. 13010, application of the Wabash Railroad Co. unde 
section 5 for authority to acquire at foreclosure sale and to operate 
the property of the Wabash Railway Co. (Indiana); the acquisition 
of control of other carriers through stock purchase; and under section 
20a for authority to issue securities and to assume obligations and lia. 
bilities with respect to the securities of others, and for other authority, 
Protective group for Wabash Railway Co. refunding and general mort. 
gage bonds (John W. Stedman, chairman of the executive committee) 
permitted to intervene. 

1. & S. NOs. 4796, 4797 and M-1100, cancellations of rule 23 of classif- 
eation. Petition of rail carriers for vacation of orders of suspension 
denied. 

MC 28005, Ready Truck Lines, Inc., contract carrier application, 
Order entered herein on September 30, which, by its terms, denies the 
application, effective November 15, modified to the extent that such 
denial order is to become effective January 4, 1941. 

Ex Parte MC 21, central territory motor carrier rates. Proceeding 
reopened for further hearing with respect to rates on paper and paper 
articles from Watervliet, Kalamazoo, Niles, Three Rivers and Plainwell, 
Mich., to Akron, O. Matter assigned for such further hearing at a 
time and place to be hereafter designated. 

Ex Parte MC 22, New England motor carrier rates. Petition of the 
New England Motor Rate Bureau, Inc., for reopening and rehearing 
of the rates on animal food prescribed in the thirteenth supplemental 
report herein denied. 


Ex Parte MC 22, New England motor carrier rates. Petition by 
C. & H. Motor Express, Inc., Highway Express Co., and Sterling Ex- 
press, Inc., for vacation of the order heretofore entered herein on July 
10, prescribing rates on cotton piece goods and related articles between 
Boston, Mass., and New York, N. Y., and Newark and Paterson, N, J., 
denied. 


MC 183, Petroleum Transport Co., common carrier application; MC 
183, Sub. No. 2, Same, extension, Kentucky and other states; and MC 
183, Sub. No. 3, Same, extension, Delaware and other states. Petitions 
filed by applicant and by Willard I. Donohoe for reconsideration de 
nied. Order entered herein July 10, which, by its terms, denied a 
portion of the applications herein, made effective December 4. Peti- 
tions filed by Ashland Oil and Refining Co., Waverly Oil Works Co., 
Elk Refining Co., Gulf Oil Corporation, Cities Service Oil Co., Southern 
Lacquer Corporation, Richfield Oil Corporation, Standard Oil Co. of 
New Jersey, and Standard Oil Co. of Pennsylvania for leave to inter- 
vene herein denied. 





SIGNAL SYSTEMS 


The Atchison, Topeka & Santa Fe; Chicago & North West- 
ern; and Pennsylvania have filed applications with the Com- 
mission for approval of proposed modification of signal systems 
or devices under paragraph (b), section 25 of the interstate 
commerce act. Any interested party desiring hearing should 
advise the Commission in writing within 15 days from No 
vember 14. 


The Southern Pacific Co.; and Bingham & Garfield have 
filed applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b), 
section 25 of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission in writ 
ing within 15 days from November 8. 

The Southern Pacific Co.; and Great Northern have filed 
applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b), 
section 25 of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission in writ- 
ing within 15 days from November 9. 


_ The Cleveland, Cincinnati, Chicago & St. Louis; Chicag0, 
Milwaukee, St. Paul & Pacific; and the Norfolk & Western 
have filed applications with the Commission for approval o 
proposed modification of signal systems or devices under pare 
graph (b), section 25 of the interstate commerce act. Any it 
terested party desiring hearing should advise the Commission 
in writing within 15 days from November 12. 


_ The Pennsylvania has filed applications with the Commis: 
sion for approval of proposed modification of signal systems 
devices under paragraph (b) section 25 of the interstate com 
merce act. Any interested party desiring hearing should advise 
the Commission in writing within 15 days from November 13. 
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November 16, 1940 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1333, the Commission has suspended from 
November 14 until June 14, the operation of all schedules as 
published in supplement No. 13 to tariff MF I. C. C. No. 1 
of Gamache Trucking Co., Inc., Fall River, Mass. The sus- 
pended schedules proposed to establish new commodity rates 
on canned goods, minimum 36,000 pounds, from Camden, N. J., 
to points in Connecticut, Massachusetts, and Rhode Island, 
to alternate with the present commodity rates, minimum 
000 pounds. Examples of present and proposed rates are 
as follows: 


Canned goods from Camden, N. J., to Hartford, Conn., present 
rate, min. wt. 20,000 lbs., 28c; Boston, Mass., 33c; Providence, R. I., 
33c. Proposed rate, from Camden, N. J., to Hartford, Conn., min. wt. 
90,000 lbs., 28c; Boston, Mass., 33c; Providence, R. I., 33c; from 
Camden, N. J., to Hartford, Conn., min. wt. 36,000 lbs., 26c; Boston, 
Mass., 29c; Providence, R. I., 29c. 


In I. and S. M-1334, the Commission has suspended from 
November 14 until June 14, the operation of all schedules as 
published in supplement No. 3 to tariff MF I. C. C. No. 6 of 
Dufresne Bros. Motor Transportation Co., Inc., Shrewsbury, 
Mass. The suspended schedules proposed to establish a new 
rate of 15 cents a 100 pounds, minimum 8,000 pounds, on “all 
commodities” in containers from Springfield, Mass., to Worces- 
ter, Mass. This carrier has no present rates on this traffic. 

In I. and S. M-1335, the Commission has suspended from 
November 14 until June 14, the operation of certain schedules 
as published in Schedule MF I. C. C. No. 7 of Earl N. Har- 
man, dba Harman Transfer Line, Lincoln, Neb. The sus- 
pended schedules proposed to establish a new any-quantity 
contract-carrier minimum charge on canned goods of 50 cents 
a 100 pounds from Storm Lake, Ia., to Lincoln, Neb. 

In I. and S. M-1336, the Commission has suspended from 
November 14 until June 14, the operation of all schedules 
as published in Schedule MF I. C. C. No. 5 of R-B Freight 
Lines, Inc., Aberdeen, S. D. The suspended schedules proposed 
to establish new minimum charges on petroleum and petro- 
leum products, minimum 3,900 gallons, from Billings and 
Laurel, Mont., and Osage and New Castle, Wyo., to various 
points in North and South Dakota. An illustrative proposal 
is to establish a rate of 3.3 cents a gallon from Billings and 
Laurel, Mont., to Aberdeen, S. D. 

In I. and S. M-1337, the Commission has suspended from 
November 14 until June 14, the operation of certain sched- 
ules as published in schedule MF I. C. C. No. 5 of Clifford C. 
Smith, Palisade, Neb. The suspended schedule proposed to 
establish contract carrier minimum rates and charges on 
petroleum oil and its products, any-quantity, from Eldorado, 
McPherson, Potwin and Wichita, Kan., to Hamlet, Hayes Cen- 
ter, Palisade and Trenton, Neb. An illustrative proposal is 
to establish an any-quantity rate of 2.25 cents a gallon on 
gasoline from Eldorado to Hamlet in lieu of a rate of 2.58 
cents, minimum 2,000 gallons. 

In I. and S. M-1330, the Commission has suspended from 
November 10 until June 10 the operation of certain schedules 
as published in schedule MF-I. C. C. No. 3 of Christine Bennett, 
dba Bennett Transportation Co., Norfolk, Va. The suspended 
Schedules proposed to establish new contract-carrier minimum 
charges on malt beverages from Norfolk, Va., to points in Mary- 
land, West Virginia and the District of Columbia, and empty 
containers in the reverse direction. The following is illustrative; 
beer, minimum 475 cases, in cents a case: 


_ Proposed rates from Norfolk, Va., to Salisbury, Md., 7.5¢c; Wheel- 
Ing, W. Va., 52.33c. 


E In I. and S. M-1331, the Commission has suspended from 
November 12 until June 12 the operation of certain schedules 
a published in supplement No. 8 to tariff MF-I. C. C. No. 188 
of Agent Lou Hosking, St. Paul, Minn. The suspended sched- 
ules proposed to establish new and reduced truckload com- 
modity rates on empty returned beverage containers from East 
Grand Forks, Minn., and Grand Forks, N. D., to Duluth, Minn. 
The following is illustrative: 


__ Present rate from Grand Forks, N. D., to Duluth, Minn., min. wt. 
5,000 Ibs., 22e. Proposed rate from Grand Forks, N. D., to Duluth, 
, min. wt. 14,000 lbs., 19c. 


_ in I. and S. M-1332, the Commission has suspended from 
November 11 until June 11 the operation of certain schedules 
a published in supplement No. 19 to tariff MF-I. C. C. No. 2 
of Liberty Motor Freight Lines, Inc., Secaucus, N. J. The sus- 





1203 


pended schedules proposed to establish new and reduced com- 
modity rates on aluminum shot. aluminum plate or _ sheet, 
candy, photographic supplies, copper powder in less-truckloads, 
subject to various minima, from and to certain points in Ken- 
tucky, Massachusetts, New York, New Jersey, Ohio and Penn- 
sylvania; also on edible nuts, minima 10,000 and 20,000 pounds, 
from Boston and New York to St. Louis and on a minimum 
of 10,000 pounds from Rochester, N. Y., to St. Louis, in lieu of 
present higher class or commodity rates. The following is 
illustrative: 


Edible nuts. Present rates to St. Louis, Mo., from Boston, Mass., 
131c, less truckload, 94c, min. wt. 20,000 lbs.; New York, N. Y., 29c, less 
truckload, 92c, min. wt. 20,000 lbs.; Rochester, N. Y., 106c, less truck- 
load, 76c, min. wt. 20,000 lbs. Proposed rate to St. Louis, Mo., from 
Boston, Mass., 112c, min. wt. 10,000 lbs., New York, N. Y., 110c, min. wt. 
10,000 lbs., 89¢, min. wt. 20,000 lbs.; Rochester, N. Y., 95c, min. wt. 
10,000 Ibs. 


In I. and S. 4839, the Commission has suspended from No- 
vember 11 until June 11 the operation of schedules as pub- 
lished in supplement No. 2 to Agent J. R. Peel’s tariff I. C. C. 
No. 3215. The suspended schedules propose to cancel the joint 
through rates on grain, grain products and related articles, in 
carloads, from certain points in southeast Missouri to Chicago 
and Peoria, Ill., which would result in the application of higher 
combination rates. The following is illustrative: 


To Chicago To Peoria 
From: Present Proposed Present Proposed 
Cane Girardene: Meine <cccicsicciviccawes 21 27.5 19 25.5 
PE Ee, Ais ccc cc nmexce< canes 22 31 20 28 


In I. and S. M-1327, the Commission has suspended from 
November 8 until June 8 the operation of certain schedules as 
published in supplement No. 51 to tariff MF-I. C. C. No. B-184 
(W. L. Meyers series) of Agent Central States Motor Freight 
Bureau, Inc. The suspended schedules proposed to change 
for application in connection with class rates a rule providing 
for stopping in transit at origins and destinations and at points 
en route for partial loading and unloading of shipment in cen- 
tral territory. 

In I. and S. M-1328, the Commission has suspended from 
November 8 until June 8 the operation of certain schedules as 
published in supplement No. 34 to tariff MF-I. C. C. No. 2 of 
Barbour Transportation Company, Inc., Oklahoma City, Okla. 
The suspended schedules proposed to establish new or reduced 
truckload commodity rates on various commodities to, or from, 
points in Illinois, Indiana, Minnesota, Missouri, Oklahoma and 
Texas. The following is illustrative: Canned foods: 


*Proposed rate from San Antonio, Tex., to St. Louis, Mo., min. wt. 
20,000 lbs., 77c; Kansas City, Mo., 69%c; Chicago, Ill., 85c. 
*No present rates in effect. 


In I. and S. M-1329, the Commission has suspended from 
November 9 until June 9 the operation of supplement No. 1 
to Schedule MF-I. C. C. No. 3 of Clara R. Kishbaugh, Wilkes- 
Barre, Pa. The suspended schedule proposed to establish new 
contract carrier minimum charges on beer ranging from 22 to 
27 cents a 100 pounds, minimum weight 16,000 pounds, from 
Wilkes-Barre, Pa., to Atlantic City, N. J., Hagerstown, Md., 
and Ithaca, Schenectady and Syracuse, N. Y. 


In I. and S. M-1338, the Commission has suspended from 
November 15 until June 15 the operation, in part, of tariff MF 
I. C. C. No. 2 of John L. Miller, Chambersburg, Pa. The sus- 
pended schedules proposed to establish new and reduced com- 
modity rates on various commodities from Williamsport, 
Md., Baltimore, Md., Martinsburg, W. Va., and Winchester, 
Va., to Chambersburg, Pa. The following is illustrative; fer- 
tilizer, in cents a ton of 2,000 pounds: 


From Baltimore, Md., to Chambersburg, Pa., present rate, sacked, 
any quantity, 405, otherwise, any quantity, 830; proposed rate, any 
quantity, 200. 


In I. and S. M-1339, the Commission has suspended from 
November 16 until June 16 the operation of certain schedules 
as published in MF I. C. C. No. 1 of Albert S. Larsen, dba 
A. S. Larsen Transfer, Dannebrog, Neb. The suspended sched- 
ules proposed to establish a new any-quantity commodity 
rate of 15 cents a 100 pounds on freight, all kinds, between 
Grand Island, Neb., and eight points in Nebraska, including 
St. Paul and Dannebrog. This carrier has no present rates. 

In I. and S. M-1340, the Commission has suspended from 
November 15 until June 15 the operation of certain schedules 
as published in supplement No. 1 to Schedule MF I. C. C. No. 
6 of Kent Transfer, Inc., Elkton, Md. The suspended schedules 
proposed to establish new contract-carrier minimum charges 
on malt beverages from points in southeastern Pennsylvania 
to Maryland, and the District of Columbia. The following 
is illustrative: 
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Beer, any quantity, from Easton, Pa., to Elkton, Md., proposed 
rate 22.5, from Easton, Pa., to Baltimore, Md., proposed rate 28.0. 


In I. and S. 4842, the Commission has suspended from 
November 15 until June 15 the operation of certain schedules 
as published in Agwilines, Inc. (Clyde-Mallory Lines) tariff 
I. C. C. No. 300. The suspended schedules propose to increase 
the water rates on grain and grain products and animal or 
poultry feed from Houston, Tex., to Charleston, S. C., and 
Miami, Fla. The following is illustrative: 


To Charleston and Miami, on grain and grain products, in pack- 
ages weighing 24 pounds or over, present rate, minimum weight 40,000 
pounds, 21, proposed rate 25; present rate, minimum weight 10,000 
pounds, 28, proposed rate 32. 


UNCONTESTED FINANCE CASES 


Fifth supplemental report and order in F. D. No. 8751, Southern 
Pacific Co. bonds, authorizing the Southern Pacific Co. to substitute 
its uncapitalized equity to the extent of $5,500,342.35 in certain rail 
equipment in lieu of a like amount of investment in floating equipment 
heretofore accepted as a part of the basis for the issue of $50,000,000 
of 50-year 4'//2-per cent gold bonds, provided, and the authority herein 
granted is on the express condition, that the applicant shall maintain 
at all times, so long as any of the said 50-year 4%4-per cent gold bonds 
are outstanding, the total amount of its equity in said equipment-trust 
equipment, after deducting accrued depreciation, plus the depreciated 
ledger value of said free-asset rail equipment in excess of $50,000,000. 
Approved. 

Report and order in F. D. No. 12992, Virginian Railway Co. opera- 
tion, authorizing operation under trackage rights by the Virginian 
Railway Co. over a portion of the line of railroad of the Chesapeake & 
Ohio Railway Co. in Fayette and Raleigh counties, W. Va. Approved. 

Report and order in F. D. No. 13077, Port Reading Railroad Co. 
bonds, and F. D. No. 13077 (Sub. No. 1), Reading Co. assumption of 
obligation and liability, (1) granting authority to the Port Reading 
Railroad Co. to extend from January 1, 1941, to January 1, 1956, the 
maturity date of not exceeding $1,500,000 of first-mortgage 5-per cent 
gold bonds; interest during the extended period to be at the rate of 3% 
per cent per annum; (2) granting authority to the Reading Co. to 
assume obligation and liability, as guarantor, in respect of the bonds, 
as extended. Approved. 

Report and certificate in F. D. No. 12967, Atlantic Coast Line Rail- 
road Co. abandonment, permitting abandonment of a branch line of 
railroad in Dillon and Marlboro counties, S. C. Approved. 


PETITIONS FOR REHEARING, ETC. 


No. 15234, in the matter of divisions of freight rates in western 
and Missouri Pacific territories. Kansas City Southern, Chicago, Bur- 
lington & Quincy, Chicago Great Western, Chicago, Milwaukee, St. 
Paul & Pacific and Wabash, respondents, ask Commission to modify 
its findings and order herein so as to permit the establishment of divi- 
sions differing in a limited and restricted respect from the basis pre- 
scribed on wooden ties from 5 origins in Arkansas and 9 origins in 
Oklahoma on the Kansas City Southern to destinations on the Chicago, 
Burlington & Quincy, Chicago Great Western, Chicago, Milwaukee, St. 
Paul & Pacific and Wabash, as shown in an exhibit to the petition, 
such divisions to apply north and south of the Kansas City, Mo.-Kan., 
gateway. 

Ex Parte MC 20, trunk line territory motor carrier rates. J. G. 
Whinney, dba Whinney’s Express, asks Commission to reopen pro- 
ceeding for reconsideration and modification of order to the extent nec- 
essary to permit publication of specific commodity rates on ‘‘all com- 
modities traded in by retail and mail order establishments, except 
furniture,’’ to meet railroad competition. 

MC-F 1393, Short Way Lines of Indiana, Inc., purchase, Lincoln 
Trails System, Inc. Short Way Lines of Indiana, Inc., asks authority 
to temporarily operate and take over a part of the property and operat- 
ing rights of Lincoln Trails System, Inc., under a proposed lease of a 
part of Lincoln Trails System, Inc.’s, property and operating rights, 
pending determination of an application by Short Way Lines of In- 


diana, Inc., filed under section 5 of Part I of the interstate commerce 
act. 


No. 17000, Part 9, rate structure investigation, livestock—western 
district rates. Belt Railroad and Stockyard Co. of Indianapolis, Ind.; 
Bourbon Stock Yard Co. of Louisville, Ky.; Cincinnati Union Stock 
Yard Co. of Cincinnati, O.; Cleveland Union Stock Yards Co. of Cleve- 
land, O.; Evansville Union Stock Yard Co. of Evansville, Ind.; Lafay- 
ette Union Stock Yards Co. of Lafayette, Ind.; Nashville Union Stock 
Yards, Inc., of Nashville, Tenn.; Peoria Union Stock Yards Co. of 
Peoria, Ill.; Union Stock Yard Co. of Dayton, O.; and Union Stock 
Yards Co. of Montgomery, Ala., complainants in Belt Railroad & Stock- 
yard Co. vs. Alton, Docket No. 27018, and interveners in I. & S. No. 
4541, ask Commission to issue a supplemental order herein specifically 
requiring the respondent western trunk line carriers to establish on 
November 15 and thereafter to maintain and apply, proportional rates 
for the transportation of stocker and feeder livestock in carloads for 
movement in the western district on traffic destined to all points in the 
east and south which shall be on the basis of 85 per cent of the pro- 
portional rates prescribed on livestock fit for slaughter. 

Ex Parte MC 20, trunk line territory motor carrier rates. M. F. 
Walsh, dba Walsh Trucking Service, asks modification of the order of 
division 5 herein on class rates and the commodity rates on aluminum 
products, page 2 of the order, and Item 5, pages 639 and 640, of appen- 
ax “EB. 

No. 28081, American Fruit Growers, Inc., et al. vs. L. & N. et al. 
Complainants, in a third petition, ask entire Commission to grant a 
reopening for reconsideration insofar as reparation and overcharges are 
concerned on shipments moving pendente lite also the granting of oral 





TRAFFIC WORI) November 
argument before the entire Commission, or reopening for reconsider, & i | 
tion by the entire Commission on its own motion. D. 


Finance No. 10772, Chicago Great Western reorganization. Eugey 














A. Schmidt, Jr., William J. Sinek and Ralph M. Shaw, reorganizatio, The Ur 
committee for debtor, ask reconsideration of action of division 1 in ic ™ the consoli 
approving proposed journal entries for reorganized company. Railroad Ci 

MC-F 1303, application of Pan American Trailways, Inc., to leas fi No, 11002, 
the operating rights of Pan American Bus Lines with an option to py. reorganizat 
chase. Pan American Trailways, Inc., asks that it be granted temjo. d order ¢ 
rary authority to operate the rights and other property of Pan Ame. any its of a 
ican Bus Lines for a further period of 90 days from midnight, Nover. limits rice 
ber 14, pending consideration by the Commission of its application oy for service 
Form BMC-21 for authority to operate the said properties under thm York and 1 
agreement of July 11. Allowé 

1. & S. M-1216, in the matter of rugs and matting, east to western {| Commisslo 
trunk line territory. Respondent, Eastern-Central Motor Carriers Asso. services as 
ciation, Everett H. Russell, agent, asks Commission to vacate its order 9¢ petition 
of August 23 and permit the rates on carpets or carpeting named jy Dorsey fo’ 
Item 1141-10, Supplement 125, of Agent Everett H. Russell’s MF I. C,¢ il wances 
No. 26 and in Item 400E, Supplement 102, of Agent Everett H. Ry: fm? ad . $6.0 
sell’s Exceptions MF I. C. C. No. 7 to become effective on one day’; were: 30, 
notice. and $8,000 

Ex Parte MC 21, motor carrier rates in central territory. Central The pi 
States Motor Freight Bureau, Inc., asks further modification of orders by the Co 

Ex Parte MC 20, trunk line territory motor carrier rates. Wm, § in the fulfi 
Seull Co. asks that orders now entered in this proceeding be modified under the 
without oral formal hearing by prescribing as minima a truckload rat. asks that | 
ing on coffee, green, in bags, from New York City, N. Y.; Brooklyn f the me 
N. Y.; Hoboken, N. J.; and Jersey City, N. J., to Camden, N. J., ang ' 
Philadelphia, Pa., of 15 cents a 100 pounds, truckload minimum 30,00 and its co 
pounds instead of 17 cents a 100 pounds, truckload minimum 30,009 0 the am: 
pounds originally prescribed, for the reasons indicated and on the The | 
showing made in the petition, or in the alternative the Commission ynder the 
enter on a supplemental hearing with a view to determining what wouli & of the pu 
be a just and reasonable disposition of the matters set forth in the Insurance 

etition. +43 
, MC-F 1399, Herrin Transportation Co., purchase, John F. Hauck, os 

dba West Louisiana Truck Line. Herrin Transportation Co. and John issue: 
F. Hauck ask that the Herrin Transportation Co. be permitted to lease jg the inter 
the route and operating rights involved for a period of 180 days, pen¢- ™ solidated 
ing the hearing and order of the Commission on the application to pur- “Und 
chase. tioner wa 
Ss active pal 
FINANCE APPLICATIONS ests of tk 

MC F-1402. Guy A. Huguelet, an individual, of Lexington, Ky. those rep 
asks approval of purchase of 25 per cent of the capital stock of Crescent 
Stages, Inc. 

Finance No. 13088. Great Northern asks authority to abandon its P ris 
trackage, not now in receivership, extending approximately 4.53 miles e Si 
from survey station 60 plus 00 to survey station 291 plus 58.8 at or near Alle; 
Republic, Wash. The trackage proposed to be abandoned is a spur nt 7 
or branch from applicant’s line at Republic. It was constructed for JB S!0n to S 
the purpose of serving certain mining properties. It was estimated to make 
that restoration and maintenance of the trackage for safe operation, packers, 
the application said, would cost about $110,900. Packing 

Finance No. 13091. Pennsylvania Railroad Co. asks authority to ® ys Unite 
abandon certain branch lines and parts of branch lines totaling approxi @ ackeq th 
mately 15.8 miles in Blair, Cambria, Indiana and Venango counties, sion, of 
Pa. Specifically, it seeks authority to abandon that portion of its mission 
Morrisons Cove branch extending from a point south of Curry to Her bl frei 
rietta, 3 miles; that portion of its Bellwood branch extending froma § @¢ trel 
point north of Bellwood to a point south of Blandburg, 9.26 miles; its In Ss 
entire Tearing Run branch extending from Graceton to the terminus decision 
at valuation station 44 plus 62, about one mile; and its entire Kenner § charges 
dell branch extending from a point south of the Kennerdell Tunnel t0 & The ord 
the terminus of the branch at valuation station 142 plus 56, 2.7 miles & findings 
The volume of traffic heretofore handled on the branch line tracks finding 
has declined to a point, within the last 5 years, where there has been sonable 
very little, if any, revenue produced which would warrant preserving ine a 
their existence any longer, says the application. incurre 

Finance No. 11382. Supplemental. Sierra Railroad Co. asks author @ le haul 
ity to reduce the maximum rate of interest on its forty-year sinking JB house p 
fund income bonds from 5 per cent per annum to 3 per cent per annum the agg 
for the years 1940-1943, inclusive. By authority of the Commission, ments « 
according to the application, the road issued $694,000 of its forty-yeat frigerat 
sinking fund income bonds. As of October 31, 1940, there was outstant- able ch 
ing $584,000 of such bonds. wise in 

MC F-1403. Sproles Motor Freight Line, Inc., Fort Worth, Tex. no find: 
asks authority to purchase Ben Andis and Ralph Andis, dba Andis Bros. def . 
Truck Line. By a petition accompanying the application, applicant defenda 
asks authority to operate the properties involved for a period not ex Ing and 


ceeding 180 days. ; Af 
MC F-1404. Cox Transportation Co., Cleveland, O., asks authority 


ou 

to purchase a portion of the properties of Moore-Flesher Hauling C0. tending 
Pittsburgh, Pa. j ace . 
MC F-1405. Hemingway Bros. Interstate Trucking Co., and Pine oun 
State Express, Inc., both of New Bedford, Mass., jointly ask authority haul re 
to merge their properties, both tangible and intangible, in Hemingway agereg: 
Bros. Interstate Trucking Co. Icing < 
MC F-1406. Pacific Motor Trucning Co., San Francisco, Calif, carrier 
asks authority to purchase the operating rights and properties of Clar® ing suy 


F. Brice, Letha B. Shaw, trustee, dba American Stage Line. In 
MC F-1407. Herrin Transportation Co., Houston, Tex., asks autho! 


ity to purchase from Herrin Motor Lines, Inc., of Shreveport, La. acted 
route from Alexandria to Lake Charles, La., over U. S. highways 16 consid 
and 90, between Kinder and Eunice, La., over Louisiana highway No. | or not 
from Forest Hill, La., to a point four miles therefrom over Louisiané compe’ 
highway No. 24. Ices ar 

MC F-1408. Pacific Motor Trucking Co., San Francisco, Calif., asks and 1) 


authority to purchase the operating rights and properties of A. D. Mc 
Keeby, dba Bigbee Transfer & Storage Co. 








ORL) 





nsider. 


Eugen: 
nization 
1 in dis. 


tO lease 
to pur. 
tempo. 
n Amer. 
Noven. 
ition op 
ider the 


Western 
'S Asso. 
S orders 
amed jp 
Lce 
H, Rus 
le day’s 


Central 
orders 
Wn. §, 
Modified 
Oad rat- 
rooklyn 
J., and 
n 30,00 
n 30,00 
on the 
mission 
it would 
| in the 


Hauck 
nd John 
to lease 
S, pend- 

to pur- 


m, Ky. 
rescent 


idon its 
3 miles 
or nea! 
a spur 
sted for 
timated 
eration 


ority to 
approxi- 
ounties, 
| of its 
to Hen- 
from a 
iles; its 
erminus 
Kenner- 
inne] to 
7 miles, 
. tracks 
as been 
sserving 


author: 
sinking 
- annum 
mission 
rty-year 
utstand- 


an, Tex. 
is Bros, 
pplicant 
not ex: 


ithority 
ng Co., 


1d Pine 
ithority 
ingway 


Calif., 
yf Clara 


author: 
rt, La., 
ays 16 
, No. 7, 
yuisiana 


f., asks 
D. Mc 





November 16, 1940 





p. & R. G. W. Reorganization 


The United States Trust Co. of New York, as trustee under 
the consolidated mortgage of The Denver and Rio Grande 
Railroad Co., dated July 15, 1886, has filed a petition in Finance 
No. 11002, The Denver and Rio Grande Western Railroad Co. 
reorganization, asking the Commission to reconsider its report 
and order dated August 26, 1940, in so far as they fix maximum 
limits of allowances from the debtor’s estate of compensation 
for services and expenses of United States Trust Co. of New 
york and its counsel. 

Allowances requested by the petitioner in a petition to the 
Commission May 27, 1940, were: $17,500 for the petitioner, for 
services as trustee; $20,000 for Stewart & Shearer, for services 
as petitioner’s New York counsel, and $35,000 for Hughes & 
Dorsey, for services as petitioner’s Denver counsel. Maximum 
allowances fixed by the Commission in its report August 26 
were: $6,000 for the petitioner; $5,000 for Stewart & Shearer, 
and $8,000 for Hughes & Dorsey. 

The petitioner contends that the maximum allowances fixed 
by the Commission are inadequate for the services performed 
in the fulfillment of its obligations and responsibilities as trustee 
ynder the consolidated mortgage, and the petitioner therefore 
asks that division 4 or the full Commission reconsider the fixing 
of the maximum amounts of compensation for the petitioner 
and its counsel and enter an order fixing these maximum limits 
in the amaunts set forth in the petition of May 27. 

The petition says that of the $40,507,000 of bonds issued 
under the consolidated mortgage and outstanding in the hands 
of the public, less than 15 per cent were represented by the 
Insurance Group Committee. This Committee, according to the 
petitioner, also represented a larger amount of bonds of other 
issues whose interests were in certain respects antagonistic to 
the interests of the holders of bonds issued under the con- 
solidated mortgage. 

“Under these circumstances,” says the petition, “your peti- 
tioner was advised and believed that it was its duty to take an 
active part in these proceedings for the protection of the inter- 
ests of the holders of consolidated mortgage bonds other than 
those represented by the Insurance Group Committee.” 


” 


Perishable Freight Protection 


Alleging lack of essential findings of fact by the Commis- 
sion to support its conclusions that the railroads were entitled 
to make added charges for protecting perishable freight, meat 
packers, in civil action No. 2316, Wilson & Co., Inc., Cudahy 
Packing Co., Swift and Company, and Armour and Company 
vs. United States and Interstate Commerce Commission, have 
asked the federal court for the northern district, eastern divi- 
sion, of Illinois permanently to enjoin the order of the Com- 
mission in No. 20769, charges for protective service to perish- 
able freight (see Traffic World, Oct. 26, p. 1000). 

In substance the packers allege that the Commission by its 
decision in that proceeding, permits the railroads to impose 
charges for services already covered by the line-haul charges. 
The order, the petition declares, is not supported by essential 
findings of fact, particularly: The reports and order contain no 
finding that the carriers fail to receive adequate and rea- 
sonable compensation by way of the line-haul rates for costs 
incurred in connection with the supervision, accounting and 
ice haulage of plaintiffs’ shipments of fresh meats and packing 
house products; the reports and order contain no finding that 
the aggregate charges presently applicable to plaintiffs’ ship- 
ments of such commodities (line haul freight rates and re- 
frigeration charges added together) constitute less than reason- 
able charges for the services rendered thereon or are other- 
Wise in violation of law; and the reports and order contain- 
no finding that the method presently followed by the carrier 
defendants in securing compensation for supervision, account- 
Ing and ice haulage is unlawful. 

A further assertion is that the reports and order are with- 
out support in evidence since the record contains no evidence 
tending to show that reasonable compensation for supervision, 
accounting and ice haulage is not received by way of the line- 
haul rates and contains no evidence tending to show that the 
aggregate of the present line-haul charges and the increased 
(cing charges are insufficient reasonably to compensate the 
carrier defendants for the aggregate services rendered, includ- 
Ing supervision, accounting and ice haulage. 


In entering the order, the packers declare, the Commission 
acted arbitrarily in declining, for reasons of its convenience, to 
Consider, prior to the entry of the order, to consider whether 
or not the carriers received, by way of line-haul rates, adequate 
Compensation for supervision, accounting and ice haulage serv- 
ces and whether or not the aggregate of the line-haul charges 
and the present charges separately stated for refrigeration 
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services constitute not less than reasonable compensation for 
the aggregate services rendered. 

The litigation grows out of disagreements between the 
packers and the Commission as to what was admissible into 
the record, one of the contentions of the packers being that 
the line-haul charges contained allowance for service for which 
the Commission said the carriers might make additional 
charges, the packers contending that thereby the railroads have 
been permitted to make double charges. The packers ask the 
court to forbid the railroads taking action under the Commis- 
sion’s order imposing the additional charges. 

The railroads respondents in No. 20769 have asked the Com- 
mission to reopen the proceeding for further hearing with re- 
spect to refrigeration performed under section 4 of the perish- 
able protective tariff and to postpone the effective date of its or- 
der dated October 1 pending the further investigation. The peti- 
tioners ask for the reopening to the end, as they say, they 
may show the effect of the Commission’s mandatory order on 
protective traffic. 

According to the railroads while maximum reasonable rates 
have been prescribed and proper differentials fixed by the Com- 
mission they have been unable to maintain the rates because 
of the competition which has been encountered with common 
carrier and privately owned truck lines. Reduction after re- 
duction, they allege, has been forced by such competitive in- 
fluences so that at the present time rates now in effect within 
western trunk line and southwestern territories and from those 
territories to destinations in official territory are substantially 
less than maximum reasonable rates, until rates within western 
trunk line territory have become as low as 33% per cent of first 
class in a large portion of the territory and not greatly in ex- 
cess of that from other portions. 

From western trunk line territory to the Atlantic seaboard, 
they say the rates are 45 per cent of first class from what is 
approximately western trunk line class rate zone I and slightly 
higher from Zones II and III. The railroads point out that in 
the Consolidated Southwestern Cases, 123 I. C. C. 203, the Com- 
mission prescribed as a reasonable basis on dairy products 60 
per cent of first class. These rates they add have been revised 
downward from time to time until today they represent 35 per 
cent of first class as a general basis, with many specific com- 
modity rates on a lower level. , 





Motor Proportionals and Charges 


The “partial” investigation and “inconsistent” suspension 
policy of the Commission has the direct result of perpetuating, 
in effect, the discriminations which the Department of Jus- 
tice complained of in the anti-trust suit against the Associa- 
tion of American Railroads, growing out of a resolution and 
agreement of that association to discriminate against motor 
carriers, say motor carrier respondents in No. 28496, propor- 
tional rates of common carriers and minimum charges of con- 
tract carriers, and various other cases to be heard on a com- 
mon record, in asking the Commission to broaden the scope 
of No. 28496. Broadening is asked to include all proportional 
rates and, specifically, to include all rail and water carload 
proportional rates; to discontinue suspending motor propor- 
tional rates; and to vacate existing suspensions. 

The request for broadening was made on behalf of the 
American Trucking Associations, Inc., Southern Motor Car- 
riers Rate Conference, Inc., Central Motor Freight Tariff 
Bureau, Inc., Central and Southern Motor Freight Associa- 
tion, Mid-Western Motor Freight Tariff Bureau, Inc., South- 
western Motor Freight Bureau, Inc., Eastern-Central Motor 
Carriers Association, Middle Atlantic States Motor Carrier 
Conference, Inc., and Western Trunk Line Motor Common 
Carrier Bureau. 

The motor carrier respondents suggested that the Com- 
mission modify its suspension policy so as not to suspend motor 
proportional rates published to meet the competition of other 
carriers subject to the interstate commerce act when it could 
be shown that such carriers refused to enter into through 
joint rates, particularly with respect to ex-water, ex-rail- 
water and ex-rail pool cars, and that the present suspensions 
be vacated. 


The present investigation as set forth in the Commission’s 
order of July 16, the motor carrier respondents said, covered 
only movements to or beyond named points when such move- 
ments were made in less-carload, less-truckload or truckload 
quantities, and did not include prior or subsequent movements 
in carload quantities. Within those limitations, they said, 
the investigation did not cover the competitive situations 
exisiting between the rail and motor carrier respondents. Ap- 
parently by reason of the pendency of the general investiga- 
tion, they added, the Commission had adopted a policy of 
suspending, on its own motion, motor carrier proportional 
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tariffs naming truckload or volume ratings even though the 
motor carrier tariffs were filed solely for the purpose of meet- 
ing rail competition resulting from rail proportional carload 
rates, which, being carload rates, were not under investiga- 
tion. Under those circumstances, they said, it was clear that 
the present scope of the general investigation not only failed 
to deal with competitive actualities, but, when coupled with 
the policy of suspending the motor tariffs for the reason that 
they did not bear the technical designation of carload rates, 
resulted in a serious discrimination against motor carriers 
which motor carrier respondents were sure the Commission 
never intended. 

“It may be that the underlying thought in these investi- 
gation cases, confined as the notice of August 1, 1940, states, 
to matters involving unjust discrimination and unreasonable 
prejudice and preference, is in some way related to forwarder 
traffic,” say the respondents. “However, there appears to have 
been an indiscriminate suspension policy without relation to 
forwarder movements and without consideration of the com- 
petitive relationship between rail carload traffic and truck 
volume traffic. The suspension of motor tariffs and not of 
rail tariff confounds the discrimination, if any, for shippers. 


“Generally speaking, the suspended motor tariffs have no 
relation to forwarder traffic and, in many instances, it is defi- 
nitely known that they are not being used by forwarders. 
Even if they were for the benefit of forwarders and were 
being used by forwarders, there can be no sound reason for 
suspending a motor carrier tariff because it happens to be 
designated a volume rating and permitting the same service 
by = under a technical distinction in terms, such as ‘car- 
a 

“The adherence to form as distinguished from substance 
with respect to rail carload and truck volume ratings is 
directly contrary to the provisions of law directing the main- 
tenance of adequate, economical and efficient transportation 
service and the preservation of the inherent advantages of 
truck transportation. 

“Relying on the notice of August 1, 1940, the motor car- 
rier respondents assume that these proceedings are limited to 
questions involving discriminations, preferences and prejudice, 
and there appears to be no necessary reason for discussing 
here such questions as statutory construction or identical 
units with respect to movements to or beyond named points on 
proportional rates. To the extent that such questions may be 
deemed pertinent, it should be pointed out that identical units 
of traffic are not, and never have been, required of railroads. 
Many rail tariffs are now in effect which specifically contem- 
plate different units for reshipment, and there seems to be no 
suspension policy being applied with respect to them. 

“Rail proportional tariffs apply to distribution of all or 
part of shiploads, quite comparable in principle to truck dis- 
tribution of pool cars. Sometimes the rail traiffs contain such 
conditions as providing that the rail carrier receives some 
fixed portion of the inbound shipment. In other cases, rail 
tariffs provide for the consolidation of less than carload 
traffic and reshipment on proportional rates as carload traffic, 
and, in addition, there are provisions for certain accumulation 
periods. Numerous rail tariffs apply to commodities 
processed in transit, which commodities seldom take the same 
unit of shipment nor are they of the same kind.” 

On its face, the motor carrier respondents said, a unit 
rule such as was contemplated in I. and S. No. M-247 would 
annihilate all motor port traffic because of the significance 
which had been attached to the term “carload,” which, in fact, 
could be nothing more than a fiction with respect to the traffic 
handled by both the ships and the trucks. Motor carriers, 
they added, must have proportional rates to compete with 
rail carriers. This, they said, was particularly true with re- 
spect to port traffic which was nearly always handled under 
proportional rates. 

The respondents requested that the hearings in the pro- 
portional rate case be resumed early in January, if consistent 
and practicable. 


Cc. & N. W. REORGANIZATION 


The City Bank Farmers Trust Company of New York, 
trustee for the first and refunding mortgage bonds of the 
Chicago and North Western, has filed an appeal in the seventh 
circuit federal court of appeals from the decision of Judge 
John P. Barnes at Chicago, approving the plan of reorganiza- 
tion for the railroad (see Traffic World, Sept. 14, p. 627). The 
debtor railroad also filed an appeal from the decision on Octo- 
ber 28. 

According to a statement of objections filed in connection 
with the appeal, new securities to be granted under the plan 
to holders of first lien and refunding mortgage bonds would 
be worth only 40 per cent of their face value in view of the 
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amount of securities granted to the Reconstruction Finang 
Corporation. Approximately $58,000,000 of new first and gen. 
eral mortgage bonds, second mortgage income bonds, and pre. 
ferred and common stock would be delivered outright to the 
RFC in payment of approximately $24,000,000 due that cor. 
poration, said the appellant. Such an allowance, it said, woulq 
be prejudicial to holders of first and refunding bonds who would 
receive only $47,822,000 of new securities in satisfaction of the 
same amount due them. Some provision should have been made 
in the plan for eventual payment to the RFC in full of the 
$24,000,000 it had coming, the statement said. 

The Protective Committee for the Holders of Preferreg 
Stock in the Chicago and North Western also has filed an 
appeal as has the Protective Committee for Holders of Common 
Stock. Both committees have based their appeals on the same 
grounds on which they objected to the plan in arguments before 
Judge Barnes. Those arguments included objections that pay. 
ments to all creditors were not in accordance with the value of 
securities behind the claims, that the common and preferred 
stockholders deserved some allotment of new securities in the 
new company, and that the plan did not conform to section 77 
of the federal bankruptcy law. 

Three appeals were filed by holders of bonds on certain 
portions of the C. and N. W. Those were appeals by the 
Chemical Bank and Trust Company, successor trustee under 
the first mortgage of the St. Louis, Peoria and North Western; 
the Irving Trust Company of New York, trustee under the 
first mortgage of the Milwaukee and State Line, and the Bank 
of New York, trustee under the first mortgage of the Mil- 
waukee, Sparta and North Western. Those three appeals fol- 
lowed the general argument that the court has erred in ap- 
proving a plan that gave weight, in determining the equities 
involved by each group, to severance rather than segregation 
studies used to find the value to the whole system of the mem- 
ber lines. The Irving Trust Company stated that the plan 
erroneously provided for the release of the lien of the State 
Line mortgage, substituting for it a lien on the general sys- 
tem properties. It should have received fixed-interest bonds 
in recognition of its actual equity, the trustee company said, 
rather than received, as provided in the plan, less than one- 
third in fixed interest bonds, the remainder of its new securi- 
ties being income mortgage bonds and preferred stock (see 
Traffic World, June 29, p. 1633). 


Shasta Dam Project 


Secretary Harold L. Ickes, of the Department of the In- 
terior, an intervener, and the Central Pacific Railway Co. and 
Southern Pacific Co. have requested withdrawal and modifica- 
tion of a proposed report by Examiner Ralph R. Molster in 
Finance No. 12564, and a further hearing, in a joint petition 
filed in that matter with the Commission. 

In Finance No. 12564, Central Pacific Railway Co. and 
Southern Pacific Co., its lessee, asked authority to abandon 
a portion of Central Pacific’s main line in Shasta county, Cali- 
fornia, that portion of the line being between milepost 258.63, 
at or near Redding, and milepost 295.67, at or near Delta, a 
distance of about 37.06 miles. Examiner Molster, in his pro- 
posed report, recommended a finding that the present and 
future convenience and necessity were not shown to permit 
abandonment of the part of the existing line of railroad be- 
tween Coram and Redding, in Shasta county. 

Secretary Ickes, the petition points out, is charged by law 
with the administration and supervision of public business re- 
lating to the Bureau of Reclamation, which is constructing the 
Central Valley project. One of the features of this project, says 
the petition, is a dam under construction north of Redding, 
known as Shasta dam. This will create a reservoir which will 
submerge a substantial part of the present line of railroad of 
the Central Pacific Railway Co. between Delta and Redding, 
Calif., according to the petition. 

Under a written agreement, executed Sept. 2, 1939, it was 
provided that Central Pacific, Southern Pacific and the Western 
Union Telegraph Co. would convey to the United States the 
existing railroad line and telegraph facilities between Redding 
and Delta, and that in lieu thereof the United States would 
construct a new line and communication facilities between Red- 
ding and Delta and would convey them to the respective com- 
panies, the petition says. A part of this agreement, the peti 
tioners explain, is contingent on the applicants receiving Un- 
conditional authorization from all regulating bodies having juris 
diction to carry out the provisions of the contract. The pet 
tioners assert, further, that if the Commission adopts the rec 
ommendation in the examiner’s proposed report, denying the 
Central Pacific authority to abandon the portion of railroad 
line between Coram and Redding, the certificates will not meet 
the requirements of the provisions of the aforementioned con 
tract and will preclude the effecting of operating arrangements 
contemplated. 
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Pacifie Electric Abandonment 


Refusal of the Commisison, in Finance No. 12643, Pacific 
Electric abandonment (see Traffic World, Sept. 21, p. 679) to 
jmpose conditions for the protection of the asserted rights of 
employes of that carrier adversely affected by the abandonment 
therein authorized, has resulted in the Railway Labor Execu- 
tives’ Association appealing to the federal court for the District 
of Columbia, civil action No. 9011, Labor, etc., Association in 
y. S. and I. C. C., for an order directing the Commission to 
rescribe such conditions. 

The association asks the court to suspend the operation of 
the order permitting abandonment and remand the proceeding 
to the Commission with instructions to consider the interests of 
the employes involved in the case as a phase of public con- 
venience and necessity. It asks the court to instruct the Com- 
mission that it has full power and authority to attach such 
conditions to its order as it in its discretion finds necessary for 
the protection of the employes. 

According to the association’s petition, the Southern Pacific, 
the parent company of the Pacific Electric, in the event aban- 
donment is permitted without provision for protetion of the 
employes, will achieve a saving of about $378,229 a year in 
operating expenses, while the employes will suffer a wage loss 
of about $301,896 a year. The association claims the employes 
have acquired valuable property rights of seniority in connec- 
tion with their employment. Many of the employes, the petition 
contends, will be unable in the event of dismissal, to obtain 
other employment, will suffer great hardships by reason there- 
of, and will become public charges. 

Uncertainty as to their economic future, the petition de- 
clares, has subjected labor relations between the employes and 
the Pacific Electric to severe stress which uncertainty and stress 
have been communicated to other employes of the carrier on 
lines not affected by the application, from all of which impair- 
ment of emyloye morale has resulted. 

The conclusion of the Commission, that it was without 
power to prescribe conditions for the protection of the interests 
of employes in an abandonment case such as this, the associa- 
tion declares is erroneous and therefore the order permitting 
abandonment is also erroneous. Broadly, the contention of the 
association, made in the proceedings before the Commission, 
was that the Commission had authority under the decision of 
the Supreme Court in United States vs. Lowden, 208 U. S. 225, 
to impose conditions for the benefit of employes, in abandon- 
ment as well as in consolidation or coordination cases. But the 
Commission, in the Pacific Electric abandonment case, stood by 
its decision in the Chicago, Springfield & St. Louis abandon- 
ment case, 236 I. C. C. 765 and others, that it did not have such 
power in an abandonment case. 


Freight Forwarding Inquiry 


Useless expense and irritation growing out of unnecessary 
tariff complexities would be the chief product resulting from 
the adoption by the Commission of the report proposed by 
Examiners Trezise and Haden in No. 27365, freight forward- 
ing investigation, on further hearing (see Traffic World, Oct. 
5, p. 819) in which they recommended the imposition of arbi- 
traries for stop-offs on out-of-line routes, in addition to the 
charge of $6.93 for stopping a car partly to load or unload, 
according to statements made in arguments in that case, 
Nov. 8. Railroads and forwarders in addition to one shipper 
interest opposed the recommendations. 

Circuities, under the examiners’ recommendation would 
be computed in accordance with the 3314, 50 and 70 per cent 
rule followed in fourth section relief cases. Arguments were 
made by R. J. Hagman for the western railroads; J. E. Eshel- 
man, the eastern lines; J. R. Bell, Southern Pacific lines; 
Robert E. Quirk, National Carloading Corporation and for- 
warder interests; and W. E. Rosenbaum, Anheuser-Busch and 
other brewing interests, particularly their relatively small 
distributors in transcontinental territory. 

The examiners also recommended that the Commission 
find it to be in violation of section 6 for railroads to advance 
the charges of forwarders. 

One of the points made by Mr. Hagman was that this 
was the only day in court that non-forwarders who would be 
alfected by the recommendations had had. In broad terms the 
argument of the railroads was that the circuity limitation 
would make an already complex tariff situation much worse 
Without benefit to anybody; that there were no violations of 
law; that the railroads received adequate revenues for the 
Services they rendered on so-called out-of-line traffic stopped 
for partial loading or unloading and that imposition of the 
limitations would hamper the railroads without imposing any 
restrictions on the trucks. Mr. Eshelman went so far as to 
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say that inasmuch as the interstate commerce act did not 
require anything of the sort, imposition of the circuity limita- 
tion would be in violation of the national transportation pol- 
icy. He contended that the three-way transit rule, approved 
by the Commission, protected the Pennsylvania. He said the 
proposed limitation would make the tariffs more complex and 
make it necessary for an eastern railroad receiving traffic 
from a western line to figure whether, on account of stop-off 
privileges the traffic had already had, the eastern line could 
permit transit on its own line. Thereby, it was argued, the 
proposition, if adopted, would result in violation of the prin- 
ciple that transit was a matter to be decided by the line in 
possession of the traffic at the point where a stop was pro- 
posed. 

According to Mr. Bell adoption of the recommendation 
would not affect the Southern Pacific practices except to 
make its tariffs more complex. Tariffs, he said, were already 
too cumbersome and expensive. 

Mr. Quirk devoted himself to the advancing of charges 
to forwarders phase of the case. Advancing of charges, he 
said, was a practice of many years .standing without criti- 
cism by the Commission. As a matter of fact the railroads 
generally owed the forwarders money instead of the fact 
being the other way about, as might be inferred from the 
report. 

Adoption of the report Mr. Rosenbaum said, would put 
St. Louis and Milwaukee brewers out of the market in trans- 
continental territory. At present brewers in the destination 
territory, he said, were getting little beer to haul for the 
reason that brewery workers were members of the teamsters 
union which favored the trucking industry. The brewers for 
whom he was talking, he said, wanted to retain their dis- 
tributors in the far west. Without the stop-off privilege he 
said they could not continue in business for the reason that 
they had few customers who could take a carload of beer at 
one time. The distributors, he said, when they got an order 
for fifteen or twenty thousand pounds of beer, had to shop 
around by wire to find customers enough to make up a car- 
load which could be unloaded at different stations. He said 
the railroads made from 18 to 33 cents a car-mile on this 
traffic, instead of, as implied, hauled cars without adequate 
revenue. Under the open routes now in effect, he said it was 
possible to make up routes between Milwauke, Wis., and Bel- 
lingham, Wash., involving hauls of 3,600 miles, at lower charges 
than on a 2,600-mile haul under the proposed arrangement. 
The stop-off privilege, he maintained, in answer to slightly 
satirical questions from the bench, was for the benefit of the 


small shipper because large shippers were able to load car- 
loads. 


Private Truck Competitive Rate 


Against the protest of motor carriers, the Commission, 
by division 2; has permitted the railroads to establish a rate 
of 10 cents a hundred pounds on clay, concrete and shale 
building material products, minimum 26,000 pounds, from 
Chattanooga, Tenn., to Tullahoma, Tenn. It was proposed in 
Agent F. D. Miller’s I. C. C. 558, supplement 43, designated 
as a truck competitive tariff. The common carrier truck 
rate between those points is 20 cents, volume minimum 12,000 
pounds, recently established. The rail tariff was permitted to 
be filed to become effective on short notice, instead of the 
statutory notice of thirty days. Rail routes between the two 
Tennessee points, a highway distance of about 86 miles, are 
interstate. The rail rate displaced by the 10-cent rate, which 
became effective Nov. 13 by reason of the Commission’s 
refusal to suspend, is 14 cents. The motor route is intrastate 
in Tennessee. 


Private and not public motor competition, according to 
the application of Agent Miller when he asked for permis- 
sion to publish the reduced rate on less than statutory notice, 
is the reason for the rate. 


In asking for suspension of the 10-cent rate Edgar Wat- 
kins, Jr., for the Southern Motor Carriers Rate Conference, 
submitted that the proposed rate was unduly low and far 
lower than necessary to meet any motor carrier competition 
—private, contract or common carrier. He said the short 
line motor distance between Chattanooga and Tullahoma, 
the latter being the point where there was a big construction 
job in contemplation, being 86 miles, was equivalent to 172 
miles of hauling by a private truck which could have no return 
load. Under the law of Tennessee, Mr. Watkins pointed out, 
the maximum weight was 15,000 pounds. The proposed rate 
therefore, he contended, would afford a return of only 8.7 
cents a truck-mile. Mr. Watkins asserted that an exhibit 
in the Commission’s general investigation of rates on this 
sort of traffic in the southern states, MC C-161, showed that 
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the average cost of private truck operation of the W. S. 
Dickey Clay Manufacturing Co., was 9.1 cents a truck-mile 


According to Mr. Watkins, to the protesting conference’s 


knowledge the Dickey company was the only one handling 
the traffic here involved. He said it was entirely true that 
the Dickey company operated six trucks. It was in connec- 


tion with that company that Mr. Watkins called attention to 


the exhibit in the case mentioned which he said showed a cost 
of the Dickey company to be 9.1 cents a truck-mile, the wit- 
ness purported to be quoted being the traffic manager of the 


Dickey company. Reference was also made to a scale in that 


case, which if established on short-line highway distance, 
it was claimed, would eliminate “any necessity for private 


truck operation” out of Chattanooga, Tenn. The request for 


suspension said the highway distance was greater than the 
rail distance. 

The protestant submitted that the proposed rate, while 
purportedly published to meet a private truck situation, had 


been “designed solely for the purpose of preventing any move- 


ment by motor common carrier on the recenfly established 
20-cent intrastate rates which was entirely satisfactory and 


reasonable for the handling of a large portion of this traffic 


until the rail carriers attempted to solicit this business by this 
much further reduction.” With the establishment of the 
10-cent rail rate, it will be impossible, declares the protest, 
for motor common carriers to compete for any portion of 
this traffic on the presently effective 20-cent rate. 





PIPE LINE EARNINGS 


Large oil pipe line companies reporting to the Commission, 
those having annual operating revenues of more than $500,000, 
in the third quarter this year, received transportation revenues 
totaling $51,964,896, an increase of 8.3 per cent over the same 
period last year when they received $47,987,396, according to a 
Commission compilation based on reports representing 45 com- 
panies, statement Q-600. These carriers, in the third quarter 
this year, originated on line and received from connections 
320,636,011 barrels of oil as compared with 277,389,824 barrels 
in the same period last year. 

The transportation revenues received by the largest com- 
panies for the third quarters of 1940 and 1939, respectively, 
were shown in the compilation as follows: Stanolind Pipe Line 
Co., $5,037,064 and $4,223,485; Humble Pipe Line Co., $4,- 
996,664 and $5,378,743; Gulf Refining Co., $4,611,538 and $4,- 
452,821; Sinclair Refining Co., $4,158,220 and $4,265,553; Shell 
Pipe Line Corporation, $3,579,552 and $3,494,310; Magnolia Pipe 
Line Co., $3,366,791 and $3,408,811; Texas Pipe Line Co., $2,- 
728,535 and $2,709,297, and Illinois Pipe Line Co., $2,718,065 
and $2,673,281. The Phillips Petroleum Co., which began opera- 
tions in July, 1940, received transportation revenue of $2,080,993. 

The Commission’s Bureau of Statistics has issued statement 
No. 4044 covering statistics of oil pipe line companies reporting 
to it for the year ended December 31, 1939. It shows that in 
1939 sixty-three carriers originated on line and received from 
connections 1,228,027,530 barrels of crude and refined oil as 
compared with 1,172,349,938 barrels of 59 carriers in 1938. 
These carriers, the compilation showed, had a net income of 
$60,106,738 in 1939 as compared with $68,683,530 in 1938. 








Pipe Line Valuations 


The Commission has released a summary of the final 
valuations of the 52 oil and gasoline pipe line companies which 
were listed as interstate operators when the valuation of such 
common carriers was begun in 1935. The final valuation re- 
port of the last of these companies—the Buckeye Pipe Line Co., 
has recently been issued. 

The 52 pipe line companies listed in “the first program” of 
pipe line companies to be valued, include practically all the 
large, important, integrated companies. Their mileage classified 
as “owned” aggregates 92,863 miles of a present total of ap- 
proximately 98,000 miles. Of the 92,863 miles, 39,724 
classified as gathering and 53,139 as trunk lines. The 
values of the properties of these companies, for rate-making 
purposes, totals $564,654,534, not including $7,589,194 working 
capital. As of the date of basic valuations the companies had 
outstanding $381,908,987 of capitalization. The companies have 
accumulated heavy depreciation reserves covering not only 
physical depreciation but depletion. 

The basic valuations are as of December 31, 1934, but the 
changes in the property are reported annually so that the Com- 
mission is in a position to readjust or revise its inventories, rec- 
ords and valuations up to any given date. 

The list of interstate carriers of oil and gasoline, and to 
a small extent some of the other refined products, has increase 
from 52 as of 1935, to 79. The remaining 27 companies are in 
various advanced stages of valuation, some of them already i 
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the final. They aggregate 5,063 miles of which 2,237 miles are 
trunk and 2,826 are gathering lines. 

The Commission said its work of valuing the properties 
had been carried on without special appropriation being pro- 
vided. It pointed out that there was an increasing appearance 
of the oil and gasoline competition and transportation factors 
in its various rate proceedings. The companies covered by the 
summary are: 

Ajax Pipe Line Co.; Arkana Transit Corporation; Arkansas 
Pipe Line Corporation; Atlantic Pipe Line Co.; Atlas Pipe Line 
Co., Inc.; Bradford Transit Co.; Buckeye Pipe Line Co.; Con. 
tinental Pipe Line Co.; Detroit Southern Pipe Line Co.; Toledo 
Northern Pipe Line Co.; Empire Pipeline Co.; Eureka Pipe Line 
Co.; Globe Pipe Line Co.; Great Lakes Pipe Line Co.; Gulf Pipe 
Line Co.; Gulf Pipe Line Co. of Oklahoma; Gulf Pine Line Co, 
of Pennsylvania; Gulf Refining Co. of Louisiana; Humble Pipe 
Line Co.; Illinois Pipe Line Co.; Imperial Pipe Line Co., Ltd; 
Indiana Pipe Line Co.; International Pipe Line Co.; Magnolia 
Pipe Line Co.; Montana Pipeline Co.; National Transit Co.,; 
New York Transit Co.; Northern Pipe Line Co.; Oklahoma Pipe 
Line Co.; Pan-American Pipe Line Co.; Phillips Pipe Line Co.; 
Pure Oil Pipe Line Co.; Pure Transportation Co.; Shell Pipe 
Line Corporation; Sinclair-Prairie Pipe Line Co. (Texas); 
Southern Pipe Line Co.; South-West Pennsylvania Pipe Lines; 
Spartan Refining Co., Inc.; Standard Pipe Line Co., Inc, 
Standish Pipe Line Co.; Stanolind Pipe Line Co.; Sun Oil Line 
Co.; Sun Pipe Line, Inc.; Susquehanna Pipe Line Co.; Texas 
Pipe Line Co.; Texas Pipe Line Co. of Oklahoma; Texas-Empire 
Pipeline Co.; Texas-Empire Pipeline Co. (Texas); Tidal Pipe 
Line Co.; Tide-water Pipe Co., Ltd.; Toronto Pipe Line Co., and 
Tuscarora Oil Co., Ltd. 





Sugar to Florida 


One reason for the Commission’s finding not justified a pro- 
posed railroad rate of 16 cents on sugar from Port Wentworth, 
Ga., to Tampa, Fla., in I. and S. No. 4733, sugar, Port Went- 
worth, Ga., to Tampa, Fla. (see Traffic World, November 9, 
p. 1138), was its conclusion that the manner in which the ship- 
per and the railroads arrived at the cost of water transporta- 
tion from Port Wentworth to Tampa was not sound. The 
Commission found the proposed rate not justified without 
prejudice to the establishment of a rate of not less than 18 cents. 

It was urged by the railroads and the interested shipper, 
said the Commission, that the proper method of estimating the 
future freight rate cost (of transportation by water) was to 
find an average cost of the shipments in the seventeen months 
from July, 1938 to November, 1939. The Commission said that 
the effect of that would be to disregard the radical change in 
world cenditions which had taken place meanwhile. It was 
suggested by the shipper and the railroads, according to the 
report, that the withdrawal of American shipping from Euro- 
pean waters, following the passage of the neutrality act, would 
make available an increasing tonnage for coastwise trade. But, 
said the Commission, no mention was made of the possible off- 
setting influence of war conditions on the supply of available 
shipping. 

The Commission said it was its judgment that present costs 
of this sort of transportation by water should be no less than 
those incident to the last movement shown of record. These 
were stated to be 14.655 cents. The difference between that 
figure and the 13.5 cents, which was represented to be the 
water cost when the fourth section application joined with the 
suspension proceeding was filed, the Commission said, was ap- 
proximately one cent. That, it added, was obviously not con- 
sidered by the respondents in arriving at their proposed 16-cent 








rate. The Commission followed that with its statement that it 
considere rate of 18 cents to be as low as necessary to meet 
the ne ter competition from Port Wentworth. 


PASSENGER AUTOMOBILE RATES \ 


asked the Commission to suspend proposed reduced rail rates 
on new passenger automobiles, carloads, to apply from Mem- 
phis, Tenn., to destinations in Arkansas and Louisiana (west of 
the Mississippi River), published in supplement No. 6 to Agent 
J. R. Peel’s I. C. C. No. 3257, effective November 20. 

An objection of the association is to the manner in which 
the railroads propose to reduce their rates, which is, by making 
allowances estimated at $4.19 a car for a shipper to bring auto- 
mobiles to the railroad. According to the association, that is an 
improper and destructive way for a railroad to meet motor 
carrier competition. The association asserts it was that practice 
which caused the country-wide investigation by the Commission 
in No. 28190, now pending. The claims that the allowance 1s 
for the performance of a noncarrier service and that it would 
be proper only in the event the railroad proposed “store-door 
elivery.” 


The National Automobile Transporters Association, Inc. has 7 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1940, by West Publishing Company.) 





CARRIAGE OF LIVE STOCK 


(Superior Court of Pennsylvania.) The federal rule is 
that, in absence of statute or special contract, each connecting 
carrier on a through route is bound only to safely carry over 
its own line and safely deliver to the next connecting carrier. 

Under amendment to Interstate Commerce Act making 
both receiving carrier and delivering carrier liable for all 
damages to property received for transportation on through 
bill of lading, with right to recoupment against carrier on 
whose line damages occurred, where transportation is within 
United States between different states, territories, and District 
of Columbia, direction of shipment is immaterial, and the 
amendment is so far as it governs shipments involving ad- 
jacent foreign territory, applies only to movements to a foreign 
country, and not to movements from a foreign country. Inter- 
state Commerce Act, Sec. 20 (11,12), as amended, 49 U. S. C. 
A. Sec. 20 (11, 12). 

The delivering carrier of shipment of cattle, consigned from 
Canada to a point in the United States, was not liable for 
damage caused by a prior connecting carrier under amendment 
to Interstate Commerce Act making receiving carrier and de- 
livering carrier liable for all damage to property received for 
transportation on through bill of lading caused by any par- 
ticipating carrier, since amendment, in so far as it governed 
shipments involving adjacent foreign territory, applies only to 
movements to a foreign country. Interstate Commerce Act 
Sec. 20 (11, 12), as amended, 49 U. S. C. A. Sec. 20 (11, 12); 46 
P. S. Sec. 551. 

In construing statute, resort may be had to history of 
statute in case of ambiguity. 

The Superior Court would assume that Congress, in enact- 
ing amendment to Interstate Commerce Act making both re- 
ceiving carrier and delivering carrier liable for all damages 
to property received for transportation on through bill of lading 
caused by any participating carriers, did so with knowledge of 
the practice prevailing and various decisions of the court, and 
that Congress would have expressly extended the act so as 
to cover imports from foreign adjacent countries had they 
deemed that public interest required it, and it was proper so 
to do. Interstate Commerce Act Sec. 20 (11,12), as amended, 
49 U.S. C. A. Sec. 20 (11, 12). 

Contracts for limited liability, when fairly made, do not 
contravene settled principles of common law preventing carrier 
from contracting against its liability for loss by negligence. 

Superior Court cannot assume an ambiguity in a statute for 
purpose of applying auxiliary rules. 

The amendment to Interstate Commerce Act making both 
receiving carrier and delivering carrier liable for all damages 
to property received for transportation on through bills of lad- 
ing caused by any participating carriers, with right to recoup- 
ment against carrier on whose line damages occurred, is a 
radical departure from common law as applied to liability of 
carriers for acts of others, and its effect should not be ex- 
tended beyond plain meaning of the language employed and 
its evident purpose. Interstate Commerce Act Sec. 20 (11, 12), 
as amended, 49 U.S. C. A. Sec. 20 (11, 12). 


The amendment to Interstate Commerce Act making both 
receiving and delivering carrier liable for all damages to prop- 
erty received for transportation on through bill of lading caused 
by any of participating carriers, with right to recoupment 
against carrier on whose line damages occurred, in so far as it 
applies to movements to an adjacent foreign country, covers the 
entire movement, and the amendment applies with equal force 
Whether damages arose on an intermediate line within United 
States or outside. Interstate Commerce Act Sec. 20 (11,12), 
as amended, 49 U. S. C. A. Sec. 20 (11,12). (Alwine vs. Penn- 
Sylvania R. Co., 15 Alt. 2d 507). 


MOTOR ACT PROSECUTIONS 


James Walter Huckabee, doing business as Huckabee 
Trucking Co., of Columbia, S. C., has been fined $2,000 on a 
plea of guilty in the federal court for the eastern district of 
South Carolina, Columbia division, to an information charging 
him with granting concessions, failing to comply with the Com- 
mission’s insurance requirements, permitting his driver-em- 
Ployes to drive in excess of the daily hours of service limita- 
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tion, and with failing to have on file certificates respecting the 
physical qualifications of his drivers, all in violation of the 
motor carrier act, according to a statement by the Commission. 
Half of the fine imposed was suspended for a probationary 
period of two years. The concessions grew out of shipments of 
alcoholic beverages, granite, hardware and canned goods in 
interstate commerce made between October 1, 1939, and Jan- 
uary 1, 1940. 

Dan Silbernagel, active manager of Silbernagel & Co., a 
wholesale grocery and liquor distributor with places of business 
at Pine Bluff and Little Rock, Ark., has been fined $250 in 
the federal court of the eastern district of Arkansas, western 
division, on his plea of nolo contendere to an information 
charging him with knowingly soliciting, accepting and receiving 
concessions from a common carrier by motor vehicle, the Com- 
mission has been advised. The entire fine was ordered paid 
immediately. The criminal charges were based on concessions 
allegedly solicited, accepted and received by the defendant 
from Lindley Truck Co. with respect to 15 shipments of empty 
beer bottles from Little Rock, Ark., to St. Louis, Mo. It was 
alleged the concessions arose by means of the motor carrier 
transporting from 700 te 752 cases of empty beer bottles in one 
shipment as 120 cases and charging a flat rate of $25 a load, 
when the lawful rate would have been between $35.72 to $35.28, 
depending on the weight of the shipment, according to the re- 
port to the Commission. 


Supreme Court Action 


The Supreme Court of the United States, by noting it had 
probable jurisdiction, indicated November 12 it would review 
the decision of the federal district court for Oregon upholding 
the decision of the Commission finding unlawful reduced rates 
on petroleum products in bulk from points in Oregon and 
Washington to points within and without those states. The 
ruling was made in No. 448, Henry A. Scandrett et al., trustees 
of the C. M. St. P. & P. et al., appellants, vs. United States, 
the Commission, and the Inland Empire Waterways Associa- 
tion et al. 

The court denied a petition for a write of certiorari to the 
Supreme Court of Florida in No. 487, Acme Freight Lines, Inc., 
petitioner, vs. J. M. Lee, as state comptroller of Florida, thus 
upholding a decision of the state court sustaining the Florida 
“Diesel act’? imposing an excise tax on motor vehicle fuel. 

The court denied petitions for writs of certiorari in Nos. 
466 and 467, to the U. S. district court for the southern district 
of New York, involving a plan of adjustment of the Peoria & 
Eastern Railway Co. The petitioners representing bondholders, 
contended that the court had erred in holding income bond- 
holders were not adversely affected by the plan of adjustment. 


B. & O. DERAILMENT 


Failure to control the speed of the train in accordance 
with interlocking signal indications caused the derailment of 
a Baltimore & Ohio passenger train on the tracks of the Read- 
ing at Weston-Manville, N. J., August 31, which resulted in 
the injury of 30 passengers and one dining-car employe, accord- 
ing to an investigation report submitted to the Commission by 
S. N. Mills, director of that body’s bureau of safety. 





Grain Transit in Court 


The petition of the grain and milling interests of Min- 
neapolis, Kansas City, Omaha, St. Louis, St. Joseph, Atchison, 
and Leavenworth for an injunction against the orders of the 
Commission that prohibit transit at these primary markets on 
the same basis as at interior points was heard in Kansas City, 
November 11, before a three-judge federal court consisting of 
Judge Seth Thomas, of the Circuit Court of Appeals, and dis- 
trict judges John Caskie Collet and Merrill E. Otis. A large 
number of representatives of state commissions, grain markets, 
and other interests were in attendance. 

The complainants were represented by attorneys M. W. 
Borders, of Kansas City, and Samuel J. Wettrick, of Chicago. They 
contended that the Commission exceeded its power and au- 
thority in creating a condition under which the primary markets 
are not permitted to transit on the same basis as interior points. 

In connection with the general grain rate case, the Com- 
mission held that the primary markets would have to transit 
exclusively on the so-called rate-break combinations, whereas, 
interior points are permitted to transit not only on the com- 
binations of rates, but also on lower through rates made to 
meet carrier competition. 

The effect of this was illustrated as follows: The propor- 
tional rate fixed by the Commission from Kansas City to Chi- 
cago is now 16 cents, which applies over numerous routes, some 
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of which are via Omaha. Any interior points on these routes, 
such as Des Moines, Cedar Rapids, Dubuque and Davenport, 
are permitted to transit on the 16 cent rate, while Omaha must 
pay a combination of 6% cents from Kansas City and 16 cents 
to Chicago, or a total of 22% cents. 

The attorneys for complainants contended that this was a 
clear case of unreasonableness, discrimination, and prejudice, 
and that nothing but a difference in transportation conditions 
could justify it; that the Commission specifically found that the 
transportation service and the mechanics of transit were the 
same; and, hence, that it could not as a matter of law order a 
difference in transit privileges. 

The Commission was represented by J. Stanley Payne, its 
assistant general counsel, and the government by Smith Brit- 
tingham, Assistant Attorney General. They contended that the 
primary markets were favored by having available the rate- 
break basis of rates, with fixed proportionals applicable over 
numerous outbound routes, and that the purpose of the adjust- 
—_ prescribed by the Commission was to equalize these con- 

itions. 

The attorneys for the complainants took the position that 
these advantages, if any, resulted from the location of the 
primary markets and were, therefore, natural advantages that 
the Commission had no right to attempt to equalize by a dif- 
ference in rates or transit privileges. 

The attorneys for the Commission also contended that to 
grant the transit sought by complainants would disrupt the rate 
structure, which was denied by the attorneys for complainants, 
who contended that, even if that were so, it would not justify 
the discrimination and prejudice created by the Commission. 
They pointed out that the Commission itself had said that the 
relief sought would merely permit the terminal markets to 
transit on an equality with interior transit operators on the 
same rates over the same route, and contended that they were 
entitled to this regardless of the incidental effects thereof. 

A number of parties intervened in opposition to com- 
painants. Their objection to the relief sought was based on the 
possibility of substitution of billing at the primary markets, 
which they contended would adversely affect them. In re- 
sponse to this, the attorneys for complainants pointed out that 
the preservation of the identity of grain was not required any- 
where; that the interior transit points were also free to select 
the most favorable billing; and that the selection of billing and 
the opportunity to substitute one grain for another was in- 
herent in all transit and not peculiar to rate-break markets, 
as specifically found by the Commission in the general grain 
case. 

At the conclusion of the arguments, the attorneys for the 
defendants got ten days within which to submit a brief. The 
attorneys for the complainants had previously submitted their 
opening brief and have five days to reply to defendants’ brief 
after it is submitted. The court indicated that it desired to 
dispose of the case as soon as possible and, therefore, limited 
the time for filing briefs. 





APPLICATIONS TO MERGER RULES 


The Commission, by order, has revoked and set aside 
special instructions dated April 9, 1934 relating to applica- 
tions to consolidate, merge, purchase, operate or control] rail- 
ways—procedure. It promulgated new rules and regulations 
on that subject (see Traffic World, Nov. 2, p. 1076) but failed 
at that time to issue an order revoking the regulations that 
had been in effect since April 4, 1934. 


MILWAUKEE REORGANIZATION 


Judge M. L. Igoe in federal court at Chicago, November 
13, gave his approval to the proposed plan for the reorganization 
of the Chicago, Milwaukee, St. Paul and Pacific when he signed 
drafts of proposed findings of fact and conclusions of law, 
determination of attorney’s fees, and the necessary orders in 
the case as prepared at his request by counsel for the railroad’s 
trustees. A. N. Whitlock, counsel for the trustees, in submitting 
the drafts, said they were consistent with Judge Igoe’s opinion 
issued October 21 (see Traffic World, October 26, p. 1023). The 
court also overruled objections to the plan filed by holders of 
Chicago, Terre Haute and Southeastern bonds and to the final 
firing of attorneys’ fees made by Israel A. Abrams, et al. (see 
Traffic World, November 2, p. 1087, and November 9, p. 1152). 


Cc. & E. |. REORGANIZATION 


Judge John P. Barnes approved in federal court at Chicago, 
November 12, the following trustees and agents for the Chicago 
and Eastern Illinois Railroad Company: Continental Illinois 
National Bank and Trust Company of Chicago, trustee of the 
reorganized company’s first mortgage bonds; Chemical Bank 
and Trust Company of New York, trustee of the general income 
mortgage bonds; City Bank Farmers Trust Company of New 
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York, transfer agent for the railroad’s class A and common 
stocks; Chase National Bank of the City of New York, registrar 
for class A and common stocks; Chemical Bank and Trust Com- 
pany, trustee to effect exchange of debtor’s general mortgage 
bonds deposited under general mortgage bondholders protective 
committee agreement, and the Trust Company of Chicago, 
trustee to effect exchange of debtor’s general mortgage bonds 
not deposited under protective committee arrangement. 

Judge Barnes also approved of the issuance of 20 shares 
of common stock to the road’s reorganization managers for 
special payments, and of arrangements for tax payments to 
the State of Indiana, in which the new company had been in- 
corporated. 


TEXAS CITY TERMINAL LOAN 


The Texas City Terminal Railway Co. has applied to the 
Commission, in Finance No. 3092, for approval of a loan of 
$1,897,000 to it by the Reconstruction Finance Corporation, 
to be evidenced by an equivalent amount of the company’s first 
mortgage 20-year, sinking fund, 4 per cent, series A bonds. 

It is proposed that the bonds shall be dated January 24, 
1941, mature January 24, 1961, bear interest at the rate of 4 
per cent per annum, payable semi-annually, on January 24 and 
July 24 of each year, and shall be issued under and secured 
by a first mortgage and deed of trust.. Proceeds of the bonds, 
together with such additional cash of applicant as may be 
required, will be used to retire and discharge at their maturity, 
January 26, 1941, the presently outstanding first mortgage 6 
per cent bonds of applicant aggregating $1,897,700. The series 
A bonds will be subject to redemption provisions. Security for 
the payment of bonds issued under the mortgage shall be a first 
lien on the properties and franchises of the applicant, including 
all the capital stock, 2,750 shares, of Terminal Industrial 
Land Co. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has announced certification 
of the Brotherhood of Locomotive Firemen and Enginemen to 
represent the craft or class of locomotive engineers employed 
by the Bessemer & Lake Erie Railroad Co. Records of the board 
showed that at the time the application was received these 
employes were represented by the Brotherhood of Locomotive 
Engineers. In the election, 41 voted for the Brotherhood of 
Locomotive Firemen and Enginemen and 39 voted for the 
Brotherhood of Locomotive Engineers. 

The United Transport Service Employes of America has 
been authorized to represent ushers (red caps) employed by 
the Chicago, Burlington & Quincy Railroad Co. 

Supported by all the votes of employes in the election, the 
International Brotherhood of Firemen and Oilers, Helpers, 
Round House and Railway Shop Laborers, operating through 
Railway Employes’ Department, American Federation of Labor, 
has been certified to represent the power house employes and 
railway shop laborers employed by the Pittsburgh & West 
Virginia Railway Co. 

Dining car stewards employed by the Atchison, Topeka & 
Santa Fe Railway System (Fred Harvey Service, Inc.), have 
elected the Brotherhood of Railroad Trainmen to _ represent 
them. 


R. B. A. MEETING 


The Railway Business Association held its annual meeting 
and dinner at the Commodore Hotel in New York, November 
14. There were no speakers at the dinner. At the meeting 
held prior to the dinner the present officers, headed by Harry 
A. Wheeler, president, were reelected with the exception of 
J. D. A. Morrow, of Pittsburgh, Pa., as a member of the gov- 
erning board. Lowell R. Burch, president of the New York 
Air Brake Co., was elected in place of Mr. Morrow. 


N. A. R. U. C. ANNUAL CONVENTION 


The formal call for the fifty-second annual convention of 
the National Association of Railroad and Utilities Commis- 
sioners to be held at the Miami-Biltmore Hotel, Miami, Fa., 
December 10-12, inclusive, has been issued (see Traffic World, 
Oct. 5, p. 816). 

Under the general subject of coordination of federal and 
state regulation of motor carriers it is set forth that the topics 
for discussion will be section 204(a) (4a) and other amendments 
contained in the transportation act of 1940 which affect co- 
operation between state commissions and the Interstate Com- 
merce Commission; reciprocity agreements between states relat- 
ing to motor carriers operating in more than one state; what 
should be the controlling considerations in the fixing of motor 
carrier rates; and uniform motor freight and rail classification. 
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November 16, 1940 


A. A. R. Annual Meeting 


Railroad Association Holds First Open Meeting— 
Usual Closed Session Also Held—Many Angles 
of Rail Problem Discussed 


(By a staff correspondent at New York) 


Characterizing the meeting as an “experiment,” J. J. 
e Pelley, president of the Association of American Rail- 
roads, opened the first session of the first open annual meeting 
held by the association at the Biltmore Hotel November 13. 
The usual annual closed session of the association was held 
the afternoon of that day. : 

“We have prepared for you a program that I believe will 
be pleasant and quite beneficial,” said Mr. Pelley. 

Attitudes of investors, farmers and shippers toward pres- 
ent-day railroad services and problems and suggestions by 
spokesmen for these groups as to how the railroads might 
increase their revenue and serve the public better held the 
attention of about seven hundred railroad executives and others 
who attended the opening session. 

Speakers in this session and their topics were: John A. 
Stevenson, president of the Penn Mutual Insurance Co., “The 
Railroad Situation from the Sitandpoint of Investors;” Donald 
Kirkpatrick, general counsel for the American Farm Bureau 
Federation, “Railroads and Agriculture;” J. E. Bryan, presi- 
dent of the National Industrial Traffic League, “The Railroad 
Situation from the Standpoint of Shippers,” and C. E. Smith, 
vice-president of the New York, New Haven and Hartford 
Railroad, “Railroads and Research.” 

Speaking as one charged with the responsibility of invest- 
ing life insurance policyholders’ money, Mr. Stevenson said that 
a sizeable proportion of that money had, in past years, flowed 
into railroad securities. One of the greatest ‘‘and almost criti- 
cal” problems for life insurance companies, he pointed out, 
was that of finding safe and productive investments for the 
money received by them from sixty-four million policyholders. 

“In the past,” Mr. Stevenson observed, “the expansion and 
improvement of railroads furnished one of the best and largest 
fields for putting our trust funds to work. During recent years, 
this field has shrunk materially, and its contraction has inten- 
sified the problem of safe and secure investment. The manage- 
ment of all fiduciary institutions would be delighted to see 
the railroads again encouraged to enter the capital market 
freely on an accelerated program of revenue producing better- 
ments and improvements. We realize, of course, that there is 
little if any need to build into new territory. But the enthusias- 
tic reception accorded to such recent developments as the new 
high-speed streamlined trains, as well as the demand, which I 
am told exists, for new types of freight equipment, for instance, 
indicate that the further possibilities of progress are almost 
limitless, provided incentive and encouragement are forth- 
coming.” 

Mr. Stevenson maintained that if the railroads could be 
perpetuated as self-sustaining enterprises, he would consider 
that as one of the surest safeguards of an economic system 
based on the private ownership of property and the freedom 
and initiative of the individual, but that if the railroads did not 
have the opportunity to keep their present status the first 
definite step toward state socialism had been taken. 


After citing the margin between income and outgo as 
the basis for security of income on railroad investments already 
made, Mr. Stevenson said that in the last 20 years the rail- 
roads had been subjected to two sets of unfavorable influences, 
one tending to diminish their revenues, the other to increase 
their expenditures. These could have only one outcome if 
long enough continued, he remarked. 


Commercial highway carriers had used highways for their 
+ ston gain without adequate payment for their use, he 
charged. 


“Indeed, as highway costs have so far considerably ex- 
ceeded the total contributions toward those costs made by 
motor vehicle users,” he said, “highway transportation has re- 
mained a tax consumer, whereas railroad transportation has 
been a tax producer, actually contributing toward the sub- 
Sidies enjoyed by its competitors. Waterway and air transport 
also lean heavily upon the taxpayer . . . In contrast, the atti- 
tude of the government toward the railroads has been chiefly 
regulative and restrictive.” 


He advocated the abolition of subsidies and all inequalities 
of treatment as between various agencies of service, and the 
imposition of tolls on users of artificial inland waterways. 

Passage of the transportation act of 1940 had laid the 
basis for clarifying the railroad problem, he asserted, adding 
that the greatest possibilities for good in the new act lay not 
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so much in its regulatory provisions as in the new three-mem- 
ber transport board for which it provided. 

“While this board has not yet been appointed, if men of 
proper caliber are named to it, they have it in their power 
to fulfill one of thenation’s greatest needs—the formation of a 
national transportation policy, such as the committee of six 
recommended, to end wasteful competition, place all agencies 
of service upon the basis of equal opportunity, and reduce the 
national transportation system to order,” he said. 

Mr. Stevenson recommended that railroad operators give 
more serious thought to development of the motor truck as 
an auxiliary of the railroads. He discussed the toll charges 
on the new 160-mile Pennsylvania super-highway between Har- 
risburg and Pittsburgh, contending that trucking interests seek- 
ing a reduction in tolls might be seeking “something for 
nothing.” 

Factors increasing expenditures of railroads, he said, were 
the wage scales which, he said, were at an all-time high; legis- 
lation such as the “full crew” law, which had been declared 
unconstitutional in Pennsylvania; higher costs of materials and 
supplies used by railroads; improvements in facilities and serv- 
ice which had been made in railroads within the last decade, 
and the “constantly mounting” tax bill. 

Taxes last year amounted to 86 per cent of the funded 
debt of the railroads, he pointed out. Current tax payments 
in dollars had been nearly at the levels of the most prosperous 
pre-depression years, although the net operating revenue of the 
railroads had gone down approximately 40 per cent, with taxes 
consuming one-third of it, he added. 

“Every intelligent man knows,” he declared, “that rail- 
roads are necessary to our country, whether in peace or war, 
and will continue to be indefinitely; for to do the yeoman car- 
rier work of the nation there is no agency in existence or in 
sight to replace them. As a sounder general prosperity returns 
to us, the railroads will share in it as in the past, and will do 
their part to make it possible.” 


Farmers and Railroads 


Mr. Kirkpatrick, in discussing the relationship of railroads 
to agriculture, cited the competition of other forms of trans- 
portation, inadequacy of terminal markets serving many of the 
large cities, and a need for readjustment of freight rates on 
farm products as elements which had caused a decline in ship- 
ments of agricultural products on railroads. 

“American farmers,” he said, “are vitally interested in 
the maintenance of a highly efficient transportation system. 
Most of our commercial farmers live in the south, the midwest 
and the far west, while a great part of the consumer market 
is concentrated in the industrial northeast . . . It is estimated 
that the commercial supply of fresh fruits and vegetables, most 
perishable of all farm commodities, travels an average of 1,400 
miles on its way from producers to consumers . . . The city 
of New York receives approximately 40,000 carloads of fresh 
fruits and vegetables, or about one-fifth of its local supply, 
from California producers every year.” 


Agricultural products, including mineral and forest prod- 
ucts, accounted for 17 per cent of all freight shipped on the 
nation’s steam railways and for 26 per cent of railway freight 
revenue in 1939, he said. He quoted the following from a reso- 
lution adopted by the American Farm Bureau Federation: 


Rules and regulations causing enforced costs entering railroad 
operations and transportation rates of railroads should be adjusted to 
the extent necessary under efficient operations to permit improvement 
of services and a reasonable return on prudent investment. On the 
other hand, the railroads must continue under such reasonable regula- 
tion as will assure the public fair and reasonable rates and adequate 
service; but the purposes of such regulation should be to foster and 
encourage, rather than to restrict, sound and orderly development and 
operation of an efficient and economical railroad system. 


Mr. Kirkpatrick reviewed developments that caused a 
surplus of farm products and the dwindling of farm markets 
as the depression set in. In 1932, he said, production on farms 
was still 99 per cent as great as in the 1925-29 period, while the 
production of freight service had fallen to 54 per cent and 
production of passenger service to 51 per cent of that base 
period. Farm prices, on the other hand, went down to 44 per 
cent of the 1925-29 average, while railroad freight revenue 
a ton-mile was still 97 per cent as great and revenue a pas- 
senger-mile was 77 per cent as great as in the most prosperous 
base period, he pointed out. Farmers could not help wondering 
if rigid rates were not a factor in the situation, he added. 

_ After asserting that the production control features of the 
soil conservation program were in no sense a program of 
scarcity, Mr. Kirkpatrick said it was not likely that the farm 
program had greatly reduced the volume of farm products 
shipped to market. 

“Even with a production control program in effect for 
several of our major crops,” he declared, “total production of 
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agriculiural products in 1939 was 107 per cent of the 1924-29 
average. In so far as the farm program is stimulating in- 
creased consumption, it is increasing the volume that moves to 
market. In so far as the farm program has improved farm 
prices, it has also tended to increase the proportion of their 
total supply farmers will sell. The volume of agricultural 
products transported by railroads is smaller today than it was 
in 1939, but this is largely due to the competition of other 
forms of transportation.” 

Increased farm income under the agricultural adjustment 
act gave farmers greater buying power and helped the rail- 
roads, he maintained. He said shipments of farm implements 
and machinery increased 161 per cent in the first year of the 
farm program and jumped to 309 per cent the following year. 

Pointing to the diversion of agricultural product shipments 
from railroads, Mr. Kirkpatrick noted that rail shipments of 
fresh fruits and vegetables dropped from 1,000,000 carloads in 
1931 to 800,000 in 1937, while total production increased about 
15 per cent. 

“If the railroads had merely held their own relative to 
other methods of transportation, they would have hauled 
1,150,000 carloads in 1937, instead of 800,000,” he said. “One 
of the important reasons for the loss is inadequacy of the ter- 
minal markets now serving many of our large cities. The 
principal wholesale fruit and vegetable market in Philadelphia, 
for example, is located some distance from rail facilities. A 
farmer shipping fresh tomatoes to Philadelphia by rail must 
truck the tomatoes from his farm to the railroad, pay freight 
to Philadelphia and then pay cartage charge of around $30 a 
car from the railroad station to the wholesale market where 
they are finally sold. In some cases rail shipping means an 
extra middleman. Often it means extra handling and delay, 
both of which are important causes of deterioration.” 

The speaker pointed out, also, that only one rail line had 
a direct freight connection with Manhattan and this line did 
not go into Washington street where most of the wholesale 
stores were located. The increasing importance of motor trucks 
as fruit and vegetable carriers had shifted so much of the 
wholesale business to Washington street that rail receivers 
were forced to truck a considerable part of their produce to 
Washington street stores. 

“To date the railroads have not taken the constructive 
action required to prevent the diversion of fruit and vegetable 
shipments to truck lines,” he said. “If the railroads really 
want to retain their fresh fruit and vegetable business they 
must get together and cooperate with other groups in an effort 
to get complete markets located where rail delivery can be 
made into the market buildings as easily as truck delivery.” 

Much of the loss of live stock shipments by the railroads, 
he commented, was traceable to failure of the carriers to make 
adjustments to meet competitive transportation systems. He 
observed also that the application of the service principle in 
rate-making had placed a disproportionate rate burden with 
respect to cost of service on commodities of relatively high 
value and on short haul traffic. This had been an open invita- 
tion for truck companies to undercut rail rates on this type 
of traffic, for it was the very type trucks were best adapted 
to handle, he claimed. 

“The old philosophy of raising prices in boom times to 
pay higher operating costs and raising them again in depression 
te compensate for reduced volume hurts both the farmer and 
the railroads,” he declared. “Research has shown that farmers 
tend to sell more of a given supply when prices are relatively 
high than when prices are relatively low . . . High rates cannot 
insure railroad prosperity. Rates alone mean nothing. It’s rates 
limes volume that tell the story of transportation revenue.” 

Mr. Kirkpatrick said “farmers want to know” whether the 
railroads could handle increased business when it arrived, 
because “a serious car shortage hits farmers first,’ and added 
that the large percentage of the present car supply verging on 
the retirement age was “another alarming fact.” He urged, 
in conclusion, that a conference of representatives of the rail 
brotherhoods, organized agriculture, and the rail carriers be 
called for discussion of a common ground on which the mutual 
and public interest could be served. 


Shipper Viewpoint 


Mr. Bryan, explaining that his views were not necessarily 
those of any organization to which he belonged, said the sit- 
uation of the railroads was that they had an ever-decreasing 
net or gross income and insufficient funds in the till. He then 
proceeded to outline, from the shippers’ point of view, methods 
by which railroad services could be improved. 

“Your competition has greatly increased,” he said, “and 
on the whole there is not much change in our conditions as 
they existed when the country went into a huddle to consider 
the railroad situation. We still have a situation as regards 
transportation as a whole which, in my humble opinion, is an 
unhealthy one.” 


TRAFFIC WORLD 


Mr. Bryan averred that while the railroads had done good 
work in taking care of peak loads, there had been some criti- 
cism of the manner in which ordinary day-to-day business to 
and from off-line points had been taken care of. 

“T believe that most of you have been building from the 
top down,” he said. “You are faced with a new form of com- 
petition today, one which was not dreamed of 20 years ago— 
at least to the extent that it has reached now. That competi- 
tion began with the taking from you of merchandise consisting 
of less than carload traffic. Frankly, I do not believe that there 
has been enough concerted effort on the part of carriers to take 
back that merchandise traffic, most all of which moves at the 
higher class rates and is remunerative. 

“In all my experience and in the experience of many of 
my friends with whom I have talked on this subject, there has 
been no effort on the part of your soliciting forces to show 
to me and to them how their less-than-carload or merchandise 
traffic might be moved to better advantage by the rails than 
by the trucks.” 

_ Mr. Bryan said off-line traffic was another bugaboo io 
shippers. 

“I know of many a case,” he asserted, “in which it takes 
from four to eight days to deliver a shipment by rail not more 
than 200 or 300 miles distant from its point of origin. Over- 
night service by your competitors puts that freight in the hands 
of the consignee at his door early enough in the morning for 
him to get the advantage of it when he opens his place of 
business . . . Something should be done, I believe, to take care 
of this branch line business. There is a wealth of it available.” 

Mr. Bryan revealed that in his industry—that of paper 
mills—means had been organized to take care of less than 
carload shipments by concentrating all freight at a given point, 
customers being served on stated days. 

The speaker also made the criticism that railroads had 
adopted “Alphonse and Gaston” tactics. 

“T find that the average transit time from Chicago to the 
Pacific,” he said, ‘“‘was about five days; yet deliveries were not 
made to the customers out on the coast until the seventh day, 
because, forsooth, another route could not possibly make de- 
livery until that day. Therefore, Alphonse said to Gaston, ‘I 
will wait until you get in, and I will deliver my goods then,’ 
The customer waiting for his goods found them in the outer 
yards, and he could not pry them out of there with a crowbar 
or even by using dynamite.” 

Mr. Bryan regarded as unnecessary the delay of shipments 
because of their being held in cars “in the outer yard” for 
hours, when trucks could make immediate delivery of the ship- 
ment to the consignee. He said that was the service which 
rails must meet in competition. 

“There are many instances,” he continued, “‘where the truck 
rates are considerably higher than the rail rates. Yet, in spite 
of that situation, the volume of tonnage is moving by truck at 
the high rates. Therefore, the lesson inherent in that situation 
is that you must concentrate upon service. There must be some 
means of auxiliary service to meet that situation rather than 
the present condition.” 


Mr. Bryan urged that carriers tell their problems to the 
shippers, as shippers told theirs to the carriers, their rate com- 
mittees and their classification committees. 

He concluded by offering the assistance of the National 
Industrial Traffic League to railroad executives in dealing with 
complications that might arise as a result of the national de- 
fense program. 


Railroads and Research 


Many improvements for greater safety and economy of 
operation of railroad transportation were mentioned by Mr. 
Smith in his address on “Railroads and Research.” 

He pointed out that on many large railroads, well organized 
staffs or individuals were found in the executive, traffic, operat- 
ing, engineering and accounting departments who devoted their 
entire time to research, and that many railroads had well- 
staffed research departments, interested particularly in re- 
search into the economics of railroading. The A. A. R., he 
said, was appropriately organized to supervise the most ex- 
tensive research work for the railroads as a whole. He de- 
scribed the manner in which various departments of the 
Association and the 27 standing committees of its engineering 
division directed research into matters in which each com- 
mittee was concerned. 

Discussing research in the mechanics of railroading, Mr. 
Smith said, so much specialized research was needed to pro- 
duce what the railroads required that certain manufacturers 
specialized in railroad supplies which had resulted in a large 
and important railroad supply industry. 

“In addition to stimulating research by manufacturers,” he 
continued, “the railroads themselves with their own organiza- 
tions conduct research to determine what types of materials 
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and equipment are best suited to their needs, for safety, de- 
pendability, efficiency, comfort, economy and to building up 
revenues. ... The stores list of any large railroad includes over 
70,000 separate items.” 

Among new developments used by railroads, the speaker 
cited electric transmission and operation of rail cars; double 
and Diesel lightweight train; Diesel-electric switch engine; 
lightweight de luxe passengers coaches; high-speed locomotives; 
self-propelled passenger cars; the Sperry rail-detector car, for 
detection of points in rails where fissures are developing; the 
“eontrolled cooling” of rails, designed to do away with internal 
fissures of rails; welding and heat treating of rail ends; welding 
rails of standard length into long, continuous stretches with- 
out joints; de luxe all-metal cars, well lighted and temperature 
and air controlled throughout the year, and increases in the 
over-all speed of passenger trains. 

“Research into fuel consumption has resulted in reduction 
of coal consumed in freight service . . . reducing the railroads’ 
coal bill $100,000,000 a year,” Mr. Smith said. 

Further speeding up in recent years required better braking 
systems, he pointed out. A total of about $5,000,000 was spent 
by the railroads and air brake manufacturers on research, with 
the result that better air brakes now were being applied to 
cars, he added. 

Mr. Smith mentioned, as contributors to the development 
of better and safer railroad service, Dr. W. F. M. Goss, Thomas 
A. Edison, George Westinghouse, George M. Pullman, Dr. F. E. 
Turneaure of the University of Wisconsin, Dr. A. N. Talbot and 
Dr. H. F. Moore of the University of Illinois, Dean A. A. Potter 
of Purdue University, Dr. Hermann von Schrenck, of St. Louis, 
Mo., and others. 

“When better railroad transportation can be performed,” 
Mr. Smith said, “American railroads will perform it. When you 
hear a suggestion as to how railroad service may be improved, 
it is a 100 to 1 shot that the suggestion has already been studied, 
but—pass it on to a railroad executive. He will go into it 
thoroughly. No industry is more receptive to new ideas.” 


A. A. R. Closed Session 


At the closed session of the Association of American Rail- 
roads held the afternoon of November 13, the association 
adopted a resolution on railroads and defense, reelected the 
board of directors and approved the annual budget for the 
work of the organization. 

No other action was taken, according to the information 
given out after the meeting which lasted about two hours. 
After the member road meeting the board of directors met and 
reelected the officers of the association. The resolution adopted 
by the association follows: 


In the operation of a continent-wide system of rail transportation, 
each railroad has responsibilities to every other railroad, and all of 
them together have the responsibility of providing the nation’s essen- 
tial low-cost mass transportation. The member roads of the Associa- 
tion of American Railroads, therefore, assembled in annual meeting, 
do hereby renew their pledge to those whom they serve, that indi- 
vidually and in cooperation with one another and with the government 
of the United States, they will continue to meet to the full the de- 
mands of commerce and the needs of national defense. 


Officers Elected 
The board of directors was elected as follows: 


J. J. Pelley (ex-officio); L. W. Baldwin, chief executive officer, 
Missouri Pacific Lines; G. D. Brooke, president, Chesapeake & Ohio; 
M. W. Clement, president, Pennsylvania; Geo. B. Elliott, president, 
Atlantic Coast Line; E. J. Engel, president and chairman of executive 
committee, Atchison, Topeka & Santa Fe; E. S. French, president and 
chairman, executive committee, Boston & Maine and Maine Central; 
F, J. Gavin, president, Great Northern; J. B. Hill, president, Louis- 
ville & Nashville; W. M. Jeffers, president, Union Pacific; A. D. Mc- 
Donald, president, Southern Pacific; Ernest E. Norris, president, 
Southern; L. R. Powell, Jr., receiver, Seaboard Air Line; E. W. 
Scheer, president, Reading; M. S. Sloan, president, Missouri-Kansas- 
Texas; Daniel Willard, president, Baltimore & Ohio; R. L. Williams, 
chief executive officer, Chicago & North Western; and F. E. William- 
son, president, New York Central. 


, The officers as reelected by the board of directors fol- 
ow: 


J. J. Pelley, president; M. J. Gormley, executive assistant; Robert 
S. Henry, assistant to the president; Dr. C. S. Duncan, economist; 
R. V. Fletcher, vice-president and general counsel; J. Carter Fort, 
general solicitor; J. M. Souby, assistant general counsel; C. H. Buford, 
vice-president, operations and maintenance department; A. F. Cleve- 
land, vice-president, traffic department; E. H. Bunnell, vice-president, 
finance, accounting, taxation and valuation department; H. J. Forster, 
secretary-treasurer, and S. J. Strong, assistant secretary-treasurer. 


The approved budget for 1941 carries an increase of 
$300,000 for the public relations work of the association which 
is carried on under the supervision of Mr. Henry. The ap- 
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propriation for that work for the present year is $660,000 
which, it was stated, was about half of what had been pre- 
viously provided. Mr. Henry said no major change was con- 
templated in the public relations program other than an 
enlarged effort along the lines now being followed. 

Reports were received from the various departments of the 
association, reviewing their activities. 

The night of November 13 a radio broadcast in which the 
railroads and national defense were discussed was participated 
in by Mr. Pelley; Mr. Clement, of the Pennsylvania; Mr. Gavin, 
of the Great Northern, and Mr. Norris, of the Southern. 


The Banquet 


Representative Clarence F. Lea, of California, chairman 
of the House committee on interstate and foreign commerce, 
gave the principal address on the banquet program concluding 
the opening day. Approximately seven hundred attended the 
banquet. Mr. Lea’s subject was ‘Railroads and the Federal 
Government.” 

Mr. Pelley, before introducing R. V. Fletcher, vice-presi- 
dent and general counsel of the A. A. R., who was toastmaster, 
spoke briefly on “Railroads in the Defense of the Nation.” 
Ralph Budd, president of the Chicago, Burlington & Quincy, 
transportation member of the national defense advisory com- 
mission, was to have delivered the address on the role of rail- 
roads in the defense program, Mr. Pelley said, but was unable 
to attend the meeting. 

“We are indeed fortunate,” Mr. Pelley remarked, “to have 
a man of such ability and experience available for such an 
important assignment.” 

He asserted that the key of national defense was efficient 
utilization of all national resources and maintained that rail- 
roads were the backbone of the defense system. 

“The railroads today are adequate, efficient and ready,” 
he said. “‘They are ready to move anything, from the smallest 
package to the largest tank or gun that can be or will be built. 
Our railroad system is the only agency of transportation that 
provides universal transportation. . . . We have already met 
an emergency; we will be prepared in the future. We are more 
thoroughly organized now than in the last World War. We 
have learned some things; and we have capitalized on that 
knowledge. . . . There need be no fear of any breakdown or 
shortage of rail transportation, come what may.” 

Mr. Fletcher, as toastmaster, said he understood his as- 
signment to be that of ‘master of the toast,” wherefore he 
proposed, first, a toast to the President of the United States, 
then a toast to the leader of the minority party, Wendell L. 
Willkie. The second toast was greeted by a spontaneous out- 
burst of cheers. 

Seated at the speakers’ table and introduced by Mr. Fletcher 
were: A. W. Vogtle, president of the National Association of 
Shippers’ Advisory Boards; J. E. Bryan, president of the Na- 
tional Industrial Traffic League; Harry A. Wheeler, president 
of the Railway Business Association; and J. M. Hood, presi- 
dent of the American Short Line Railroad Association. 

In presenting Mr. Lea, Mr. Fletcher said that congressional 
committees controlled the nation’s destinies and pointed out 
that Mr. Lea was the nominee of Democrats as well as Republi- 
cans in his district. 

Mr. Lea said he wished to speak on some phases of rail- 
roads and the public interest. In recent decades, he said, the 
nation had accepted the doctrine that the public interest was 
the primary consideration in the regulation of transportation 
agencies. 


“Tf you should appear before our committee seeking legis- 
lation concerning railroads at the next session of Congress,” 
said he, “the primary yardstick we would attempt to apply 
would be whether or not your proposals are in the public in- 
terest. If your proposal is to adopt some measure that would 
benefit the rail carrier, or other transportation agencies, con- 
sistently with the public interest, we would recognize that as 
a legitimate reason for legislation. 

“T would not attempt to speak for our committee, or any 
other committee of Congress, but not without reason, I would 
like to feel that the railroads, or any other transportation 
agency, or, in fact, any class of business men may appear 
before us in the next session of Congress and present their 
case with a feeling that our committee will give you a fair 
deal and a square deal.” 

In referring to government ownership and operation, Mr. 
Lea said, in his opinion there was one. insuperable objection 
to it—that it was hard to conceive of such an operation free of 
those political influences that would more than counterbalance 
any advantages from unified government ownership and opera- 
tion. 

Making domestic water carriers subject to the regulatory 
jurisdiction of the Commission, as provided in the new trans- 
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portation act, said he, and thus providing for unified control 
thereof with land carriers, was “one great step absolutely es- 
sential, looking towards the betterment of our regulatory 
system.” 

“No pretense will be made that our regulatory system is 
complete or perfect,” said he. ‘Time and experience will point 
the way to other betterments. I am bold to predict that within 
a few years the carriers who resisted water regulation will be 
advocates of that system . . . With the duplicated service that 
can now be afforded by rail, highway, and water, the carriers 
—_— the protecting power of regulation fully as much as the 
public.” 

Regulation was not alone for the benefit of the public, 
said he. 

“The shipping and consuming public of this country cannot 
receive their just protection unless regulation looks also to the 
benefit of the carriers themselves—the protection against unfair 
methods of competition whether resorted to by the competitor 
voluntarily or when driven by necessity,” said he, adding: 


In the legislation which Congress recently enacted we attempted 
to prescribe no magic remedies, we provided for no subsidies, we gave 
no guarantees. We had no hope of maintaining transportation agencies 
that exist without economic justification. The ultimate end that we 
hope for is that the road economically justified shall operate on a self- 
supporting basis, and in the course of years receive an income that will 
justify investors’ financing it as a successful going concern. 

We recognize that a successful railroad needs a good volume of 
traffic, efficient management, reasonable expense accounts, protection 
in the enjoyment of reasonable rates, and fixed charges within sound 
financing. It should have protection against extortionate local taxes, 
excessive amounts of bonds, particularly at high rates. It must in the 
course of years bring in a return to its owners that will justify and 
attract investors. 

Only in part, at least, can the law or regulation give to carriers 
these essentials of successful operation. A very large part of the 
problem must be that of railway management. 


Mr. Lea spoke of the development of highway and water- 
way transportation and asserted that the federal and state 
governments within three decades had developed rivers, har- 
bors, and highways, “and for free use, as never before.” The 
declaration of national transportation policy in the new act, 
said he, was a recognition of the need of impartial justice as 
between all different transportation agencies, and to a great 
degree recognized the interest of the people of the nation in 
the welfare of the transportation agencies themselves. 


Coordination 


“I regard the coordination of our various competitive trans- 
portation agencies as a problem of the first magnitude in our 
regulatory system,” said he. ‘On its success depends the suc- 
cess of the regulatory system itself . .. A coordinated system 
of transportation, as well as justice between these competitive 
agencies, requires that through a just rate structure these 
agencies will find their place economically justified in the com- 
petitive field . . . In the proper adjustment of the rate struc- 
ture there should be little room for cutthroat competition; 
neither should there be justification for excessive rates because 
of lack of competition. It may well be that carrying out this 
purpose will require a greater degree of initiative by the In- 
terstate Commerce Commission in establishing a proper rate 
structure than has heretofore been the practice.” 

The need of low cost transportation was apparent to all, 
said he, adding there could be no arbitrary rules of rate mak- 
ing—that the elementary principles of rate making, to a de- 
gree, must yield to the necessity that would let the traffic move 
and permit a reasonable latitude that competitors must share 
in the traffic. 

“We accept, as a basic principle, that the carrier is en- 
titled to a reasonable rate,” said he, adding that that was not 
only fairness to the carrier but desirable to the public as a 
national policy. 

In commending the Commission as a regulatory body, Mr. 
Lea said no matter how wise might be the legislation Con- 
gress provided as a guide post for it, there still rested with it 
a great responsibility for the results that might be achieved. 


“Social Justice” for Business 


Mr. Lea declared for “more social justice for the business 


man” in the following part of his address which did not relate 
directly to transportation: 


Searcely less important is the responsibility of a popular govern- 
ment to secure for its people ‘‘social justice.’’ I do not use that term 
as Father Coughlin would use it. By social justice I do not mean 
financing improvidence or simply taking from those who have to give 
to those who have not. Nothing is more creditable to a humane and 
enlightened government than a just and generous response to the wants 
of our deserving needy in misfortune’s dreary hour. We cannot afford, 
within the bounds of our reasonable capabilities, to refuse to invest 
in our greatest resources, youth and men and women. 





TRAFFIC WORLD 


The point that I would like to emphasize at this particular hour 
is that industry, frugality, production, trade, commerce, business jp- 
vestment and employment are the sources from which have come these 
favorable accomplishments of our nation. To continue these accom. 
plishments, to advance these humane functions, to continue and raise 
the standard of the life of our pecple, we are dependent on these 
sources of strength. 

One of the greatest things that progress of government can accom- 
plish is to make it easier for men, whether rich or poor, to secure and 
maintain their just rights. The opportunity for advancement in our 
country, as I see it, includes the need of more social justice for the 
business man. 

We have nothing to gain from giving organized wealth or any 
business unjust privileges to take advantage of those less able to take 
care of themselves. We may have much to gain by removing prejudice 
against business because it is business or because it represents wealth, 
We may, with profit, reappraise the laws of our country and their 
administration with a view of removing all unjust or needless handi- 
caps to business. I have as little desire to give business any unjust 
privileges as any man. We should want to remove only those handi- 
caps that can be eliminated for the best interest of the country. To 
the extent we can give business assurance of a friendly government, 
or dependence on stabilized conditions, or elimination of unnecessary 
handicaps, we help everybody in the land. Good clean legitimate busi- 
ness helps all, and none more than the man who, by the sweat of his 
brow, earns a living for himself and his family and in daily toil seeks 
the welfare of their future. 


Final Session 


In the final session of the convention, six speakers on the 
general topic, “Railroad Service and How It May Further Be 
Improved,” offered a variety of ideas for increasing revenue 
and expressed the belief that, putting these ideas into pract:ce, 
the railroad business could progress successfully despite in- 
creased competition. 


The speakers, all introduced by Mr. Pelley, were: Charles 
Donley, past president of the National Association of Shippers’ 
Advisory Boards; J. A. Phillips, chairman of the Railway Labor 
Executives’ Association and president of the Order of Railway 
Conductors; E. E. Norris, president of the Southern Railway 
System; R. H. Smith, vice-president and general manager of 
the Norfolk & Western Railway Co.; J. T. Saunders, vice- 
president, system freight traffic, Southern Pacific Co., and 
Jacob Aronson, vice-president, law, New York Central. 


Mr. Donley submitted eight suggestions for improving ra|l 
service. They were: (1) encouragement of and cooperation 
with the Shippers’ Advisory Boards; (2) closer study by rail- 
roads of the requirements of shippers and of certain types of 
service to meet particular needs; (3) cessation of “regimented, 
frozen freight rate trends,” maintaining service and the cost 
of it a flexible fabric of rates and fares; (4) better training of 
railroad service salesmen in freight departments; (5) giving 
consideration to returning local agents to places where such 
agents are no longer employed; (6) coordination of activities 
between railroad purchasing agents and their salesmen; (7) 
consideration of plans for advertising freight service, in a way 
similar to the advertising of passenger service; and (8) more 
extended use of district managers of the A. A. R. as a means for 
coordination of rail service. 


Abolition of the “monopoly mind” from all the ranks of 
railroading was advocated by Mr. Norris. He said the fact 
that the railroads had a monopoly in transportation for 50 
years had produced the “monopoly mind” in the railroad 
business and that this attitude, together with years of rigid 
regulation and rule-worship, had produced “a bumper crop of 
apathy, unfriendliness and cold-blooded, caustic efficiency.” 


“It is in the difference between the attitude, the words 
and the actions of railroad men, and the attitude, the words 
and the actions of workers in competing transport agencies 
that we find the first answer to the question of how to im- 
prove railroad service,” he said. “Gather together a group 
of the keenest minds on your railroad. Send them out to 
call at railroad stations and offices, at airline terminals and 
at the offices of the bus and motor truck lines. Let them ask 
questions—the kind of questions that shippers and passengers 
ask. Let them keep their eyes and ears open for every eVi- 
dence of how these competitors treat their customers. The 
report your men will turn in—if it is free of prejudice—will 
probably shock you. . . . Our report from just this procedure 
certainly jolted us. So much so, that we still consider the 
job of humanizing the Southern railway to be our first ob- 
jective in the fight to live as a solvent, useful enterprise. So 
much so, that I am convinced that the first and most impor- 
tant step in any sincere effort to improve railroad services 
is the task of finding some cure for the hangover from yes- 
terday’s monopoly jag.” 


Mr. Phillips, as a spokesman for organized labor, offered 
the opinion that railroads have spent too much on equip- 
ment and not enough on wages of their employes. He said 
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November 16, 1940 


he did not believe the railroad industry was helping itself 
when it substituted large locomotives for small ones. Digress- 
ing from his prepared text, he told his hearers that last year, 
while traveling in England, he studied the railroad industry 
of that country and observed that English railroads were still 
using small locomotives and light cars, operating on light 
rails, and, he added, “not one mile of these railroads is in 
receivership.” 

‘TJ submit,” he said, “that you cannot move the world 
with one engine and one caboose, one engine crew and one 
train crew and take your place as an effective competitor 
in the transportation field of tomorrow. . . . I suspect that 
the welfare of the industry and the nation of the future will 
not be advanced by following a program of enlarging the size 
of teaspoons so that we can take one bite where formerly 
we took two. .. . Business men of the future might well con- 
sider a program of increasing purchasing power of the work- 
ing people even though reduced profits be the result. Such 
a program would give the railroad industry increased ton- 
nage and thereby enable the railroads to pay an adequate 
wage to railroad workers. . . . Many thousands of railroad 
workers get less than $1,000 a year. Such a condition is not 
a healthy one for the business of the country, for the rail- 
roads or for the employes.” 

Mr. Smith revealed that, with the use of locomotives less 
than ten years old, fuel coal consumption in freight service 
on the Norfolk & Western had been reduced from 217.3 pounds 
a thousand gross ton miles in 1923 to 103.2 pounds in 1939 
and to 87.7 pounds in August, 1940, and that the new locomo- 
tives also had reduced the time required for shipments. 

He voiced the belief that railroads could not hope to 
compete successfully with air lines with respect to the 4-cent 
a mile passengers and that railroads would not get prosper- 
ous from the 2-cent or less a mile passengers, then added: 

“But freight traffic presents a different picture. The 
American railroads handle freight for an average of a cent 
a ton mile and in sufficient volume handle it profitably. My 
own railroad, due to the volume it gets, is able to handle 
freight profitably at an even lower average rate. ... It 
is to an improvement in the handling, capacity to handle and 
economy of handling freight traffic that I think the Amer- 
ican railroads should devote their best thought and energy. 
Nearly 82 per cent of all the revenue of American railroads 
in 1939 came from freight traffic and I believe that every 
cent of their net profit came from it... . I could enumerate 
many ways in which railroad service can further be im- 
proved, but I am personally convinced that the foundation 
for that improvement lies in the further modernization and 
improvement of the coal burning freight locomotive along 
with the constant adaptation of existing track facilities to 
the efficient operation of that better locomotive.” 

Mr. Saunders asserted that enactment of the transporta- 
tion act of 1940 created opportunities which, courageously 
approached, would make possible the solution of many prob- 
lems that had been a heavy burden on the shoulders of rail- 
road management. 

“The provision for fair and impartial regulation of all 
modes of transportation subject to the act,” he said, “removes 
the millstone of preferential treatment in section 500 regard- 
ing water carriers and section 200 regarding motor carriers, 
both of which the railroad industry has found operated 
prejudicially against an efficient railroad transportation sys- 
tem.” 


He discussed the building up of passenger and freight 
service by railroads in the last ten years, the coordination of 
rail and truck service by some lines, improvement of physical 
facilities of railroads and improvements of relations between 
railroads and the public. Referring to the task of “pricing 
transportation,” he said: 

“A situation of this kind, where railroad prices alone re- 
quire some 500,000 tariffs, with about 2,500,000 pages and an 
astronomical number of individual rates, will naturally be dif- 
ficult to solve completely. . . . There is a solution, however. 
It is the solution of fundamental approach. We must have 
regulatory commissions which appreciate that the function of 
regulation is not to create a straitjacket for the commerce 
of the country. We must have rate makers and traffic execu- 
tives with the ability and power to make rates in the interests 
of a national transportation system as a whole, not in the 
interest of individual shippers, railroads, or communities, or 
Shipper, railroad or community groups.” 


Mr. Aronson centered: his discussion on relationships be- 
tween government and railroads and between railroad manage- 
ment and employes. He said that, while formerly the Inter- 
state Commerce Commission was the only federal agency with 
which railroads came in contact regularly, now there were 
many other government agencies with which railroads must 
deal. Occasionally, he added, several administrative bodies 
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battled each other “for the glory of saving us from self-destruc- 
tion.” 

“The pity is,” he continued, “that these battles usually take 
place with the railroad in the middle as the helpless victim 
who is compelled to fight in both directions lest it emerge with 
more masters than it is physically possible simultaneously 
to obey.” 

The speaker said railroad management had come to the 
realization that prohibitively high rates frequently killed the 
goose that laid the golden eggs. 

“Railroad labor might well take a leaf out of this book,” he 
suggested. “Proposals that are economically unsound, that 
ignore the existence and expansion of competition and that 
entail cost beyond the legitimate capacity of the industry are not 
only negatively short-sighted but constitute’ affirmative injury 
to the very ones intended to be served. . . . Organized labor 
has an opportunity of making a tremendous contribution toward 
improved railroad service by recognizing the law of diminishing 
returns.” 

Mr. Fletcher did not deliver the address he had prepared 
on “The Association of American Railroads at Work,” as the 
time set for adjournment had been reached when his turn to 
speak came. It was announced, therefore, that copies of his 
speech would be available to all desiring to read his summary 
of A. A. R. activities. In his paper, Mr. Fletcher made the 
following statement: 


In certain quarters by no means friendly to the railroads, it has 
been repeatedly asserted that the association has not lived up to the 
expectations of its sponsors, as these were expressed in public utter- 
ances. Particularly has it been pointed out that very little has been 
accomplished in the way of coordinations and consolidations, a job 
which some people conceived to be the principal task of the organiza- 
tion. This work, significant though it be, by no means overshadows 
the other important functions of the association, some of which I hope 
presently to mention. But I do not think it is generally understood 
that appropriate committees of the association have made a careful 
study of six hundred and eighty-five projects and have brought about 
accomplishment of twenty-nine, while six hundred and fifty-six have 
been abandoned as impracticable and lacking in opportunities to effect 
economies. The small proportion of projects approved in comparison 
with those suggested illustrates the error of the popular view that 
‘‘ecoordination’’ is the open sesame to success. 


Short Line Railroad Meeting 


A growing national debt, the farm program of scarcity, 
uncertain labor relations, and threats of state socialism were 
the four major problems faced by the railroads, said Donald 
D. Conn, executive vice-president, Transportation Association 
of America, in an address at the annual meeting of the Amer- 
ican Short Line Railroad Association at the Morrison Hotel, 
Chicago, November 11 and 12. The rising debt, said he, created 
danger of inflation, which only increasing taxation could avert; 
the program of scarcity in agriculture continued to deprive 
the railroads of hundreds of thousands of dollars annually as 
carloadings were held at a minimum; labor had failed to ap- 
preciate extensive railroad concessions to rail employes, and 
federal ownership promised to develop in the event of war 
and of depletion of private capital caused by the large public 
debt. Permanent government management would take place, 
said he, if the government took so-called temporary control in 
a time of crisis. 

J. M. Hood, president of the association, presided at the 
sessions, which were devoted to committee reports on the first 
day and to round table discussion the second day. He said 
the 302 member lines of the association represented an invest- 
ment of $750,000,000 in 15,335 miles of right of way, and that 
they paid dividends in 1939 exceeding $2,000,000. 

Clarence A. Miller, vice-president and general counsel of 
the association, reporting on the work of the law department, 
said that, to his knowledge, no legislation had been enacted 
in the last year referring solely and distinctly to short lines. 
He said the transportation act of 1940 would make it more 
difficult for the major lines to exclude short lines from par- 
ticipation in existing long hauls, though it might make it more 
difficult for short lines to obtain new long haul traffic. He said 
the association had sponsored S. 4375, a bill introduced by 
Senator Smith, of South Carolina, in September for the pur- 
pose of giving the public equal representation with the railroads 
and labor on the National Railroad Adjustment Board. The 
tri-partite membership would make it possible, he said, for the 
board to work under new and effective rules of procedure, the 
lack of which had formed the major stumbling block for the 
railroads. 

Other reports were given by J. P. Blanton, traffic manager, 
Southern Classification Territory, for the association, J. H. 
Jester, traffic manager, Eastern Classification Territory, and 
regional vice-presidents. 
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At a dinner dance the evening of November 11, Count 
Oskar Waldemar Sederstrom, humorist and philosopher, spoke. 

J. L. Beven, president, Illinois Central, speaking before 
the short line railroad meeting the morning of November 12, 
said he spoke as president of short line roads, more than 100 
of which composed his railroad. He commended his listeners 
for the versatility by which they had maintained the corpora- 
tive structure of their lines in the past few years. He voiced 
confidence in continued success for the short lines in view of 
their integral part in their communities and of the prospective 
decentralization of business as planned for national defense 
purposes. 

Speaking for the railroads as a whole, he discussed five 
fields in which railroad men should act wisely—those of plant 
maintenance, labor relations, performance, finance, and public 
opinion. At present the railroads were experiencing an upturn 
in business and were adding to their plant equipment, said he, 
cautioning them not to cease improving their plants despite the 
probable downswing of the business pendulum some time in the 
future, as “breakdown of plant may mean total eclipse of 
private ownership.” 

As to labor, he said, rail employes were loyal to their lines 
as well as to the unions, and the railroad leaders should strive 
to encourage and assist their employes “in taking every step for 
improving their efficiency and earning power.” He urged that 
less be said about needs and wants and more about assets and 
ability, as railroad performance would attract far more public 
attention than statements about troubles. He said the rail- 
roads compared unfavorably with other businesses in respect 
to finances, but that, with new improved regulation of trans- 
portation, there was reason to expect a bright future. He con- 
cluded by saying that the railroads stood in a favorable light 
of public opinion today, thanks to an improved publicity policy 
and, more important, to increased speed and reduced prices. 

Noah M. Mason, a representative to Congress from Illinois, 
spoke on the work of the Dies Committee for the investigation 
of un-American activities, of which he is a member, at a 
luncheon meeting November 12. 

Mr. Hood, Mr. Miller, and J. H. Huntt, secretary-treasurer, 
were all re-elected, as were the following regional vice-presi- 
dents: Eastern region, O. H. Nance, president, Canton Railroad, 
and general manager, Maryland and Pennsylvania Railroad; 
southern region, H. W. Purvis, receiver and general manager, 
Georgia and Florida Railroad; western region, H. G. Monger, 
traffic manager, Milwaukee Electric Railway and Transport 
Company; southwestern region, H. B. Cobban, president, North- 
east Oklahoma Railroad, and Pacific region, W. L. White, vice- 
president and general manager, Yosemite Valley Railway Com- 
pany. 





Railroads and Defense Program 


The principle of not loading cars until it is known that they 
can be unloaded promptly at destination—the keystone of the 
railroads’ plan to meet defense traffic requirements without 
congestion or delay—is being carried out in connection with 
War and Navy Department construction work, according to 
M. J. Gormley, executive assistant, Association of American 
Railroads. 

“As a matter of fact, the records show that, with projects 
under way involving a cost of $350,000,000, cars arriving at 
points of construction have all been unloaded within or less 
than the free time, except on one project, and that was due to 
incomplete instructions for the shipment of the materials,” said 
he in an address November 12 before the Women’s Traffic 
Club of Greater New York in which he reviewed the steps that 
had been taken to meet the requirements of the defense 
program. 

As to car supply, Mr. Gormley told his audience that, with 
cars now under construction and on order, there would be 
111,352 new cars in service October 1, 1941, that were not in 
service October 1, 1939, and that with recovery of approximately 
38,648 cars from those cars now awaiting heavy repairs that 
total would be increased to 150,000 cars. 


“The important question before the railroads is what 
amount of traffic can be expected from the preparedness pro- 
gram,” said he. “We have made an estimate of this and we 
find the following: 


Let us assume that the preparedness program will involve the addi- 
tional production of 10 million tons of steel, including both the army 
and navy programs, as well as industrial plant expansion, and that the 
program is carried out over a period of two years. Including raw 
materials and finished products, this will involve a movement of ap- 
proximately 1,013,000 carloads by rail spread over a two-year period, 
an average of less than 9,800 cars per week, or 1% per cent of the 
average weekly carloadings in 1939. 

Material for training camp construction will not exceed 100,000 
cars in the aggregate, spread over a period of about six months, or 
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about 26 weeks. This would be an average of 3,846 cars per week, 
or only six-tenths of one per cent of the average weekly loadings in 
1939. 

To maintain one million soldiers, it is estimated that maximum 
requirements, including food, clothing, arms, ammunition, and jj 
other materials, would aggregate 5,475,000 tons per annum, an a\ erage 
of 3,914 carloads per week or about six-tenths of one per cent of the 
average weekly carloadings in 1939. For three million men, the maxi. 
mum requirement for one year would average 11,750 carloads per week, 
or 1.8 per cent of the average weekly loadings in 1939. 


Increase of Less Than Eight Per Cent Estimated 


In all, then, the increased annual steel output, maintenance of three 
million troops, and material for camp construction would involve an 
average rail movement of about 25,396 carloads per week, about four 
per cent of the average weekly carloadings in 1939. 

Now, the further question is, how much will the normal commer. 
cial load be increased as a result of the preparedness program. Some 
assume that it will be less by reason of the preparedness program and 
some say it will be more, but I have found nothing to justify either 
contention. But let us assume that the preparedness program did 
create an increase equal to that program in normal commercial traffic, 
In other words, double the preparedness load and we find that that 
would mean 50,792 carloads per week, an average that is less than eight 
per cent of the average weekly carloadings in 1939. To handle this 
traffic is no very great problem to the railroads and particularly when 
you consider that the railroad plant is only used to anywhere near its 
capacity for about four weeks at the peak loading of the year, which 
generally occurs in October. Last year we had a peak loading the 
week ended October 21 of 861,198 cars. This year, the peak loading was 
837,651 for the week ended October 26, or a decrease under 1939 of 
23,547 cars or 2.7 per cent. At the time of the peak loading in 1939, 
the railroads had over 60,000 surplus cars. This year at the peak load- 
ing they had over 75,000 surplus cars, more than an ample surplus in 
both years. From October 1, 1939, to October 1, 1940, there have been 
put in service 62,509 new cars; 16,892 additional cars are now under 
construction. Later advice of new cars to be ordered but not officially 
reported to the car service division total 31,951. This means that there 
will be 111,352 new cars in service October 1, 1941, that were not in 
service October 1, 1939. In addition to this, there will be recovered 
approximately 38,648 cars from those cars now awaiting heavy repairs. 
This means a total of 150,000 cars that will be in service October 1, 
1941, that were not in service October 1, 1939. Car buying is a con- 
tinuing program and undoubtedly the number of cars available October 
1, 1941, that were not available October 1, 1939, will considerably ex- 
ceed this number. 


Railroads Keeping Ahead of Defense Needs 


Now what amount of traffic will 150,000 cars handle? 

On the basis of the performance of the peak week of October, 1939, 
they will handle 93,750 carloads per week, or 4,875,000 per year. Best 
estimates that can be made of the traffic to be created by the prepared- 
ness program and the commercial traffic that might be created by rea- 
son of the preparedness program will approximate 50,000 cars per 
week, or 2,600,000 cars per year. In other words, these new and re 
built cars alone are capable of handling over two million carloads more 
per year than can be expected from the increase in traffic by reason 
of the preparedness program and the possible increase in ordinary 
commercial traffic by reason of the preparedness program. This 1s 
ample evidence of the fact that the railroads are keeping ahead of 
the demand. 

It is important at times like these that hysteria on the part of some 
people as to the magnitude of the transportation load in connection 
with the preparedness program should be dissipated. There is no 
necessity for the concern of anyone as to the capacity of the railroads 
to handle without difficulty all of the transportation created by the 
preparedness program and without any interference whatever with the 
movement of commercial traffic. Organization is of lesser importance 
than equipment by only a degree. The railroads could have many 
thousands of cars more than they have today and yet have congestion 
and car shortages caused by congestion if cars were permitted to be 
used for storage purposes as was done during the last war. We know 
that the complete organization and cooperation as cited herein will 
prevent such congestion or use of cars for storage purposes. After all 
is said and done, it will be recognized that the key to complete and 
efficient transportation is the observance of the cardinal principle that 
cars must not be permitted to be loaded until it is known that they can 
be promptly unloaded at destination. In other words, cars cannot 
and will not be permitted to be used for storage purposes. The best 
control is self-control and we are certain that will be accomplished by 
shippers and receivers generally, as well as by the War and Navy 
Departments. 





DEFENSE CONTRACTS 


Out of funds made available by Congress, the National 
Defense Advisory Commission, in the period May 30-November 
9, has cleared contracts totaling $9,865,108,000 for equipment 
and new production facilities for the army and navy in defense 
preparation, said Chester C. Davis, commissioner in charge 
of the agricultural division of the commission, in an address 
November 13 before the fifty-fourth annual convention of the 
Association of Land-Grant Colleges and Universities at the 
Drake Hotel, Chicago. 

“Contracts actually awarded by the army and _ navy 
through November 5 amount to $8,236,300,000,” said the 
speaker. “That means that»the responsibility for producing 
under those contracts has been passed over to American In 
dustry and American labor.” 
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Traffic League Meeting 


Budd Sends Word to Shipper Organization He Believes Transportation Agencies Will Meet 


Defense Needs—Annual Luncheon—Highway Problems Considered 


By Staniey H. Situ, Staff Correspondent at New York 


With J. E. Bryan, president, presiding, the National Indus- 
trial Traffic League opened its thirty-third annual meet- 
ing at the Pennsylvania Hotel in New York City November 14. 
Mr. Bryan read a message from Ralph Budd, transporta- 
tion member of the national defense advisory commission, 
in which Mr. Budd set forth his goal and expressed the opin- 
ion that defense transportation needs would be met. 
“My approach to the job of defense transport is by way 
of determining and setting up an ideal goal of accomplish- 
ment,” said he, “which may be stated as follows: 


To anticipate the needs as far in advance as possible, and to pro- 
vide for them, so that transportation always will be available for 
those who have goods to move, or traveling to do, and that efficient 
service always will be given by the particular agency which the pa- 
trons choose to use. This, of course, includes the duty of providing, at 
the same time for defense needs and for travel and transportation other 
than that related to defense. 


“We firmly believe that this goal can best be accom- 
plished by having those who represent the various forms of 
transport understand it, and accept the challenge which the 
defense program holds out. This plan is being followed and 
I am glad to say that all the representatives have given their 
full cooperation, and are giving it, with the hope and expecta- 
tion of making good.” 

Mr. Budd said it was important to remember that the 
country now had five agencies of transportation—air, rail, 
water, highway and pipe line—and referred to the facilities 
of transportation thus made available. 

As to rail transportation he said a principal objective was 
to bar the use of cars for storage to avoid tie-ups as had oc- 
curred in the world war. 

It seemed reasonable to say, he said, that there would be 
no serious delays in moving defense materials and men, and 
at the same time handling the other business of the country. 

Rail service, equipment and facilities, he said, could be 
geared to the defense load as rapidly as defense requirements 
could be learned and pointed out. He had every confidence 
that with earnest efforts of managements and employes of 
transportation companies, and the cooperation of all shippers, 
which he had every reason to expect, the defense program 
would be aided by completely adequate transportation. 


_ Mr. Bryan reported that 46 new members had been taken 
in and that there had been 15 resignations—a net gain of 31 
in membership. 


The speaker at the annual luncheon was Dr. Allen A. 
Stockdale, of the National Association of Manufacturers. He 
spoke in support of the “American way” of free and competi- 
tive enterprise. No economic planning authority could have 
ever foreseen, planned and organized such an amazing indus- 
trial progress as had been that of America in the last cen- 
tury, he said. Dictatorship; he said, would have limited par- 
Ucipation of thought and effort. 


_ “Our American system of free enterprise is far more than 
just a way of doing business,” said he. “It comprehends 
good sportsmanship, gives free play to the laws of supply, de- 
mand and competition, develops discipline, character and 
Initiative, raises the standard of living and improves the morale 
of the people.” 


Executive Committee Report 


Edward F. Lacey, executive secretary, submitted the 
report of the executive committee which had met the two 
preceding days. He reported the adoption of memorial resolu- 
Uons, W. H. Chandler, R. C. Fulbright and C. E. Hochtedler, 
Who died since the last meeting of the League, being men- 
tioned particularly. 

Mr. Lacey said a proposal had been received from several 
members urging that the time for payment of rail transporta- 
tion charges should be extended because of the forty-hour 
Week under the wage and hour act. Present Commission regu- 
lations provide for extension of credit not in excess of 96 


hours. It was pointed out that many industries did not work 
on Saturday. 

The subject was taken up with E. H. Bunnell, of the As- 
sociation of American Railroads, by Mr. Lacey at the suggestion 
of George A. Blair, chairman of the League committee to co- 
operate with transportation executives. Mr. Bunnell has referred 
a tentative proposal on the subject to his committee of treas- 
urers, representing the various railroads, as follows: 


Saturdays may be excluded from the compilation of the periods 
of credit to the same extent that Sundays and legal holidays are now 
excluded. 


Mr. Bunnell, said Mr. Lacey, had advised that considera- 
tion also was being given by his committee to some relief 
with respect to the payment of L. C. L. charges and had before 
it the following: 


Transportation charges on less than carload shipments of freight 
may be accumulated for a period of not to exceed one calendar week 
or until such charges aggregate $100, whichever is first attained, and 
settlement for the total shall be made within the next succeeding forty- 
eight hours excluding Saturdays, Sundays and legal holidays. 


The executive committee continued this subject in the 
hands of Mr. Blair’s committee with the request that it con- 
tinue its negotiations with the A. A. R. in an endeavor to 
obtain as liberal treatment as possible in connection with both 
carload and L. C. L. rail transportation charges, and with the 
understanding that the same arrangements shall apply to 
both. 

It was suggested in discussion that the League favor the 
same credit period for both rail and motor shipments. The 
action of the executive committee, however, was approved as 
taken, it being explained that final action was subject to further 
action by the League. 


Standards for Traffic Managers 


The executive committee considered the question of pro- 
fessional standards for traffic managers. Its report pointed 
out that bills had been introduced in some of the state legis- 
latures, particularly in Ohio, Pennsylvania and Maryland, pro- 
posing to establish professional standards for traffic managers 
and to establish boards for the licensing of traffic managers, 
rate clerks, etc. 

Mr. Lacey said that after discussing the subject at con- 
siderable length, the committee had adopted the following reso- 
lution: 


Although the National Industrial Traffic League favors any rea- 
sonable movement by traffic men to increase their knowledge of trans- 
portation matters, the League is opposed to any regulation or licens- 
ing of traffic management by state or federal laws, or any restriction 
upon the freedom of employment of traffic managers or others engaged 
in traffic work. 


Mr. Lacey said no action on the resolution was necessary 
by the League. 


Rail-Truck Bill of Lading 


The executive committee considered the subject of a joint 
rail-truck bill of lading, that is, a bill of lading which could 
be used either for rail or truck shipments, a form of such a 
bill having been submitted to the League membership some time 
ago. The committee said that the League’s bill of lading com- 
mittee was now under instruction to carry out action of the 
League heretofore ordered—the filing of a petition with the 
Commission seeking an investigation of the bill of lading form 
for both rail and common motor carriers and to urge that it 
follow the proposed form submitted to the League members. 
The executive committee adopted the following resolution: 


Resolved, That in directing that the officers and bill of lading 
committee obtain a common form of bill of lading to cover rail and 
motor traffic, the League does not urge that that form shall apply also 
to water transportation but by reason of differences in water transpor- 
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tation recognizes that there should be a separate form for water car- 
riers. 


As to a proposal to change the title of the executive sec- 
retary of the League to executive vice-president, the executive 
committee voted to recommend that action be deferred but 
that the chairman appoint a special committee consisting of 
Kenneth A. Moore, E. A. Jack and Charles Braden to study 
the need and effect of the proposed change and report back 
to the executive committee at a subsequent date. This was 
approved. 

The committee stated that it might be found necessary to 
hold a spring meeting of the League and that that matter was 
left to the officers for determination. 

The committee voted to hold the 1941 annual meeting at 
the Palmer House, Chicago, November 13 and 14, 1941, with a 
meeting of the executive committee on November 11 and 12. 

Aeronautics Committee 

A report of information only, including data and informa- 
tion issued by the Department of Commerce on the status of 
air transportation, was received from the aeronautics commit- 
tee, Walter C. Newkirk, chairman. 

Revision of the rules of practice of the Civil Aeronautics 
Board, so as to permit Chambers of Commerce or other or- 
ganizations to intervene in proceedings before the board, was 
urged by Allen Dean, and by motion of Andrew H. Brown the 
matter was referred to the aeronautics committee. 


Demurrage and Storage 


The car demurrage and tsorage committee, C. W. Trust, 
chairman, reported on subjects considered or disposed of in 
conference with a committee of the Association of American 
Railroads since the November, 1939, annual meeting, 

As to exemption of demurrage on Saturday, the commit- 
tee reported that the tendency toward closing on Saturday 
had been appreciably retarded and that the trend appeared 
to be in the opposite direction. Therefore, it felt that this was 
an inopportune time to obtain any favorable action as to the 
Saturday exemption proposal. 


As to liberalization of the demurrage and storage rules, 
the committee reported that three items relating to reduction 
of the penalty rate under demurrage rules 7 and 9 from $5.50 
to $3.30, eliminating the charge for Sundays and legal holidays 
after the fourth debit day under rule 9 and allowing 72 hours’ 
free time on cars loaded with twice or more than twice the 
minimum carload weight would be continued on the docket. 
It said the A. A. R. committee, because of increased demand 
for equipment, had withheld approval of the first two items 
and the A. A. R. traffic advisory committee still had under 
consideration the third item. 


The committee reported it agreed to drop from the docket 
the question as to the meaning of the word “impossible” in the 
first line of new section G of demurrage rule 8 relating to 
relief from demurrage caused by strike. The committee said 
there was agreement that the word “impossible’’ meant sub- 
stantially that “when because of a strike of its employes, a 
consignor or consignee is prevented from loading or unloading 
cars or from receiving inbound cars or making outbound cars 
available to this railroad, detention . . . will be excluded... .” 
It said that if any cases developed where any other interpreta- 
tion was being given they would be brought to the attention 
of the A. A. R. 


The A. A. R. committee proposed new wording for demur- 
rage rule 1, B-4 (a) note 1; private cars on private tracks, as 
it was not considered possible to comply with the present word- 
ing, said the committee. The change in the rule as proposed 
is included in the following sentences, the new words being 
included in quotation marks: 


If cardboarded ‘‘for exemption while held for loading,’’ the card- 
board must also show the initials and number of car. If cardboarded 
‘for exemption while held for unloading,’’ the cardboard must also 
show the initials and number of car and date of shipment. 


The committee said it agreed to recommend adoption of 
the proposed change with the understanding that other sug- 
gestions for changes for which it had in mind would be brought 
before the A. A. R. committee as new business. This was ap- 
proved. 

The committee recommended adoption of A. A. R. revised 
wording of rule 2-A-1(d), under the heading “Unloading in- 
cludes,” in connection with “24 hours to reconsign,” reading 
as follows, the new matter being shown in quotation marks: 

(d) Advice that ‘‘the’’ car is ready for forwarding, ‘‘accompanied 
by forwarding directions when necessary,’’ after being held to partly 
unload, or to partly unload and partly reload. 


This was approved. 





TRAFFIC WORLD) 


The committee recommended adoption of A. A. R. revision 
of rule 3-B-2(a), relating to release of cars, when the railroad 
is the delivering switching line, the new matter being shown jp 
quotation marks in the following: 


When diversion or reconsignment is made on an order mailed, wireg 
or otherwise transmitted by the reconsignor to the agent of this raij. 
road ‘‘(or the agent of the line haul carrier when this railroad is holq. 
ing the car as a delivering switching line)’’ at point where car is helq. 
the car will be released at 7:00 a. m. of the date such order is receive 
provided it is sent or given prior to the date received. 


The committee said the proposed amendment was made to 
cover an instance when a reconsigning order might be mailed 
to the inbound line haul carriers although the car was held 
on a switching line. This was approved. 

The committee recommended approval of the A. A. R. 
demurrage committee proposal for amendment of rule 6, 
section C, by adding the following clause thereto: “Except 
that cars received between 4:00 p. m. and 7:00 a. m. will not 
be subject to demurrage if forwarding directions are received 
prior to the following 12 noon.” This was approved. 

The amendment was proposed to meet situations where 
private cars are loaded on the owner’s track at night, removed 
from such tracks and held on carrier’s rails for forwarding 
instructions, such instructions being furnished the following 
morning subsequent to 7:00 a. m. There was no opportunity to 
furnish billing for these cars prior to 7:00 a. m. account ship- 
per’s office not being open at that time, said the committee re. 
port, and protests had been made against assessment of de- 
murrage charges under those conditions. 

As to proposed clarification of rule 6-B to charge for full 
time car was held, and change in rule 8 to make allowance 
for weather interference occurring during time such car was 
held, the committee said it had been referred back to the A. 
A. R. committee for further consideration. 

The committee recommended adoption of an A. A. R. 
amendment of rule 8, section A-2, in order to place the con- 
signee located on a public delivery track on a parity with con- 
signee having a private track with respect to free time on 
commodities congealed or frozen, the A. A. R. committee ex- 
plaining that the consignee on a public track was not in position 
to know that lading was frozen or congealed until after he 
received arrival notice from the railroad, whereas consignee 
having a private track was in position to know at time of place- 
ment if lading was frozen or congealed and could promptly 
submit proper notice requesting the additional free time au- 
thorized under the rule. This was approved. 


Car in Intraplant Service 


The committee recommended approval of an A. A. R. 
proposal changing rule 9 with respect to use of cars in intra- 
plant service. Under the proposal the following would be 
inserted following section B-1: “2. Credits earned on cars 
loaded and unloaded in intraplant switching service shall 
not be used to offset debits accruing on cars handled in 
other services.” 

Further, the word “applicable” would be inserted in sec- 
tion D, first sentence, as follows: “At the end of the calendar 
month the total number of applicable credits will be deducted 
from the total number of debits and $2.20 per debit will be 
charged for the remainder.” 

M. N. Billings moved that this matter be referred back 
to the committee for further action. He said the A. A: R. 
committee had agreed not to publish the rule until oppor- 
tunity had been afforded for further consideration. A number 
of members participated in discussion for and against the 
proposed change. In opposition it was asserted that the prin- 
ciple involved was not fair, as under the proposed rule cer- 
tain cars would be taken out of the average demurrage agree- 
ment. The League finally disposed of the matter by adopting 
the recommendation of its committee with addition of the 
words “without approval of the principle embodied in the 
Mae eee — 

The A: A. R. committee recommended that the words 
“enclosed in a stamped envelope” be eliminated from the 
second sentence of rule 4, section A, it having been developed 
that the same service was given by the Post Office Depart- 
ment on local letters for local delivery as was given post 
cards. As proposed to be changed the rule would read: 


When address of consignee does not appear on billing and is not 
known, the notice of arrival must be deposited in United States mail, 
bearing return address, same to be preserved on file if returned. 


The League committee recommended approval of the pro- 
posed change with the understanding that the A. A. R. would 
withhold publication until formal approval was received from 
the League. 

Question arose as to this amendment, as to whether the 
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post office would give directory service on post cards. The 
matter was finally referred to the postal committee, to work 
in cooperation thereon with the car service committee. 

The League committee recommended approval of amend- 
ment of rule 2, sections A-1 and A-3, as proposed by the 
A. A. R., relating to free time allowed. The first change 
would result in insertion of “Except as otherwise provided 
in paragraph 3 of this section,” at the beginning of section 
A-1. The second would insert new words in section A-1 (d) 
as follows, the new words being in quotation marks: 


(d) Advice that the car is ready for forwarding, ‘‘accompanied by 
forwarding directions when necessary,’’ after being held to partly un- 
joad or to partly unload and partly reload. 


The third change would result in insertion of new words 
in the second sentence of the note following section A-1 (d), 
the new words being in quotation marks in the following: 


That is to say, the time held in the break-up yard will be included 
“in the detention chargeable to the consignee under the provisions of 
these rules.”’ 


The change in wording, it was stated, would result in 
neither increases nor reductions in charges. This was approved. 

The committee recommended approval of an A. A. R. 
proposal that storage, rule 2, section B, paragraph 1 (refused 
or unclaimed freight), be changed to read as follows: 


Section B-1. Notice shall be sent or given consignor within 24 
hours after refusal of less-than-carload shipments. When less-than- 
carload shipments remain on hand undelivered 5 calendar days after 
the expiration of free time allowed for removal, notice thereof shall 
within 24 hours thereafter be sent or given to consignor. 


This was approved. 

The committee recommended approval of an A. A. R. 
proposal to amend storage rule 5, section B, by adding a 
new paragraph (c) as follows: 


(c) When outbound freight is delivered in or on railroad premises 
and held to complete a carload shipment, the storage charge shall not 
exceed the amount that would have accrued on the straight plan (not 
average agreement plan) under demurrage and track storage rules, had 
the freight been loaded in the car. (See rule 3, section A, paragraph 
1 (a). 


This was approved. 

The committee was authorized to take up a proposed 
change in rule 2-B-3, applying to grain exchanges operating 
under the bulletin system, the only shipments involved being 
those of grain and seeds subject to inspection by the U. S. 
government. It was explained that revision was needed to 
meet situations growing out of markets being closed at one 
point and not at another, in connection with the application 
of demurrage. 

The report of the committee as a whole was adopted. 


Inland Waterways 


The inland waterways committee, F. S. Keiser, chairman, 
submitted a report of information as to League opposition to 
S. 2009 because of the water carrier regulation provisions, and 
included announcement made recently by the Commission as to 
staff organization to administer those provisions. The com- 
mittee recommended that the League oppose H. R. 7633, intro- 
duced by Representative Snyder, January 3, 1940, providing for 
imposition of tols for use of river locks. The report was 
adopted. 

Export and Import Traffic 


The report of the export and import traffic committee, A. J. 
Kelley, chairman, was almost wholly one of information as to 
developments in the field covered by it. With respect to 
foreign trade zones the committee recommended that this sub- 
ject be stricken from the docket. It said the only zone in 
existence in the U. S. A. was at New York City and that its 
value was “more than problematical.” League members in 
general had expressed little interest, it said. Mr. Kelley re- 
ported also as to application of export rates on business sent 
to port of exportation and failing export shipment due to war 
conditions. The matter was still under consideration, he said. 
The report was adopted. 


Classification Committee 


The classification committee, W. J. Williamson, chairman, 
reported that it had had a busy year as the result of activities 
of the Greenly classification simplification committee of the 
A. A. R. and of the Commission growing out of criticism that 
the consolidated freight classification was obsolete in view of 
modern business practices. 

It subitted a report of progress as to proposed liberalization 
of rule 10 which it said it had been under instructions to sup- 
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port for two years. It said the proposed rule provided for 
the application of the highest minimum weight on any article 
contained in the shipment, the charges to be assessed at the 
carload rate and actual weight on each commodity in the ship- 
ment and, in the event there was any deficit in the minimum 
weight, such deficit would be charged for at the highest carload 
rate applicable on any commodity in the shipment. 

The rule was made effective by official and southern lines 
April 15, 1940. The matter is still before the Western Traffic 
Executive Committee. 

The committee recommended approval of a proposal in 
Consolidated Freight Classification docket No. 82 to change 
rule 12, section 3, so as to permit the shipping of mixed articles 
in one package without the penalty of paying the highest rate 
on any article contained in the package. In substance, it said, 
the amendment proposed to eliminate the difficulties now en- 
countered in packing a number of small items in one package. 
Under the present rule the shipper is assessed the highest rat- 
ing on any article in the package. Under the proposed rule, 
said the committee, instead of applying the highest rate on any 
article in the shipment it would be possible to include not in 
excess of 20 per cent of the total weight of the shipment articles 
which were rated higher than the rate to be applied to the 
package. This was approved. 


The committee recommended that the League approve a 
proposed change in rule 13—minimum charge—providing in 
section 1(a) that the minimum charge for “a single shipment” 
from one consignor to one consignee on one bill of lading “for 
delivery at one location shall be the actual weight at the class 


or commodity rate applicable thereto, but not less than 55 
cents.” 


The proposal was considered at the October classification 
meeting but was continued until the next classification docket, 
according to the understanding of the committee. Making effec- 
tive the change, thought the committee, would enable the rail- 
roads to recover shipments they had lost to the express and 
parcel post. This was approved. 


The committee submitted a proposal to revise rule 15 
included in the October classification docket. The committee 
said the present wording of rule 15, section 1-B, denied to the 
shipper the privilege of the carload rate “whenever shipment 
has been given pick-up and/or delivery or an allowance in 
lieu thereof, and might result in instances where shipper 
would tender shipments to carrier as an L. C. L. shipment 
and obtain pick-up and/or delivery service or an allowance 
in lieu thereof without knowing that charges would be 
cheaper if assessed on the carload basis.”’ It said the modifica- 
tion would permit shipments to be rated as carload subject to 
charge of 10 cents a cwt. for pick-up and/or delivery service 
when performed, and subject to loading and unloading charges 
now provided in rule 15, section 2. It said the rule had also 
been worded to afford protection to the carrier against ship- 
pers attempting to obtain pick-up and/or delivery service on 
shipments subject to carload rates. The League approved 
the proposal. 

Rule 23 


The committee recommended that the League go on 
record as favoring the elimination of rule 23 from the classi- 
fication. This rule, it said, provided that carriers’ agents 
must not act as agents of shippers or consignees for the 
assembling or distribution of c. 1. or 1. c. 1. freight except as 
specifically provided in carrier’s tariffs lawfully on file with the 
Commission on interstate and with the state commissions 
on intrastate traffic. The carriers proposed to cancel the 
rule but the Commission, in response to petitions, suspended 
the proposal until January 15, 1941. The committee said it 
believed cancellation would greatly benefit the carriers and 
encourage the shipper to forward freight in carload lots to 
break bulk points for reforwarding to destination by 1. c. 1, 
whereby the carriers parties to the Consolidated Freight 
Classification would obtain the revenue into and out of the 
break bulk point. The League voted to receive the report 
as information only on this subject and directed the com- 
mittee to continue its study of it for report at the next 
meeting. 


Dunnage 


As a matter of information, the committee said it would 
continue its efforts to obtain a liberal dunnage allowance. 
Objection was made to the use of the word “allowance.” 
A. G. T. Moore, in that connection, obtained approval of the 
League of the following: 


It is the position of the National Industrial Traffic League that dun- 
nage installed by shippers for the purpose of enabling carriers to per- 
form their function of safe transportation of carload freight traffic prop- 
erly constitutes part of the tare weight of freight cars. 
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This position, under the action taken, is to be presented 
to the directors of the A. A. R. 

The committee reported as information that revision of 
rule 34 to provide only for three groups as to closed cars had 
been made effective July 15 without the usual procedure of a 
public hearing. The Consolidated Classification Committee 
contended, said the report, that the proposed rule was de- 
cidedly in favor of the shipper and that shippers had had 
an opportunity to submit their views at hearings held by 
the A. A. R. Kelly committee. The revised rule had proved 
to be “very satisfactory,” said the report. 

As to a proposed revision of rule 41, the committee said 
there were a great many ramifications to this rule, and recom- 
mended that a competent committee composed of unbiased 
representatives from various industries involved in the use 
of the rule be appointed to make a thorough study of it. This 
was approved with addition of direction that a report be 
made at the next annual meeting. 

As to proposed new rule 48—experimental or test ship- 
ments—the committee said it understood that, at hearings 
held in Atlanta, New York and Chicago “very little interest 
was evidenced” in the proposal and that those who did appear 
in favor of it were practically assured by the classification com- 
mittee that the rule would be incorporated in the classifica- 
tion. The rule provides that, for the purpose of determining 
the merits of shipping containers not specifically provided for 
in the classification, shipments not otherwise inconsistent with 
the packing requirements of the classification, when offered 
for the purpose of experimentation and test under the direc- 
tion and supervision of the classification committee, will be 
accepted for transportation without the assessment of penal- 
ties, under specified conditions. The League approved a recom- 
mendation of the executive committee that the classification 
committee follow the subject further and keep members advised 
of developments. 

The committee reported briefly on the reductions on less- 
than-carload merchandise traffic made effective September 1, 
as a matter of information. It discussed the work of the 
Greenly classification simplification committee of the A. A. R., 
and recommended that it be instructed to report on the changes 
which had been incorporated in the new classification with a 
view to appearing before the classification committee and ap- 
proving or disapproving its contents. It said the understanding 
was that at least 60 days’ notice would be given between the 
issuing and effective date which would afford interested ship- 
pers an opportunity to make known their views on the new 
publication. The League approved the recommendation. The 
report as amended was adopted. 


Highway Committee Report 


The report of the highway transportation committee, L. 
F. Orr, chairman, dealt with various phases of the highway 
transportation problem. 

Referring to the transportation act of 1940, the commit- 
tee quoted an explanation of the act made by Senator Wheeler, 
with respect to rate making, that, for example, in a water car- 
rier rate case, the Commission “is not to consider the effect 
of the water carrier rates prescribed on the movement of traffic 
by railroad.” 

This, said the committee, would seem to leave no alter- 
native to the Commission but to permit the establishment by 
any form of transportation of rates that were compensatory 
to that particular form of transportation, without regard to 
their effect on any other form of transportation, so long as 
such rates did not cast an undue burden on the form of trans- 
portation to which the rates applied. If this were the correct 
interpretation, asked the committee, did it not make it more 
certain in the law the principle advocated by the League that 
the shipping public was entitled to the inherent advantages of 
each form of transportation ? 

The committee asked authority to oppose enactment of a 
commodities clause “which will operate against private in- 
dustry and prohibit the private operation of transportation in- 
strumentalities.” This was approved. 

The committee, as information, reported the exceptions 
taken to the “liberal capitalization” proposed in the Transport 
Company acquisition case. In that connection, John S. Burch- 
more, counsel for the League, said that C. E. Cotterill had 
questioned the accuracy and fairness of the figures used in 
the League’s exceptions. Mr. Burchmore said he had sent 
a telegram to Director Blanning, of the Bureau of Motor Car- 
riers of the Commission, saying he earnestly desired that any 
incorrect information or impressions he might have given in 
the exceptions might be corrected and that no injustice be done 
thereby to the applicants. He had just learned, he said, that 
the application had been amended to reduce the proposed issue 
of $30,000,000 of stock to $11,650,000, but he was not advised 
at what premium, if any, such stock would be issued. After 
referring to other statements involved, Mr. Burchmore said he 
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wished the commissioners to know that “I want them to disre- 
gard our figures to the extent that they will look to your bureay 
to supply the correct data.” 

“I stand on the printed exceptions argument as regards 
the principles to be considered,” said he. s 

The committee asked for authority to oppose any efiort 
on the part of for hire motor carriers to obtain enactment, on 
the ground of national defense, of legislation that would nul- 
lify much of the motor regulatory law now in effect “and grant 
them a free hand to take such action as they may deem ad- 
visable upon approval in star chamber sessions with govern- 
ment officials . . .” and to oppose “any measure that may seek 
to provide government control, operation, or ownership of the 
for hire motor carriers industry.” This was approved. 

After discussing the itinerant merchant problem in high- 
way transportation the committee recommended that a special 
committee be appointed to make a study of that question and 
report with recommendations at the next meeting of the 
League membership. This was approved. 

A subcommittee on motor carrier contracts, P. L. Howard, 
recommended grant of authority to intervene in MC 1898, 
Keystone Transportation Co. et al., contract carrier application, 
if the Commission reopened the case, or to take appropriate 
action to protect the shippers’ interests as to the reasonable 
interpretation and application of the law by the Commission, 
This proceeding involves grandfather right claims of contract 
carriers. This was approved. 

The subcommittee reviewed provisions of the transporta- 
tion act of 1940 relating to contracts of contract carriers by 
highway, authority to fix minimum rates of contract carriers, 
authority to suspend contract carrier rates, and the filing of 
highway carrier contracts. It said it did not feel that the 
provisions of the act of 1940, as applicable to contract carriers 
by highway, had improved their standing in the application of 
regulations as compared to other carriers with which they were 
in competition, although there were some who probably would 
not agree with that statement. It said this would depend con- 
siderably on interpretations placed on the provisions by the 
Commission. 

__ The subcommittee on highway regulation, safety and taxa- 
tion, Robert A. Cooke, chairman, with respect to Ex Parte MC 
15, sizes and weights of motor vehicles, recommended that the 
League rescind a recommendation approved at the 1938 meet- 
ing that size and weight regulations should differentiate be- 
tween those governing common and contract carriers, on the one 
hand, and private carriers, on the other. It said it was con- 
vinced that in prescribing uniform sizes and weights there 
could not very well be a distinction between common, contract 
and private carriers. The recommendation was approved. It 
further recommended that the subcommittee refrain from en- 
dorsing any formula presented by person or persons for limit- 
ing sizes and weighs of motor vehicles, and that the League 
file an appearance in any hearing the Commission might desig- 
nate in the proceeding and that the appearance of the League 
be entered for the purpose of protecting its interests in matters 
germane to the proposals without committing it to any specific 
recommendations. It was also recommended that any actual 
evidence, as to size and weight recommendations, should be 
adduced by those individuals whose interests were affected and 
who were in position to present data of that kind. 

As a substitute for the foregoing recommendation, the 


League approved the following as recommended by the execu- 
tive committee: 


It is recommended that the League file with the Interstate Com- 
merce Commission a statement in MC 15, sizes and weights of motor 
vehicles, before November 25, setting forth: 

1. If need be found for the federal government to exercise its 
authority to prescribe minimum (or least maximum) weights and sizes 
of motor vehicles, then: 

2. That Congress should vest such authority in the Interstate Com- 
merce Commission; 

3. That the Interstate Commerce Commission should make no rec- 
ommendations to Congress as to what the minimum (or least maxi- 
mum) sizes and weight should be; 

4, That the Interstate Commerce Commission should grant full hear- 
ings before prescribing any minimum (or least maximum) sizes and 
weights; 

5. That if and when the federal power is delegated as above re- 
quested then the League should present a statement at the proper 
time to the body created to determine minimum (or least maximum) 
sizes and weights showing the general importance and economic as- 
pects of highway transportation to the users thereof and advocate prin- 
ciples that have previously been authorized by the membership. 


Kenneth A. Moore and Allen Dean sought to have the | 
League declare that there was need for the federal govern- 
ment to exercise its authority to prescribe minimum (or least 


: 


maximum) weights and sizes of motor vehicles, but they were | 


unsuccessful. 
As a substitute for a recommendation with respect to pro- { 
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November 16, 1940 


cedure as to highway taxation before the temporary transporta- 
tion board created by S. 2009, the League approved the follow- 
ing recommendation of the executive committee: 


The League is on record as favoring reciprocity between states and 
that taxation should only be for the purpose of compensating the gov- 
ernment for the actual use of the highways by motor transport and 
such fair property tax upon its property as is paid by other property. 

In view of this and because of the action by the executive commit- 
tee yesterday in appointing a special committee to deal with all aspects 
of Title III of the transportation act of 1940 (Board of Investigation 
and Research) it is recommended that proposed action in this respect 
by the highway subcommittees on highway trade barriers and highway 
reguiation, safety and taxation be deleted. 


The action of the executive committee as to appointment 
of a special committee was not announced prior to the dis- 
closure of the foregoing recommendation. 


Motor Tariffs 


The highway subcommittee on rates, classifications, tariff 
rules and regulations, W. H. Ott, chairman, recommended that 
the League approve the permissive use of an aggregate of 
intermediate rule and that it be authorized to seek amendment 
of tariff circular MF No. 3 accordingly. The circular now con- 
tains no such provision and common motor carriers generally 
and shippers desire it, according to the committee. This was 
approved. 

The committee pointed out that by amendment in the 
transportation act of 1940 the statute required for the first 
time (section 218 (a)) the establishment of “reasonable” min- 
imum rates and charges and requires that the schedule as 
filed with the Commission contain only the lowest of the rates 
actually maintained and charged. Several cases involving the 
rates of contract motor carriers, it said, were now before the 
Commission, the principal case being Ex Parte MC 27, central 
territory contract carrier rates. This proceeding, the com- 
mittee said, was instituted on the Commission’s own motion at 
request of common motor carriers operating generally in the 
territory covered by Ex Parte MC 21, in which the Commis- 
sion prescribed and was still prescribing a minimum basis for 
such common motor carriers. The contract carrier division of 
the American Trucking Associations, Inc., had asked for dis- 
missal of Ex Parte MC 27, it said. 

“The danger exists,” said the committee, “that the Com- 
mission may prescribe substantially the MC 21 basis for ap- 
plication by contract motor carriers in the territory without 
adequate consideration and recognition of the differences in 
operating conditions and costs which attach to these different 
carriers either as groups or individuals.” 

It therefore recommended, it said, that it be authorized 
to participate in Ex Parte MC 27 on behalf of the League and 
to support therein the specific application of principles pre- 
viously endorsed by the League and provided in the statute to 
the effect that rates be prescribed in the light of the circum- 
stances and conditions surrounding the operation of each trans- 
portation agency rather than be patterned after those main- 
tained by any other agency and that consideration be given to 
the effect of rates on the movement of traffic by the carriers 
for which such rates are prescribed.” This was approved. 

As to classification of property and rates of common motor 
carriers the committee recommended that it be authorized to 
participate in dockets MC C-150 and C-200, involving the sub- 
ject matter indicated, or in other proceedings of comparable 
scope and nature and advocate the specific application of rates 


and classification principles previously approved by the League, 
particularly that 


_ (1) Motor carrier classifications and rate scales shall be deter- 
mined primarily in the light of conditions pertaining to highway trans- 
portation and irrespective of the costs, classifications, rates or prac- 
tices of any other transportation agency; 

(2) Motor carrier classification and rate scales shall be based pri- 
marily on the cost of economical and efficient motor carrier operation; 
(3) That motor carrier classifications and rates be prescribed in 
the light of the inherent advantages of transportation by such carriers 


ee of the effect of such classifications and rates on their movement of 
raffic, 


,.. rhe foregoing was approved with substitution of the word 
Conditions” for “advantages” in the third paragraph above. 
The highway committee report as a whole, as amended, was 
adopted. 

Officers Elected 


J. E. Bryan, president; R. R. Luddecke, vice-president, and 
R. W. Campbell, treasurer, were reelected. The nominating com- 
mittee was headed by F. J. Dowd, of New York. Regional vice- 


presidents and members of the board of directors were elected 
as follows: 


Regional Vice Presidents 
New England, R. V. Poteet, New Britain, Conn.; Trunk Line, Por- 
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ter L. Howard, Philadelphia, Pa.; C. F. A., Kenneth A. Moore, Detroit, 
Mich.; W. T. L., Carl Giessow, St. Louis, Mo.; Southwestern, A. L. 
Reed, Dallas, Tex.; Southeastern, M. M. Emmert, Atlanta, Ga.; North- 
western, C. T. Vandenover, Minneapolis, Minn., and Pacific Coast, I. F. 
Lyons, San Francisco, Calif. 


Board. of Directors 


New England Region: R. W. Burke, Chicopee, Mass.; A. H. Fer- 
guson, New Bedford, Mass.; N. W. Ford, Hartford, Conn.; W. P. Libby, 
North Plymouth, Mass.; E. B. Jones, Worcester, Mass.; J. H. McCann, 
Boston, Mass.; and W. H. Pease, Bridgeport, Conn. 

Trunk Line Region: A. S. Boden, Pittsburgh, Pa.; F. W. Burton, 
Rochester, N. Y.; W. A. Cox, Norfolk, Va.; F. J. Dowd, New York, N. 
Y.; H. M. Frazer, New York, N. Y.; George F. Hichborn, New York, 
N. Y.; Hugo Ignatius, New York, N. Y.; E. A. Jack, Pittsburgh, Pa.; 
H. M. Mabey, New York, N. Y.; W. E. Maloney, Buffalo, N. Y.; D. O. 
Moore, Pittsburgh, Pa.; W. A. Moore, New York, N. Y.; C. H. Rolf, 
Philadelphia, Pa.; A. C. Schier, New York, N. Y.; C. R. Seal, Baltimore, 
Md.; A. J. Sevin, Pittsburgh, Pa.; J. R. Van Arnum, Washington, D. 
C.; H. J. Wagner, Norfolk, Va.; L. Z. Whitbeck, New York, N. Y., and 
J. S. Wood, New York, N. Y. 

Central Freight Association Region: J. W. Bingham, Chicago, IIl.; 
A. H. Brown, Cleveland, O.; R. V. Craig, Chicago, Ill.; Allen Dean, 
Detroit, Mich.; F. A. Doebber, Indianapolis, Ind.; H. D. Fenske, De- 
troit, Mich.; R. H. Hagerman, Dayton, O.; Sam Herndon, Cincinnati, 
O.: R. Jicha, Cleveland, O.; C. A. Lahey, Chicago, Ill.; T. W. Mackey, 
Chicago, Ill.; L. M. MacPherson, Grand Rapids, Mich.; T. J. Maloney, 
Chicago, Ill.; H. D. Rhodehouse, Cleveland, O.; H. J. Schroeder, Mo- 
line, Ill.; A. H. Schwietert, Chicago, Ill.; C. T. Strip, Cleveland, O.; 
C. A. Sullivan, Detroit, Mich.; Clare B. Tefft, Toledo, O., and H. J. 
Zimmerman, Akron, O. 

Western Trunk Line Region: J. L. Bowlus, Milwaukee, Wis.; F. C. 
Bryan, Milwaukee, Wis.; Harry S. Dickinson, Denver, Colo.; Chas. 
Shackell, Cedar Rapids, Ia.; A. T. Sindel, St. Louis, Mo.; Lowe P. Sid- 
dens, Colorado Springs, Colo.; J. H. Tedrow, Kansas City, Mo., and 
W. S. Whitten, Lincoln, Neb. 

Northwestern Region: A. B. Ayers, Minneapolis, Minn.; E. H. 
Berg, St. Paul, Minn.; L. E. Luth, Winona, Minn.; E. B. Smith, Min- 
neapolis, Minn., and F. B. Townsend, Minneapolis, Minn. 

Southwestern Region: J. J. Dee, Houston, Tex.; W. T. Hancock, 
Houston, Tex.; F. A. Leffingwell, Dallas, Tex.; A. G. T. Moore, New 
Orleans, La.; H. W. Ree, Tulsa, Okla., and E. H. Thornton, New Or- 
leans, La. 

Southeastern Region: Alonzo Bennett, Memphis, Tenn.; W. S. 
Creighton, Charlotte, N. C.; E. L. Hart, Atlanta, Ga.; T. M. Henderson, 
Nashville, Tenn., and J. H. Schroeder, Birmingham, Ala. 

Pacific Coast Region: H. R. Brashear, Los Angeles, Calif.; L. S. 
McIntyre, Seattle, Wash.; W. A. Rohde, San Francisco, Calif., and W. 
G. Stone, Sacramento, Calif. 


Transportation of Tomorrow 


In an address before the Transportation Club of Buffalo, 
N. Y., November 12, Chairman Eastman of the Commission, 
said there were two problems in transportation that, in his 
opinion, stood out from others. One, he said, might be called a 
private problem of the carriers, though it was affected with a 
public interest, and the other a strictly public problem. The 
private problem, he said, was the attainment by carriers of 
maximum economy and efficiency of operation, to keep up with 
the procession and at the same time give the people the service 
they wanted. 

The other problem, the strictly public one, he said, was to 
prevent the warfare of competition that present conditions 
engendered from being unnecessarily destructive and wasteful 
in its consequences. 

So far as the private problem was concerned, he said, there 
was little he could say with respect to air carriers, the motor 
carriers and the water carriers. He said it was evident that 
the development of air transportation, always rapid, was being 
stimulated tremendously by the fact that a large part of the 
world was at war, and that the great battlefield of today was 
in the air. All the creative ability at the command of both 
private and public resources, he observed, was being con- 
centrated on the airplane, so much so that those who were 
concerned with air transportation were exploring the field of 
freight as well as passenger transportation to find outlets for 
released energy when peace at last arrived. 

With respect to equipment, the motor carriers, he said, had 
the advantage of a manufacturing industry of great size which 
was young and vigorous and which had shown an extraordinary 
amount of initiative and creative ability. 

The highways, he said, “are a public problem.” It was 
also evident, he added, that much thought was being given by 
the motor carriers to the possibilities of increased economy and 
efficiency through integration into operating units of larger size. 
Referring to his service as Federal Coordinator of Transporta- 
tion, Chairman Eastman said his efforts were not “wholly ap- 
preciated by railroads.”. He made comments on what he had 
done as Coordinator, the comments leading him into the work 
to be done by the board of investigation and research for which 
provision is made in the transportation of 1940. In part Chair- 
man Eastman said: 
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No well-informed man has ever doubted, I think, that there are 
large economies in railroad operation which could be secured, if the 
duplication and multiplication of facilities could be reduced, especially 
in terminal districts, and if there could be greater cooperaton in their 
use. Without at all precluding consolidations, I had the idea that 
they were not essential to the end desired and that it could be accom- 
plished by cooperation of the carriers, with the aid of government 
authority, at particular points or places or with respect to particular 
services. My efforts along those lines were halted. There were others 
who were convinced that such efforts could not in any event be suc- 
cessful, at least until the number of independent railroad systems has 
been very largely reduced through consolidations, and that such con- 
solidations would in themselves go far to accomplish the desired re- 
sults. This viewpoint was well and clearly expressed in an address at 
Kansas City five years ago by Ralph Budd, now transportation member 
of the Advisory Commission for the Council of National Defense. 

While I recognized the force of this view of the matter, I remained 
of the opinion that to accomplish the results in either way would re- 
quire an exercise of leadership, and perhaps of authority, on the part 
of the government. Therefore, as one of three members of the Com- 
mission who, as the so-called ‘‘Committee of Three,’’ made a special 
report to the President at his request in 1938, I urged the creation of 
a National Transportation Authority which could, among other things, 
provide such leadership, backed by reserve power in the hands of the 
Commission. That idea was unacceptable to the railroad managements 
and employes and attracted little support elsewhere. 


Consolidation Amendment 


What the railroad managements wanted was to be freed from the 
restrictions of the plan for the consolidation of the railroads into a 
limited number of systems which the Commission had promulgated 
under the provisions of the Transportation Act, 1920, and to be allowed 
full initiative in negotiating and proposing consolidations or other 
forms of unification, subject to the approval of the Commission. We 
joined hands with them in urging such an amendment of the law. To 
get it and other amendments through they paid to the brotherhoods 
what some may regard as a rather heavy price, in the form of a pro- 
vision for the protection of railroad labor, but with this qualification 
the legislation with respect to railroad unifications which the manage- 
ments wanted now stands on the books as a part of the Transportation 
Act of 1940. I shall watch with a great deal of interest, mixed with 
both hope and curiosity but with no ill will, to see what they will do 
with it. 

There are one or two other suggestions, based on my experience 
as Coordinator, which I venture to offer again, but very briefly, mildly, 
and I hope inoffensively. I was and am of the opinion that the rail- 
roads could, with great advantage to themselves, establish a central- 
ized department for scientific and engineering research, and this idea 
received the unanimous support, at length, of a very distinguished 
committee, the appointment of which I was able to bring about, made 
up jointly of railroad executives and representatives of great industrial 
and educational establishments. With the aid of such a research de- 
partment, the railroads could, I am confident, do much more than they 
are now doing in the way of standardization of equipment, materials, 
and supplies, with substantial gains in economy and efficiency, and 
they also need it to keep pace with their competitors in the develop- 
ment of improvements. They now have the benefit of research by 
individual equipment and supply companies, by individual railroads, 
and to some extent by universities, but it is fragmentary, disjointed, 
and neither comprehensive nor well organized. A rather timid move 
was made by the Association of American Railroads in the direction 
of the recommendations of the committee which I have mentioned, but 
it was soon abandoned. 


Another matter is the handling of less-than-carload or package 
freight. I remain confidently of the opinion, which I exploited as 
Coordinator, that through cooperative and centralized effort there are 
large possibilities of improvement in the handling by the railroads of 
such traffic, and in the incidental release of considerable urban real 
estate of much value, which would yield large dividends in less costly 
and better service. One railroad, the Pennsylvania, seems to have 
accomplished quite a little improvement individually, and there may 
be others, but the cooperative effort which is esesntial to any major 
accomplishment has been lacking. Instead there is a dangerous 
tendency to cut less-than-carload rates radically without any corre- 
sponding reduction in the heavy expense of handling such freight, 
which has been greatly swollen in late years by the widespread intro- 
duction of store-door collection and delivery. 


One further matter, which is among my pet obsessions, I shall 
mention very briefly. It is the development and use of freight con- 
tainers interchangeable between rail, motor, and water carriers for 
the handling of shipments of intermediate volume ai rates close to the 
carload level. There is nothing new about the idea, for it was also 
one of the pet obsessions of the late A. H. Smith, president of the 
New York Central and a very able man who was well known to Buf- 
falo. I agree that it is a difficult matter to work out, for it requires 
large-scale, comprehensive, and unified planning, but I have great 
faith that it will repay such efforts, if they can be initiated. It offers 
one of the best opportunities for mutually profitable cooperation be- 
tween the rail and the motor carriers, and it is at least possible that 
the so-called ‘‘break-bulk’’ steamship lines along the coast might find 
in it an answer to the Seatrain development. 


The Public Problem 


I turn from this private problem of the carriers to the public 
problem which I have endeavored to pose. One phase of it centers 
around a fact which is seldom accorded the recognition it deserves. 
There has been violent debate on the merits and demerits of public 
ownership in connection with transportation. Have you ever stopped 
to think that a very large part of our transportation facilities are now 
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publicly owned? I refer to the highways, the inland waterways, port 
terminals, harbor improvements, airports, and other aids to both 
water and air navigation. Therein lies a danger. To some extent the 
country is paying for its transportation through taxes rather than 
through direct transportation charges. If the country wants to dio jt 
that way, that undoubtedly is its privilege, but clearly it ought to 
know what it is doing and to have fully in mind the possible conse- 
quences, especially if it deals differently with the various forms of 
transportation in this respect. 

Realizing the importance of this matter, I undertook, when I had 
the position of Coordinator, to get the facts, if I could. The results 
of that inquiry, which encountered many vicissitudes, were published 
last spring in four huge volumes. The subject is now to be consid- 
ered again by the new board of investigation and research for which 
provision is made by the Transportation Act of 1940; and this I have 
favored, for the matter is so complex and at the same time so jim- 
portant that it merits consideration by something in the nature of an 
appellate tribunal. My friends, the railroads, are rather sharply crit- 
ical of the conclusions which I reached with respect to the highways 
and the motor carriers. I could not possibly undertake to debate that 
matter here, for that would subject you to cruel and inhuman punish- 
ment. All that I shall say is something that I probably ought not to 
say, and that is that I sometimes wish that the railroads would be 
rather less extreme in their claims, with respect to such matters as 
rates, valuations, the depredations of the Director General of Railroads 
during the period of federal control, and now the subsidies of their 
competitors. Their technique seems to be to shoot at the stars in the 
hope that they may hit the moon. 


Ideal System 


Another phase of the problem that I wish to say something about 
has to do with what may be called the ideal system of transportation 
and the possibilities and prospects of approaching that ideal. That, 
of course, is a very abstract statement of the matter. Let me make 
it more concrete. We now have various types of carriers. If we were 
the Almighty, with a new world to build, and had complete knowledge 
of the capabilities of these types of carriers, we would design a trans- 
portation system which would utilize each one to best advantage, and 
omit uses which would be uneconomical, unnecessary, and wasteful. 
That would be the ideal system of transportation, assuming otherwise 
ideal conditions. Without doubt we have something very different 
now. Do we wish to achieve gradually some approach to that ideal 
and, if so, how can we go about it? 

The task of securing some of the basic information which is neces- 
sary if those questions are to be answered intelligently has been given 
to the new board of investigation and research, for one of its duties 
is to investigate ‘‘the relative economy and fitness of carriers by rail- 
road, motor carriers, and water carriers for transportation service, or 
any particular classes or descriptions thereof, with the view of deter- 
mining the service for which each type of carrier is especially fitted 
or unfitted; the methods by which each type can and should be de- 
veloped so that there may be provided a national transportation system 
adequate to meet the needs of the commerce of the United States, of 
the Postal Service and of the national defense.’’ 

It will be noted that this investigation does not cover air carriers 
or pipe lines, nor include consideration of private transportation. The 
inquiry is, of course, one that should be made, but it would be a 
mistake to regard it as a simple undertaking. One of the difficulties 
will lie in the fact that what may be the economy and fitness of a 
particular type of-carrier today may be quite a different thing tomor- 
row, for improvements are all the time being made. Another is that 
the determination of costs of transportation is a complex undertaking 
with plenty of room for differences of opinion, as our Commission has 
learned from much grievous experience, and this is especially true of 
the railroads in view of the multiplicity of their services and the great 
scope of their operations. 

On the whole I am quite content that some other agency has been 
given this particular job, although it is not unlikely that we shall be 
asked to cooperate, for we already have considerable material on the 
subject. However, if and when all this information is obtained, what 
can be done with it? That, after all, is the vital question. 

I wish that I could give you a definite and comprehensive answer 
to that question, but my fund of knowledge and wisdom is not yet big 
enough. All that I can do is to suggest some of the possible uses of 
such information. It will be useful to the Commission in the regula- 
tion of the competitive rates of the different types of carriers. I feel 
sure that with the aid of such information we can do more in our 
regulation to improve conditions and bring them a little nearer to the 
ideal. Just how we shall do that I don’t know, but I made a speech 
not long ago which I hope shed at least a dim light on the subject and 
which you can consult, if you are interested. 

The information will also be useful to the carriers. Among them 
all, no doubt, they have most of it now or the means of getting it. 
but individually their information is fragmentary. If the board of 
investigation and research is able to give a fairly complete picture of 
the situation, presenting the essential facts in regard to the various 
types of transportation in their relation to each other, I believe that 
the carriers will discover conditions of which they are not now suffi- 
ciently aware, which are harmful to them, and which they can correct 
of their own volition. It is quite probable, also, that they will be able 
to perceive more clearly opportunities for joint operations which will 
enable them to combine their advantages and discard their disadvan- 
tages with mutual profit, at the same time furnishing better service 
to the public. 


Joint Operations 


This idea of joint operations suggests a possibility of the future 
which some expect will in due time become a reality. They look for- 
ward to the day when we shall have, not railroad companies, or other 
operators of one particular type of carrier, but transportation com: 
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panies operating all types, able to give the public any kind of service 
it wants, and utilizing every means of carriage singly or in combina- 
tion as the demands of economy and efficiency may require. Already 
the railroads have gone some distance along these lines. There have 
always been some railroad-controlled water carriers. Motor vehicles 
are being used in substitution for rail service more and more every 
day. One railroad in Canada now operates air lines. One in this 
country now has an interest in an air line, and to my knowledge two 
more are seeking to institute air operations. However, I think the day 
is distant when all-embracing transportation companies will dominate 
the scene. The time may come for such a development, but I fear it 
would retard progress if it came too quickly. We shall need to breed 
and train a new type of men, if such companies are to be operated 
suecessfully—men who are not, like Ephraim of old, wedded to their 
idols. 

Finally, the law makers of the government may be helped by the 
information which the new board is expected to develop. I doubt 
whether with the Transportation Act of 1940 we have reached the end 
of transportation legislation. The conclusion might be reached, after 
the board has made its report, that it is desirable to have, in lieu of spe- 
cial and sporadic investigations of transportation matters, a permanent 
agency, not burdened, as the Commission is, with a mass of regula- 
tory duties, equipped for continuing study of the broader phases of the 
transportation problem, and available at all times for advice and help, 
not only to the President and Congress, but also to the carriers and 
the shippers. While we leave the management of the carriers to private 
enterprise, only the government, as I see it, is in a position to supply 
disinterested leadership with respect to transportation in its entirety. 

The subject assigned to this address was ‘‘The Transportation of 
Tomorrow.’’ Of course that was largely window dressing. All that 
ean be done in a talk of this kind is to throw out a few stray thoughts, 
in the hope that some of them may have life enough to take root. I 
have not begun to cover the subject. The fact is that when it comes 
to “The Transportation of Tomorrow’’ we can be sure of only one 
thing and that is that it will be different from what we expect it to 
be. Some of you will be astonished and fascinated by what you will 
live to see. 


Handling Export Traffic 


Export traffic through Atlantic and Gulf ports in October, 
1940, was approximately 14 per cent greater than in the same 
month one year ago, according to reports compiled by the 
manager of port traffic, and made public by the Association 
of American Railroads. 


“Cars of export freight, other than grain, unloaded at At- 
lantic and Gulf ports in October this year totaled 43,679 cars, 
compared with 38,349 cars last year, or an increase of 5,330 
cars,” says a statement by the association. “Cars of grain for 
export unloaded in October at these ports amounted to 420, 
compared with 4,982 in October last year, a decrease of 92 per 
cent. 


“There has been no congestion or delay to traffic at the 
ports, which is due to the cooperation of steamship lines, port 
authorities, exporters and shippers. 

“At the Port of New York, the number of cars unloaded 
for lighterage in October, 1940, averaged 814 daily. 


“Eastbound freight, of which approximately 83.7 per cent 
was for export, lightered in October totaled 592,627 tons, com- 
pared with 645,373 tons in September, 1940, and 441,450 in 
October, 1939. This was a decrease of 8.2 per cent compared 
with September, 1940, but an increase of 34.2 per cent compared 
with October last year. 

“About 28 per cent of the railroads’ storage space at the 
Port of New York is being utilized, leaving room for approxi- 
mately 13,900 additional carloads. There is also ample storage 
space at the other Atlantic and Gulf ports. 

“Cars of export freight, other than grain, unloaded at Bos- 
ton in October totaled 729 compared with 791 in October last 
year, or a decrease of 8 per cent. There was an increase of 91 
per cent in the number of cars of coastwise and intercoastal 
traffic unloaded at the port, compared with October last year. 

“At Philadelphia, 2,584 cars of export freight, other than 
grain, were unloaded in October, compared with 1,924 last 
year, or an increase of 34 per cent. 

“Cars of export freight, other than grain, unloaded at 
Baltimore in October totaled 4,466, compared with 1,868 in 
October last year, or an increase of 139 per cent. 

“At Hampton Roads, 1,711 cars of export freight, other 
than grain, were unloaded in October compared with 3,139 last 
year, or a decrease of 45 per cent. There was an increase of 
4 per cent in the number of cars of coastwise and intercoastal 
traffic unloaded at the port compared with October last year. 

“Cars of export freight, other than grain, unloaded at 
Mobile totaled 1,294, compared with 1,510 in October last year, 
or a decrease of 14 per cent. 

_“At New Orleans, 3,737 cars of export freight, other than 
grain, were unloaded in October, compared with 3,524 last year, 
or an increase of 6 per cent. 

“Cars of export freight, other than grain, unloaded at 
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Galveston totaled 2,090, compared with 3,835 in October last 
year, or a decrease of 45 per cent. 

“At Houston, 2,822 cars of export freight, other than grain, 
were unloaded in October, compared with 2,607 in the same 
month last year, or an increase of 8 per cent. There was an 
increase of 29 per cent in the number of cars of coastwise and 
intercoastal traffic unloaded at the port, compared with October 
last year. 

“Cars of export freight, other than grain, unloaded at 
Texas City totaled 1,080 compared with 1,265 in October last 
year, or a decrease of 15 per cent. 

“Cars of export freight, other than grain; unloaded at 
other ports in October this year, compared with the same 
month last year follow: 
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Grain 


“At Boston, no cars of grain for export were unloaded in 
October, 1940, compared with 987 in October, 1939; at New 
York, 146 cars compared with 2,277; at Philadelphia, 31 cars 
compared with 258; at Baltimore, 143 cars compared with 
574; at Hampton Roads, none compared with 69. The movement 
of grain through Gulf ports this year was approximately 100 
cars compared with 817 cars in October last year.” 


Control of Milwaukee 


“Banker control over the machinery of railroad receiver- 
ship and reorganization, inadequate representation of security 
holders through ‘dummy’ committees nominated by banking 
interests, cooperation among lawyers to withhold facts from 
the receivership court, the Interstate Commerce Commission, 
and the public—these are some of the abuses uncovered dur- 
ing investigation of the twin insolvencies of the Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Co. and its predecessor 
company,” said Senators Wheeler and Truman of the subcom- 
mittee of the Senate committee on interstate commerce investi- 
gating railroads, railroad holding companies, etc., November 11. 

“We are today submitting another of a series of prelim- 
inary reports on the Senate railroad investigation, entitled ‘Chi- 
cago, Milwaukee & St. Paul Railway Co.—The 1925-1928 Re- 
ceivership and Reorganization.’ 

“This report indicates that preparations for the receiver- 
ship of the St. Paul were made in large part by the railroad’s 
traditional bankers, Kuhn, Loeb & Co. and the National City 
Co., then an affiliate of the National City Bank of N. Y. Steps 
were taken to conceal the role of these companies from the 
public, and to deny or minimize the part they played, during 
subsequent testimony before the Interstate Commerce Com- 
mission. 

“The firm of engineers, Coverdale & Colpitts, which rec- 
ommended the receivership, were paid by the railroad, but were 
actually employed at the behest of the bankers. The receiver- 
ship papers, including the bill of complaint entered by a cred- 
itor, the railroad’s reply admitting insolvency, and the court 
order appointing a receiver, were all prepared by attorneys 
for the bankers. The bankers chose the court in which the 
receivership procedure took place, and selected or ‘suggested’ to 
the judge the names of two of the three receivers. Weeks be- 
fore the road went into receivership, the bankers’ lawyers were 
working on reorganization plans for the company and the 
bankers themselves became the reorganization managers. The 
protective committees, supposedly representing stockholders 
and bondholders, were actually selected by the bankers and 
gave rubber-stamp approval to the bankers’ reorganization plan 
and other acts of the banking interests. 


“Subsequent reports describe how, as a result of controlling 
the receivership and reorganization machinery, the bankers were 
able to gain control over the reorganized company and to 
secure enormous fees for themselves and their allies from funds 
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provided by the security holders. This report indicates the need 
to insure real representation of security holders, free to act 
independently rather than as cats’-paws for bankers or other 
insiders.” 

“The way in which Guaranty Trust Co. of New York, 
trustee for the railroad’s bondholders, cooperated with other 
banking interests during the 1925-1928 receivership of the 
Chicago, Milwaukee & St. Paul, is further evidence of the need 
for thorough reform of railroad reorganization practices,” 
Senators Wheeler and Truman said in submitting another re- 
port on the Milwaukee. 

“By virtue of being trustee under the St. Paul’s largest 
mortgage indenture, Guaranty Trust Co. of New York was ad- 
mitted to the railroad’s receivership and reorganization pro- 
ceedings as a representative of bondholders. 

“Guaranty, however, had interests different from those of 
some of the bondholders it was supposed to represent. It sought 
appointment as trustee to the new company which would emerge 
from the reorganization. The power to award this trusteeship 
lay in the hands of the railroad’s bankers, Kuhn, Loeb & Co. 
and the National City Co., who were reorganization managers. 
Also, Guaranty was dependent chiefly upon these bankers for 
any fees which would be awarded them for their services in 
the reorganization. Thus Guaranty’s interests lay with the 
bankers rather than with all of the bondholders whose interests 
they were supposed to protect. 

“In the receivership proceedings thereafter, Guaranty and 
its lawyers cooperated fully with the plans of the bankers. 
They opposed the admission of independent bondholders’ groups 
to a full voice in the proceedings; and they opposed with 
especial vigor attempts by these bondholders’ groups to have 
the bankers’ reorganization plan subjected to prompt scrutiny 
in open court. Throughout the proceedings, Guaranty Trust 
played a leading role in blocking the progress of the indepen- 
dent bondholders’ groups whose interests were among those 
the trust company was supposed to represent. 

“Thereafter, Guaranty received the trusteeship promised 
it in advance by the bankers; and was awarded fees of $278,000 
for its services in the receivership. Guaranty’s lawyers received 
an additional. $342,500. In addition, a Guaranty vice-president 
received $25,000, in spite of the fact that the work he did in an 
individual capacity was identical with the work which he did 
in his corporate capacity, and for which Guaranty was sepa- 
rately paid. Altogether the company and its vice-president and 
lawyers received about two-thirds of a million dollars for their 
services, plus a profitable trusteeship in the reorganized com- 
pany—thus giving them a similar role in the current (1935) 
bankruptcy of the St. Paul.” 

“The evasion of Interstate Commerce Commission juris- 
diction over the millions of dollars in fees and expenses dis- 
tributed following the 1928 reorganization of the Chicago, 
Milwaukee & St. Paul Railroad Co.,” according to Senator 
Wheeler of Montana and Senator Truman of Missouri of the 
Senate interstate commerce committee and a subcommittee 
thereof investigating railroads, railroad holding companies, 
etc., “reveals an attitude of profound and pervasive hostility 
to forms of regulation designed to eliminate financial abuses. 
This attitude on the part of some individuals and institutions 
whose voices are still powerful continues to hamper rail- 
road reorganizations.” 

The foregoing was said in comment on the submission 
by the committee to the Senate of another of a series of 
what it calls preliminary reports, Report No. 25, Part 20. 
This part is called “Chicago, Milwaukee & St. Paul Railway 
Co.—fees and expenses of the 1925-1928 reorganization.” It 
deals, according to an announcement, with the $7,000,000 
cost of the receivership and reorganization of that railroad 
and the “devices whereby government supervision of this 
burden on investors was avoided.” 

“In 1920,” continues the statement, “the Congress of the 
United States, alarmed by the abuses concerned with rail- 
road reorganizations theretofore, gave the Interstate Com- 
merce Commission jurisdiction over securities issued in rail- 
road reorganizations, and thus over the fees and expenses 
of the reorganization. But in 1925, attorneys for the reorgan- 
ization managers of the St. Paul devised a way to evade 
Commission scrutiny of reorganization costs. Instead of pay- 
ing these costs out of the proceeds of the security issue, 
they arranged to have stockholders assessed $1.50 per share, 
and paid the reorganization costs out of this assessment. 
The purpose of this arrangement was admittedly to keep the 
question of fees out of the jurisdiction of the Interstate Com- 
merce Commission. 

“The sponsors of the reorganization challenged the Com- 
mission’s jurisdiction only when it was too late to block their 
plan. 

“A suit was brought to enjoin the Commission from super- 
vising reorganization fees and expenses; in spite of the fact 
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that Commission supervision was designed to cut fees anq 
hence to save money of the railroad security holders, the 
cost of the suit was saddled on the railroad’s treasury. Three 
members of the United States Supreme Court held, in a djs. 
senting opinion, that those who sought to evade Commission 
jurisdiction had failed to conform to ‘elementary standards 
of fairness and good custom.’ The court was not supplied 
with many of the pertinent facts, and a majority of its mem. 
bers upheld the railroad in its suit against the Commission, 
Thereafter there occurred what attorneys in the case called 
‘a slicing of the melon’; half a million dollars was awarded 
to the attorneys who had devised the method of evading the 
Commission’s authority over fees; and more than a million 
dollars was awarded to the reorganization managers whom 
they represented. Awards to other parties brought the tota] 
receivership and reorganization costs to $7,000,000. 

“The evasion of federal regulation in this case is not an 
isolated instance, but rather an indication of the general atti- 
tude held by interests which still dominate in the field of 
railroad reorganizations. It is clear that so long as this 
hostile attitude persists, regulation of reorganization abuses 
will be hard put to keep up with its fast-moving opponents. 

“Further reports, to be submitted shortly, will describe 
other aspects of the St. Paul’s history.” 


REVENUE AND COMMODITY VALUE 


Only four-hundredths of one per cent below the corre- 
sponding figure shown in the 1936, the ratio of freight revenue 
to the aggregate value, at its destination, of freight transported 
in 1939 on Class I railways in the United States has been re- 
ported as 8.43 per cent, in a compilation of figures on freight 
revenue and value of commodities transported in 1939, made by 
the Commission’s Bureau of Statistics in statement No. 4045. 

The Bureau has issued such statements at three-year in- 
tervals since 1930, the information being designed to aid in 
making comparisons of the character and value of freight trans- 
ported by railways with that moved by other agencies of trans- 
portation, says a foreword to the compilation. 

Freight transported by rail in 1939 on Class I railways had 
an aggregate value of $40,042,370,000, and freight charges 
amounted to $3,375,883,000, according to the statement. The 
grand total, in net tons, of carload and less-carload traffic, for 
1939 was 906,468,382, and the freight revenue a ton averaged 
$3.72. The value of the shipments, by the ton, at their desti- 
nation averaged $44.17. 


EXCEPTIONS TO MOTOR REPORTS 


MC 5390, S. M. Fox, dba Penn-New Jersey Transportation 
Co., common carrier application. Time for filing exceptions 
to recommended order extended to November 13. 

MC 7614, Davis Motor Lines, Inc., (successor to H. D. 
Albright, dba Salisbury Transfer Co.), common carrier appli- 
cation; and MC 7614 Sub. No. 1, Davis Motor Lines, Inc, 
(successor to C. C. Huitt), common carrier application. Time 
~~ a exceptions to recommended order extended to Novem- 

er 27. 


MC 30149 Sub. No. 1, Sioux Express Lines, Inc., extension 
of operations, bakery goods. Time for filing exceptions to 
recommended order extended to November 26. 


MC 46165, Steve W. Stepnoski, dba Steve W. Stepnoski 
Motor Transportation, common carrier application; and MC 
46165 Sub. No. 1, Steve W. Stepnoski, extension of operations. 
Time for filing exceptions to recommended order extended to 
November 16. 

MC 46351 Sub. No. 1, Twin City Transportation Co., com- 
mon carrier application. Time for filing exceptions to recom- 
mended order extended to December 2. 

MC 64932 Sub. No. 3, Rogers Cartage Co., extension of 
operations. Time for filing exceptions to recommended order 
extended to November 19. 

MC 82385, Southern Fruit Distributors, Inc., contract cal- 
rier application. Time for filing exceptions to recommended 
order extended to December 2. 

MC 88197, David D. Provan and Frederick J. Provan, dba 
Provan Petroleum Transportation, contract carrier applica 
tion. Time for filing exceptions to recommended order éx- 
tended to November 20. 

MC 101487, Paul J. Palmer, common carrier application. 
Time for filing exceptions to recommended order extended 10 
November 15. 

MC 40085, Benjamin Cain, dba Cain’s Truck Lines, com- 
mon carrier application and extension of operations, Houston, 
Tex.; and MC 40085 Sub. No. 1, Same, extension of operations, 
Oklahoma City, Okla. Time for filing exceptions to recom 
mended order extended to November 22. 
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A. T. A. Convention 


American Trucking Associations, Inc., in Annual Session, Averts Threat of Disunion—Large 
Registration—Rodgers Reelected—Horner Addresses Business Session and Rogers Speaks at 
Luncheon—Common Carriers Consider Forwarder Legislation and V ehicle Classification 


By Rosert J. Bayer, Staff Correspondent at Los Angeles 


Fervent pleas for unity in the organization, voiced by 

President Ted Rodgers, Chairman D. L. Southerland of 
the Common Carrier Division, John Rogers, member of the 
Commission, and others indicated definite trends toward di- 
vision in the American Trucking Associations, Inc., at its seventh 
annual convention at the Hotel Biltmore, Los Angeles, Cal., 
November 11 to 14, although few evidences of that trend ap- 
peared on the surface. By the time of adjournment, however, 
these partially concealed animosities seemed to have disap- 
peared, and the conviction was expressed that the conven- 
tion, most successful in point of attendance in the history 
of the association, would be known in the future as the “peace 
convention.” 

Evidences of the mounting feeling on the part of several 
sroups, notably one made up of common carriers, that diver- 
sence of their interests pointed toward the setting up of several 
nationwide organizations along lines of carrier interest came 
to light at the meeting of the association’s policy committee on 
November 10, the day before the convention opened. At that 
session there was presented a proposal from the common car- 
riers that the membership of the national traffic committee be 
revised so as to include only individuals nominated by common 
carrier tariff bureaus. It was pointed out that the functions 
of that committee, which has jurisdiction over the compilation 
and publishing of the National Motor Carrier Classification; 
over the preparation and prosecution of the association’s side 
in general rate cases; over such regulatory matters as the 
operators’ side of the preparation of tariff circulars and rules 
of practice, and other things of that kind, bore solely on the 
common carriers. The committee, it was argued, had been 
established before the association had been divided vertically 
into divisions delimited as to membership among common car- 
riers, contract carriers, private carriers, and other carrier 
classification. As the association was at present organized, 
proponents of the change pointed out such jurisdictional bodies 
cut horizontally across the vertical divisions and put at least 
partial control over the affairs of certain classes of carriers into 
the hands of representatives of other classes of carriers. 


Members of the common carrier division called attention 
to the fact that 84 per cent of the finances of the national asso- 
ciation came from common carriers and that such carriers had 
contributed 70 per cent of the joint fund with which the asso- 
ciation was carrying on its national advertising campaign. 


In spite of these arguments, however, the policy committee 
tabled the proposal without what some of those present con- 
sidered sufficient discussion. At the first session of the Common 
Carrier Division, the morning of November 12, Chairman 
Southerland said that the revision of the membership of the 
national traffic committee had been one of the things in which 
he had been most interested, but added that, the action of the 
policy committee having been adverse to making the change at 
present, the division ought to take that action in good part 
and ought to forget its differences in the interests of organiza- 
tion unity and harmony. No further action in the matter was 
taken by the division. 

In his opening address, at the first general session, the 
morning of November 11, President Rodgers referred to “rumors 
of dissension,” but said they were unfounded. At the same 
ume, he urged all factions in the association to work for unity. 


Pleas for Unity 


_ At the luncheon, on the first day of the convention, Com- 
missioner Rogers departed from his prepared manuscript to 
make a similar plea. He said that, when the Commission had 
before it the united view of the motor carrier industry on a 
specific question, it would give it consideration with confidence 
and arrive at its decision on the merits of the case. When, 
however, as had not infrequently been the case, divergent views 
Were presented by different sections of the industry, the Com- 
Mission was in doubt as to just what the industry wanted. He 

new, he said, that the same uncertainty existed in Con- 
gressional committees when representatives of divisions of the 
Industry appeared and stated divergent opinions. If the in- 
dustry was to progress, he said, it must attain internal unity. 
It might expect, in the coming years, increasing severity of 


competition from other types of transportation, he said, and 
in its fight for life against such competition had better forget 
the comparatively minor competition existing among its own 
components. 

The Common Carrier Division took two additional steps 
toward unity. In response to a report from its chairman that 
the association’s board intended to consider a recommendation 
of its policy committee, to be presented at board sessions sched- 
uled for November 14, that a new division of irregular route 
common carriers be set up in the association, it adopted a 
resolution, presented by Harry Chaddick, Chicago, and sup- 
ported in discussion by a number of other operators, that a 
committee be appointed to seek conference with the proponents 
of the new division, inviting them to become active members of 
the existing Common Carrier Division, and asking them to 
withdraw their proposal for a separate division. Failing that, 
the resolution instructed the committee to express the opposi- 
tion of the Common Carrier Division to the proposal at the 
board meeting. Chairman Southerland appointed Walter Mul- 
lady, Chicago, chairman of the special committee. 

In order, however, to avoid conflict in names should the 
new division be set up, the Common Carrier Division voted to 
change its name in that event to the Regular Common Carrier 
Conference. The motion for that provisional change contained 
a rider recommending that the change from “division” to “con- 
ference” be made in the names of the other divisions of the 
association also. The term “division,” it was pointed out, 
carried with it implications of disunity. 


General Session 


The address of welcome at the first general session was 
made by Wallace L. Ware, former president of the California 
commission. The invocation was by the Rev. J. Whitcomb 
Brougher, Jr., pastor, First Baptist Church, Glendale, Cal., who 
also made a humorous inspirational address that brought cheers 
from the audience, numbering well over a thousand. O. H. 
Scott, general chairman of the convention committees, presided. 
Charles S. Booth, vice-commander, seventeenth California dis- 
trict, American Legion, presented a patriotic address. 


Horner Speaks 


The guest speaker at the session was Frederick C. Horner, 
adviser on motor transportation to Ralph Budd, commissioner 
for transportation, National Defense Advisory Commission. 

He said the policy of the commission was “to anticipate the 
needs for transportation as far in advance as possible and to 
provide for them,” and to do this while adhering “strictly to 
non-interference with the normal activities of any form of 
transportation.” Transportation, he said, was the most im- 
portant single factor in the national defense program. All 
methods were needed to handle normal peacetime traffic, he 
said, which meant that they all would be of even greater im- 
portance in “sudden defense movements.” Dependence, in such 
an emergency, on any one type of transportation would be 
fatal, he said. If the policy of non-interference with private 
operation was to be a success, he said, managers of transporta- 
tion under private operation must be prepared to ‘‘swerve from 
the usual routine” and must “make sacrifices in fortifying the 
national security.” 


He described plans developed by the Public Roads Ad- 
ministration and the War Department to insure adequate high- 
ways for defense purposes. The 75,000 mile system of strategic 
highways laid out were, for the most part, already in a satis- 
factory condition, he said, but more work would have to be 
done to make them entirely adequate for the job. He spoke of 
the important part highways played in the campaigns of 
Caesar, Grant, and those of Germany in the World War and 
the present war. 

There were still other needs for adequate highway trans- 
portation, he said, in the expanding personnel of defense equip- 
ment factories. Highways and vehicles adequate to get the 
present workers in an airplane factory to work in the morning 
and home in the evening, would not suffice to do the job when 
the number of workers was doubled and trebled, he said. Con- 
tinuing, he said: 
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The numerous situations of this kind that are arising and will 
continue to arise out of the defense program offer food for thought 
to the agencies that will be called on to perform the transportation. 
Those of you whose organizations are hauling material into these 
plants can increase your own efficiency, and at the same time con- 
tribute to the orderly flow of transportation generally by surveying 
the return haul potentialities and thereby reduce empty mileage to 
a minimum. Net result: High load efficiency, thus permitting lower 
transportation costs, more tonnage and bigger earnings! 

In this connection, in case you have not already been informed 
on the matter, recently the War Department issued an order remov- 
ing the requirement that bids must be obtained from motor carriers 
before they are awarded a contract to transport government property. 
In interviews with War Department personnel, we are told that the 
prejudice against the use of truck transportation has been based in 
a large part on the unreliability of motor carriers. The other day 
your general manager, John Lawrence, received a telephone call from 
the finance office of the War Department to the effect that truck 
operators were not submitting their statements for payment in proper 
form. Now if you boys want to get the business you must conform 
to the rules; in many cases the truck operators have themselves to 
blame for not getting this type of traffic. 

While it is necessary to consider immediate problems, it is equally 
necessary to consider means by which to face conditions that might 
arise if this country were in a state of war. The morale of the civilian 
population is as essential to the well-being of a nation at war as are 
the well-equipped and efficient military units on the firing line. We 
must provide for any contingencies that might arise, keeping in mind 
disrupting as little as possible the civilian service and looking to an 
orderly return to normal times. 

In a national crisis, trucks in commercial operation--for-hire and 

privately owned—for instance, will be called on to undertake trans- 
portation services outside the pale of their everyday operations. A 
little foresight is needed, at this time, with provision for setting up 
a coordinated program within your own industry if possible for the 
securing of these vehicles, so as to distribute the emergency activity 
efficiently and still allow ample services for the civilian needs served 
by the carriers. 
Stress might be laid on specific types of haulers under this plan- 
ning. For instance, in recent weeks the question has been posed as 
to the most efficient method of keeping the Army’s combat vehicles 
constantly supplied with fuel. We have had numerous contradictory 
statements as to how the Germans kept this ‘‘life-blood’’ pouring into 
their mechanized equipment. When we get the accurate story, it will 
be of use to us, although our problem may be somewhat different. So 
it behooves us to get the experts in the field together to work out 
means by which efficient fueling can be accomplished. 

As an army officer said to me recently, motor transport to an 
army under fire is more important than food, because without it how 
can the modern army be fed. 


Traffic Control Plans 


As the program progresses, the traffic control problem at key 
points will become more intense. The War Department recognizes 
this and has availed itself of the facilities of the Automotive Safety 
Foundation. Plans will be undertaken to keep highways free from 
congestion, through application of the techniques applied by trained 
engineers and traffic control experts, and the coordination of the 
federal, state and local enforcement authorities with the military units 
of the government, charged with this responsibility. 

Driver training will also be a prominent part of this activity. 
With eight men to every motor vehicle in the Army, it will mean that 
every sixth or seventh soldier will have to be an expert driver. The 
American Trucking Associations as well as the National Association of 
Moter Bus Operators is being brought into the picture to supply the 
War Department with the services of experts within the highway trans- 
portation field who have a comprehensive knowledge of the funda- 
mentals of training men to be expert drivers. 

Here I would add that the Army, sensing the importance of keep- 
ing our highways as free as possible of congestion, in purchase of 
new vehicles are specifying a performance ability greater than that 
ordinarily found in the domestic vehicles of today. 

When we look at our entire motor truck transportation plant 
today, and compare it with the horseless drays we were struggling 
with in the last war, we realize the extent of the refinements that have 
been built into the vehicles in the past twenty years. The last war 
was the laboratory that had so much to do with starting the motor 
truck industry on the road to today’s design, material and construc- 
tion, and that through perfection year after year, coupled with the 
great progress in the design and expansion of our highways, now 
makes possible such a marked increase in the radius of transporta- 
tion by motor truck. 

This is also a tribute to your driver training efforts and it is 
a further recognition from other highway users that the ‘‘gentlemen 
of the highways’’ are the most skilled drivers. 

Incidentally the call to the colors for training, as well as the 
usual shifting of personnel to other fields at a time like this, stresses 
the need in your various companies for additional training of per- 
sonnel, whether mechanics, helpers or drivers, to take over as re- 
placements for the men who leave the industry for othr fields opened 
up by the defense activity. 


Briefly this sketches a few of the problems with which your indus- 
try may find it is necessary to concern itself. Numerous others will 


become apparent. So will they from the standpoint of the government 
agencies. 


Motor Vehicle Inventory Needed 


In this category is the growing recognition of the need for an in- 
ventory of the 4,500,000 motor trucks, the buses, the passenger cars 
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and the taxicabs of the whole country. Who owns these vehicles» 
What is their actual capacity? What types of bodies have they? }p. 
formation of this kind is quite well known down to the minutest detajj 
for the other transportation agencies. While, as we have said, ther 
may be enough facilities, the essential in an emergency is to know 
whether there are enough in the right places, and, if not, how quickly 
can they be moved to where they are needed most. 

Trade barriers are also prone to close inspection in the current 
program. I need not with you gentlemen, who are so obviously affecte, 
by them day-in and day-out, call attention to the numerous incidents 
spotlighting trade barriers that have been widely publicized in the 
press. If we are to unite to fortify our defenses, the walls must be 
broken down through cooperative action, if possible through joint 
action by the federal and state government agencies. 

The manufacturers of motor trucks have been asked, over and over 
again in recent months, as to whether they will be able to supply 
civilian needs for vehicles. There are many “‘ifs’’ in the answer to 
that question. 

However 75,000 motor trucks were turned out of the plants in the 
spring months of this year on an eight-hour-day schedule. The peak 
years of production have approached 800,000 vehicles. Without too 
much of a strain on capacity, it is estimated that 1,000,000 vehicles , 
year can be produced. That insures ample capacity for army use, plus 
probably normal supply for civilian purposes—that is, if there is an 
uninterrupted flow of raw materials and parts into the plants, and if 
a considerable amount of the capacity of the truck plants is not turned 
over to the production of armaments, and provided the army orders are 
timed with the increased man-power and production of other military 
equipment. 


Crackpot Ideas 


Cropping up in the defense program are numerous crackpot ideas 
of one kind or another. We have seen proposals for surrounding the 
United States along its borders with a belt-like super-highway. Numer- 
ous other equally dubious plans would create excess facilities all out 
of proportion to the ability of the user or public to pay. They have 
little bearing on defense, and as a matter of fact could well cast clouds 
over the real needs. Legitimate defense preparations will cost enough 
without embarking on a lot of wildcat schemes. 

That is why the orderly survey and planning of Public Roads 
Administration is so essential. It is an antidote for helter skelter 
scurrying around at the eleventh hour and at the same time provides 
opportunity for separating the chaff from the wheat, thereby keeping 
the cost of security at a minimum. 

In conclusion let me urge that, from now on, individually and col- 
lectively, you strive unceasingly to perfect your operations, then when 
your country needs you, your contribution to the common cause will 
be all the more valuable, 


President Rodgers named the following committees: 


Nominating Committee: E. J. Arbour, Connecticut; D. L. Suther- 
land, New Jersey; James N. Johnson, Maryland; A. J. Novick, Virginia; 
M. R. Buhner, Kentucky; A. P. Nelson, Indiana; R. J. Barry, Texas; 
Harry Byers, Missouri; W. R. Arthur, Wisconsin; A. T. Burton, Utah; 
Herman O. Sykes, Oregon; Oren Scott, California. 

Resolutions Committee: H. B. Church, Massachusetts; Harry E. 
Boysen, Pennsylvania; C. H. Fredrickson, North Carolina; M. J. Parlin, 
Kentucky; Merele Fullerton, Ohio; F. G. Dorsey, Texas; Ray Brown, 
Iowa; L. Wasie, Minnesota; William Utsinger, Wyoming; C. A. Gar- 
rett, Idaho; J. P. Spaenhower, California. 

Credentials Committee: Dawson Ditt, Rhode Island; Ted Moyers, 
West Virginia; C. S. Akers, Georgia; Jack B. Cole, Alabama; Harry 
Chaddick, Illinois; B. C. Rotenberry, Arkansas; F. C. Hawks, Kansas; 
Leo A. Winter, North Dakota; C. H. Capron, Colorado; L. W. Hage- 
man, Montana; Ben Morris, California. 


Safety Awards 


Victor McLaglan, motion picture actor, presented trophies 
and certificates to winners in the association’s annual safety 
contest. The Trailmobile trophy for the truck operation with 
the best general safety plan went to the Horton Motor Lines, 
Charlotte, N. C., with plaques indicating second and third 
choices going to the Consolidated Freightways, Inc., Portland, 
Ore., and the F. J. Boutell Driveaway Company, Flint, Mich. 
Awards for the best safety records in the year ending July 31, 
1940, were made as follows: 


Class A, local operators. One to three units: First place, R. E. 
Borchert, Eau Claire, Pa.; honorable mention, Wheeling-Barnesville- 
Woodfield Express, Wheeling, W. Va.; awards of merit, George Adams, 
East Chicago, Ind.; August Z. Chambon, Donora, Pa.; Samuel F. Cris- 
man, Olanta, Pa.: J. F. Hanlon, Athens, Pa.; T. S. Hannan, Parkers 
burg, W. Va.; R. H. Higgins, Morgantown, W. Va.; William J. 
Oliver, Scranton, Pa.; S. M. Paulie Express, Milwaukee, Wis.; Robin- 
son’s Transfer, Sanford, Fla. 


Four to ten units: First place, Riteway Express, Inc., Westwood, 
N. J.; honorable mention, Charles Lenning and Company, Philadelphia, 
Pa.; awards of merit, Collinsville Transfer Company, Collinsville, Ill.: 
Clayton R. Exner, Exton, Pa.; Powell Transportation Company, Wash- 
ington, D. C. 


Eleven to 25 units: First place, Hannon Transportation Lines, 
Inc., Pittsburgh, Pa.; honorable mention, Wheeling-Steubenville Truck 
Service, Wheeling, W. Va. 


Twenty-six to 50 units: First place, Philadelphia Coke Company 
Philadelphia, Pa.; awards of merit, W. G. Corporation, Jersey City, 
N. J.; Patrick Transfer and Storage Company, Houston, Tex. 


Fifty-one to 100 units: Awards of merit, Alko Express Lines, 
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Union Transfer Affiliated Company, Philadelphia, Pa. 

More than 100 units: Award of merit, Pennsylvania Truck Lines, 
Inc, Philadelphia, Pa. 

Class B, long distance operations. One to three units: First place, 
Harry E. Grimes, Arkansas City, Kan.; honorable mention, Sprague 
gil Service, McPherson, Kan.; awards of merit, Charles M. Cameron, 
Thompsontown, Pa.; Klamath Falls Transfer and Storage Company, 
Klamath Falls, Ore.; W. E. Minium, Lewisburg, Pa.; Zellers Transit 
Company, LaPorte, Ind. 


Four to ten units: First place, Crissinger Trucking Company, New 
cumberland, W. Va.; honorable mention, Lay Trucking Company, La 
porte, Ind.; awards of merit, Athey-Brooks Motors, Inc., Parkersburg, 
w. Va.; Burham’s Van Service, Columbus, Ga.; Blue Ridge Transfer 
Company, Galax, Va.; Albert Cartwright, Eau Claire, Wis.; Cole’s Truck- 
ing Service, Athens, Pa.; C. Warren Falwell, Jr., Lynchburg, Va.; G. B. 
Holman and Company, Rutherford, N. J.; Frank C. Klein and Com- 
pany, Denver, Col.; Krebs Brothers Transfer Company, Clearfield, 
Pa.; Leger Mill Company, Altus, Okla.; Leonard Tank Lines, Merced, 
Cal.; E. N. Lukas Motor Service, Wausau, Wis.; Marshall Motor Com- 
pany, Salina, Kan.; Moland Brothers Trucking Company, Duluth, 
Minn.; Motor Truck Equipment Company, Harrisburg, Pa.; Pacific 
Intermountain Express, Inc.; Salt Lake City, Utah; Sanderson Motor 
Freight, Kansas City, Mo. 

Eleven to 25 units: First place, Pioneer Motor Service, Inc., Rock 
Island, Ill.; honorable mention, Mulvena Truck Line, Inc., Alpena, 
Mich.; awards of merit, Barton-Robinson Convey Company, Okla- 
homa City, Okla.; East Coast Freight Lines, Richmond, Va.; Hershey 
Chocolate Corporation, Hershey, Pa.; Kaw Transport Company, Kan- 
sas City, Mo.; C. W. Kelley, Hutchinson, Kan.; Lee Way Motor 
Freight, Inc., Oklahoma City, Okla.; Orange Transportation Company, 
Pocatello, Ida.; Richardson Transfer Company, Salina, Kan.; Willett 
Company of Indiana, Chicago; The Wright Line, Norfolk, Va. 

Twenty-six to 50 units: First place, Carter Brothers, Inc., Rich- 
mond, Va.; honorable mention, Dealers Transport Company, Kansas 
City, Mo.; awards of merit, American Auto Transit Company, Spring- 
field, O.; Cotant Truck Lines, Pocatello, Ida.; Film Transit, Inc., 
Memphis, Tenn.; Hale-Hasell Company, McAlester, Okla.; The Healzer 
Cartage Company, Hutchinson, Kan.; Hillside Garage and Transit 
Company, Milwaukee, Wis.; Park Transportation Company, St. Louis, 
Mo.; Pierce Auto Freight Lines, Portland, Ore.; Transport Corpora- 
tion of Virginia, Blackstone, Va. 


Fifty-one to 100 units: First place, Cushman Motor Delivery Com- 
pany, Chicago, Ill.; honorable mention, Galveston Truck Lines, Okla- 
homa City, Okla.; awards of merit, Red Ball Motor Freight Lines, 
Dallas, ‘Tex.; S. and C. Transport Company, East St. Louis, IIl.; 
St. Johnsbury Trucking Company, St. Johnsbury, Vt. 


More than 100 units: First place, Huber and Huber Motor Ex- 
press, Louisville, Ky.; honorable mention, Consolidated Freightways, 
Inc., Portland, Ore.; F. J. Boutell Driveaway Company, Flint, Mich.; 
Commercial Carriers, Inc., Pontiac, Mich.; Motor Car Transport Com- 
pany, Pontiac, Mich.; Roadway Express, Inc., Akron, O. 


The association’s silver cup, presented to the affiliated or- 
ganization with the best safety record, was won for the second 
consecutive year by the Pennsylvania Motor Truck Association, 
with the Colorado Motor Carrier Association, Inc., organized in 
February, 1940, getting honorable mention. 


Rogers’ Address 


Elton Cooley, Denver, Colo., presided at the luncheon on 
November 11, at which Commissioner Rogers spoke. In addi- 
tion to his extemporaneous plea for unity in the highway trans- 
portation industry, the speaker presented an analysis, section 
by section, of the changes in the motor carrier act as brought 
about by the Transportation Act of 1940. Much of his material 
was merely expository, but with reference te particular sections, 
he discussed the possible effect of the changes. Such significant 
parts of his address were as follows: 


Status of Carters 


One of the most important of the changes made in Part II is the 
addition to Section 202 of provisions which exempt from the act trans- 
portation in the performance within terminal areas of transfer, collec- 
tion or delivery service, whether performed by a carrier by railroad or 
water subject to the act, or performed by any person for a carrier by 
railroad, water, motor vehicle, or any express company. Where such 
transportation is performed by a person other than the line-haul car- 
ner, the statute states that such transportation shall be considered 
to be performed by the line-haul carrier, and shall be regulated in the 
Same manner as the line-haul transportation to which it is incidental. 

Several difficult problems arise out of this provision, the answers 
to which are not yet clear. Some of them are: What is its relation, if 
any, to a commercial area, as described in the commercial area exemp- 
tion provisions? To what extent is the line-haul carrier responsible for 
the conduct, either of omission or commission, of the collection and 
delivery carrier, as to such things, for example, as insurance, safety, 
hours of service, torts arising out of personal injuries and property 
damage, rebates, concessions, and the like? 

Iam unable to give you any authoritative answers to these ques- 
tions. It may be that there is no necessary relation between the com- 
mercial area named in a separate exemption provision and the terminal 
area mentioned in this one. It may be that terminal areas must be 
defined in the first instance in the tariffs of line-haul carriers, and that 
the Commission has power subsequently to make any changes therein 
Which will accomplish reasonable and proper results. As to the respon- 
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sibility of the line-haul carrier, it may be that the language of this 
new provision makes him as fully responsible for the conduct of the 
local carrier as though the line-haul carrier performed the service 
himself. I have no doubt that authoritative rulings upon these new 
and difficult questions will soon be forthcoming. 

The definitions of common carrier and contract carrier were both 
changed by the new act. In the case of the former, the words ‘‘whether 
directly or by lease or other arrangement’’ were eliminated, and the 
words ‘‘undertakes * * * to transport * * * for the general public’’ were 
changed to ‘‘holds itself out to the general public.’’ In the case of the 
contract carrier definition, the words ‘‘directly or by lease or other 
arrangement’’ were also omitted. The significance of these changes is 
not now wholly apparent. 


Exemptions for Intrastate Carriers 


One of the most noteworthy amendments is that which adds a 
provision to the statute providing for the exemption, under certain 
circumstances, of motor carriers who operate solely within a single 
state. The new section provides that any such carrier lawfully operat- 
ing solely within one state may apply to the Commission for a certifi- 
cate of exemption. If the Commission finds that the interstate or 
foreign transportation performed by him is of small importance from 
the national viewpoint and if it will not impair uniform regulation by 
the Commission, a certificate of exemption shall issue. Such certificates 
are revocable by the Commission if it finds that the situation has 
changed and that the carrier’s participation in interstate or foreign 
commerce is or has become or probably will become important from 
the national viewpoint. At the outset, this provision will undoubtedly 
east upon the Commission a heavy additional administrative burden, 
but ultimately it may relieve us of the task of administering and 
enforcing federal regulations as to many small intrastate operators 
whose participation in interstate or foreign commerce is insignificant 
and negligible. ... 

In respect of rate filings of contract carriers, an amendment to 
Section 18 (a) now requires such carriers to show in their schedules 
the minimum rates and charges actually maintained and charged, rather 
than a bare minimum, as in the past. There may be some confusion 
as to what a minimum rate actually maintained and charged means, 
but certainly it can mean no less than the rate actually specified in an 
existing contract. This section was also amended to provide a suspen- 
sion period of not more than seven months, and to place upon the 
contract carrier the burden of proof in the event of any proposed 
change in rates, either upward or downward... . 

As you can see, these additions to existing motor carrier law bring 
new and, in certain particulars, complicated problems both to the 
Commission and to motor carriers. These will have to be worked out 
as we have worked out others in the past, little by little, and one at a 
time, striving to do first things first and ultimately to arrive at a sound 
and effective result. Whether the new provisions will be helpful either 
to the Commission in administration or to motor carriers in practice, 
only time will tell. The best we can do is to plug along together, 
cooperatively and sympathetically as we have in the past, and hope 
that between us we can soon attain the beneficent purposes stated in 
the national transportation policy. 


Common Carrier Division 


The Common Carrier Division held a two-day session. Its 
action on the first day, with reference to opposition to the 
formation of a separate division for irregular common carriers, 
and providing for a change in its name should such a divi- 
sion be formed, has already been described. At the second 
day’s session, Mr. Mullady, as chairman of the committee ap- 
pointed to attempt to persuade the irregular common carriers 
to withdraw their proposal, reported that, instead of being 
able to persuade the proponents of the plan that it ought 
to be abandoned, his committee had been “converted” by 
those proponents. As the committee now saw it, he said, the 
new irregular common carrier division was necessary to com- 
bat the influence of a separate National Association of Ir- 
regular Motor Common Carriers which had already been 
organized. Hence, he added, it appeared that the formation 
of such a division in the American Trucking Associations 
would be a move toward unity instead of disunity. He moved 
reversal of the position taken by the division the day before, 
so that it now would support the move for the new division. 
His motion was adopted. 

Glen Ward, Ohio, chairman of a special committee to con- 
sider exemptions for intrastate operators provided for in the 
Transportation Act of 1940, pointed out several phrases in 
Section 204, paragraph 4a of the new law that needed careful 
interpretation to protect the interests of the interstate com- 
mon carriers. Particularly, he said, the industry should be 
watchful against attempts of state commissions to obtain 
wholesale exemptions for intrastate operators. He said his 
committee was working on a standard form for the filing 
of exemption applications and he asked for suggestions from 
operators generally as to what information such a form 
should contain. He said it was the intention of his committee 
to ask the Commission to postpone action under the section 
until there had been more time for the study of it and its 
effects. 

Mr. Chaddick, as chairman of a special committee, dis- 
cussed problems likely to arise under Section 202, paragraph 
ec of the new law, which provided for agency or contractual 
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relationships between carters and line-haulers. The position 
of the line haulers generally was that the section permitted 
only such relationships, but he called attention to the recent 
examiner’s report in the application of the Winkler Motor 
Service, Chicago carters, for a certificate as a common carrier, 
which recommended the issuance of such a certificate. That 
case, he said, was likely to set a precedent and his committee 
and the association were preparing to file exceptions to the 
report. The plan was also to prepare a standard form of 
contract for use between line hauler and carter, he said. 

There was grave danger that, under the law, with the 
carter maintaining contact with the shipper, a practice of 
bargaining between carter and line hauler for traffic, or of 
“auctioning” of traffic to line haulers by carters, might spring 
up, he said. He recommended concerted action by line haul- 
ers serving particular territories to see that carters charges 
were uniform to all line haulers. 

Neither the Ward nor the Chaddick report required for- 
mal action by the division. 

Maurice Tucker, Indiana, presented a resolution pledg- 
ing to the association the support of the division in its efforts 
to obtain legislation for the regulation of freight forwarders, 
but opposing the so-called “stop-gap” bill because by its terms, 
railroads and express companies could set up new forwarder 
organizations to complicate the existing situation. The resolu- 
tion called for the appointment of a committee of five to 
implement to division’s position. It was adopted. 


There was a long discussion of the matter of classifica- 
tion of carriers, initiated by a report from Leland James, 
Oregon, chairman of the association’s committee on the sub- 
ject. The matter was complicated by opposing recommenda- 
tions from the committee, on the one hand, and the division’s 
board of governors, on the other. The committee had sub- 
mitted its report to the various divisions of the association, 
all of which had accepted it, except the board of the common 
carrier division. The latter had made some changes in it and 
had then recommended that it be sent back, as changed, to the 
state associations for their approval. Mr. James. pleaded for 
the adoption of the committee report “in principle,” pointing 
out that the matter had now hung fire since 1936 and that re- 
submittal to the state associations would produce at least 
another year of delay. He thought the division ought to adopt 
that part of the report which recommended the division of 
highway operations into 57 divisions and sub-divisions. 


Mr. Chaddick explained that the board of governors, of 
which he was a member, had made several amendments in 
that list, including the removal of expedited carriers as a 
sub-classification under common carriers, and the removal 
of two sub-classifications of contract carriers in which opera- 
tors who exchanged traffic and equipment with common car- 
riers had been put by the committee. Because of those modi- 
fications, he said, the report ought to go back to the state 
associations for approval. 

The division took the latter position by adopting a resolu- 
tion submitted by the board of governors. In order to avoid 
delay, it then adopted a motion by Mr. Glenn to make the 
board a committee on the whole with power to act in the 
matter without waiting for the next annual meeting. 


Chester G. Moore reported on the progress of the Com- 
mission’s classification and class rate investigation. Historical- 
ly, he said, the matter went back to Ex Parte 123, when 
the truck interests had acceded to requests from the rail- 
roads for cooperation by agreeing to make advances in truck 
rates in accordance with those the Commission permitted 
the railroads to make in that case. Subsequently, he said, 
the railroads and the trucks continued their cooperative 
action with the result that, for some time, major conflicts 
in rates were avoided. 


Early in 1940, however, he added, coincident with the 
filing of the annual reports of the trucking companies, some 
of which showed considerable progress, the cooperation 
ceased. He said information that had come to him indicated 
that the action was taken by the railroads deliberately when 
they discovered that equality of rates did not operate to stop 
the increase of truck business. Superior service, he said, 
was responsible for the continued increase in truck traffic 
and the Association of American Railroads decided that rate 
cooperation should stop and the railroads be permitted to 
retain or regain traffic by rate reductions if they thought 
such action would be effective. 

The first major result was the reductions in over 3,000 
southern less-carload rail ratings to which the truckers had 
objected strenuously, he said, but which were permitteed 
to become effective on September 1. 

All this, he said, made it essential that the highway trans- 
port industry take an active part in the class rate and classi- 
fication general investigation to make sure that the Commis- 
sion would have facts before it on which it could act to 
protect the industry. He said that the studies made pre- 
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liminary to the filing of the suspension petition in the south. 
ern rating reductions had convinced the truckers that railroads 
were hauling less-carload traffic at much less than cost. 
It was now necessary, he added, to develop figures that would 
prove conclusively in the general investigation that the rajj. 
roads were taking up the losses in merchandise traffic jp 
their carload revenues in order to put the trucks out of busi. 
ness. 

The industry wanted to put in the record in the genera} 
investigation cost and traffic figures, he said, and he pleaded 
with those present to cooperate in the compilation of those 
figures. A subcommittee of the national traffic committee had 
appeared at the conference at Chicago a few weeks ago, he 
said, and had asked for an order from the Commission requiring 
truck operators with gross annual revenues of over $250,000 
to furnish information according to forms to be developed by a 
joint committee of truckers, railroad men and Commission 
employes, with the Commission to do the statistical work. 
Even if the Commission should not issue such an order, he said, 
the industry ought to compile the information for use in the 
investigation, and as a foundation for a statistical bureau which 
the American Trucking Associations needed badly. 

The division reelected Mr. Southerland, chairman; L. B. 
Brown, vice-chairman, and Morgan Parlin, treasurer. Mr, 
Southerland announced that Robert J. McBride, secretary-man- 
ager, had been retained for another year at an increased salary, 

The report of the treasurer, Mr. Parlin, showed that since 
its reorganization on the basis of rate bureau participation in 
financing a year ago, the division had not only been able to 
pay off a substantial indebtedness, but had built up a conm- 
fortable surplus. The report was accepted. 


Freight Claim Section 


The association’s freight claim section, which operates 
under the jurisdiction of the national traffic committee, held 
a meeting November 12, at which a number of minor changes 
in the association’s freight claim rules were adopted, and mat- 
ters of freight claims and claim prevention discussed. Joe 
Marshall, special representative, freight claim division, Asso- 
ciation of American Railroads, spoke to the group and took 
part in its discussions. The present liaison arrangement be- 
tween the motor carriers and the railroads, through the secre- 
taries of their respective freight claims sections, was approved. 

In the matter of freight claim prevention, although no 
formal action was taken, there was discussion of the setting 
up of a prevention committee and of cooperation in the 1941 
Perfect Shipping Month, set for April. 

The section took a further step in the perfection of its 
organization by the election of an arbitration committee to 
consider and report on disputed claims. Those elected were: 


G. W. James, Red Arrow Freight Lines, Houston, Tex.; L. R. 
Cope, Pacific Highway Transport, Seattle, Wash., and T. S. Tower, 
Brooks Transportation Company, Richmond, Va. 


There was also some discussion on the formation of an 
appeals committee, to which decisions of the arbitration com- 
mittee might be appealed. Because however, there had as yet 
arisen no great need for such a committee, it was voted to 
have the three elective officers of the section act on appeals 
until such time as the quantity of appeal work made the ap- 
pointment of a separate committee necessary. 

The section elected the following officers: 


Chairman, W. D. McLain, Mason and Dixon Lines, Inc., Kingsport, 
Tenn.; first vice-chairman, G. A. Fitzgerald, Keeshin Motor Express, 
Louisville, Ky.; second vice-chairman, R. C. Reid, Western Truck 
Lines, Ltd., Los Angeles, Cal.; members of the claims committee, Don- 
ald Wholley, McCarthy Freight System, Inc., Taunton, Mass.; W. C. 
McKenna, Arrow Carrier Corporation, Paterson, N. J.; E. H. Blake, 
Huber and Huber Motor Express, Louisville, Ky.; F. H. Albee, Trans- 
american Freight Lines, Chicago, Ill.; A. O. MacDonald, Cushman 
Motor Delivery, Chicago, Ill.; Harry Duckworth, Yellow Transit Com- 
pany, Oklahoma City, Okla.; W. H. Pickett, Sproles Motor Freight 
Lines, Fort Worth, Tex.; O. H. Brand, Riss and Company, Kansas 
City, Mo.; A. F. Nash, Motor Transport Company, Milwaukee, Wis.; 
A. J. Fregeau, Weicker Transportation Company, Denver, Colo.; G. G. 
Garett, McKie Transfer Company, Longmont, Colo.; Mr. Teed, North 
Eastern Motor Express, Denver, Colo.; Louis W. Schiele, Garrett Trans- 
fer and Storage Company, Pocatello, Ida.; W. S. Myrin, Consolidated 
Freightways, Inc., Portland, Ore.; H. P. Merry, Southern California 
Freight Lines, Los Angeles, Cal.; Mr. Tipton, Oregon-Nevada-California 
Fast Freight, Inc., San Francisco, Cal. 


The three elective officers and the members of the arbi 
tration committee are also members of the claims committee. 
Carl F. Jackson, assistant manager of the association, secre 
tary of the national traffic committee, is secretary of the 
section. 

Board Meeting 


The business of the American Trucking Associations is 
carried on through its board of directors, which is compos 
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of delegates from the state associations affiliated with it. The 
poard held its meeting November 14. 


Rodgers Reelected 


Ted V. Rodgers was reelected president for his eighth 
successive term. Others reelected included: First vice-presi- 
gent, H. D. Horton, North Carolina; second vice-president, 
Oren H. Scott, California; third vice-president, Henry E. 
English, Texas; fourth vice-president, C. J. Williams, Wiscon- 
sin; secretary, Chester G. Moore, Illinois. James B. Godfrey, 
Jr, Michigan, was elected treasurer to succeed Lewis A. 
Raulerson, Florida. 

The board accepted the report of the credentials commit- 
tee, Mr. Chaddick, chairman. It showed 1,210 registrations 
from 39 states, the largest on both counts in the history of 
the association. The treasurer’s report, showing an income of 
$313,000 for the year and expenditures of $311,000 and a re- 
duction of the indebtedness of the association by $2,000, was 
also accepted. 

Resolutions 


Mr. Fullerton reported for the resolutions committee. 
The resolutions adopted approved the splitting of the associa- 
tion’s region No. 6 into two regions, with Illinois and Indiana 
in No. 6 and Ohio and Michigan in No. 13; the formation of 
a common carrier irregular route division, and the change 
of the name of the existing division to common carrier 
regular route division and a subsequent change in the word 
sions of the association; removal of all state trade barriers 
“division” to “conference” in the names of all of the divi- 
sions of the association; removal of all state trade barriers 
and the establishment of full reciprocity in weight and size 
restrictions and taxes among all states, and the forwarding 
to the convention of the National Grange in Syracuse, N. Y., 
of a telegram asking cooperation in the effort; the setting 
up of a committee, with one representative in each state, for 
the collection of funds for the British ambulance service and 
the usual resolutions of thanks to those who had the conven- 
tion in charge. 

A resolution asking for a definite establishment of the 
status of local carters under the transportation act of 1940 
was referred by vote to the executive committee for action. 

In addition to those already mentioned the following were 
elected chairmen of their respective divisions: Auto trans- 
porters, Walter F. Carey, Michigan; cartage operators, Joseph 
Robertson, California; contract carriers, Charles P. Clark, 
Missouri; film carriers, James P. Clark, Pennsylvania; house- 
hold goods carriers, Merle Fullerton; oil field haulers, L. E. 
Whitlock, Kansas; petroleum transporters, Maurice L. Wil- 
cox, Pennsylvania; irregular route common carriers, John 
Rutherford, Virginia. 

Finals in the national truck rodeo were held at the 
McLaglen Sports Center the evening of November 13. In the 
straight truck class, Orville Hoffert, Trans-American Freight 
Lines, Indianapolis, Ind., was declared the winner; in the 
tractor-semitrailer class, Charles Zimmerman, Cushman Motor 
Delivery Company, Chicago, and in the truck-trailer class, Clyde 
Shepherd, Asbury Transportation Company, Los Angeles. Mr. 
Hoffert was judged grand national champion, with Mr. Zim- 
merman second and R. A. Hall, Horton Motor Lines, Inc., Balti- 
me Md., who placed second in the tractor-semitrailer class, 

ird. 

At a luncheon, November 14, Paul T. Truitt, chairman of 
the interdepartmental committee on interstate trade barriers, 
Department of Commerce, spoke on the influence of trade 
barriers on the free flow of commerce and on the national 
defense program. 


CASUAL TRANSPORT BROKERS 


The Georgian Hotel Travel Bureau, Pike Street Auto 
Travel, Palace Hotel Auto Travel, St. Regis Hotel Auto Travel, 
and the Caledonia Hotel Auto Travel, which participated in a 
hearing at Seattle, Wash., June 29, in Ex Parte MC 35, ex- 
emption of casual, occasional, or reciprocal transportation of 
passengers by motor vehicle, in a memorandum have asked the 
Commission to deny the petition of the National Bus Association 
for the removal of the exemption of such transportation of 
passengers from the provisions of the motor carrier act, section 
203(b)(9). Removal of the exemption would subject the travel 
bureaus to the provisions of the motor carrier act (see Traffic 
World, July 20, p. 149). 

The memorandum said it was the contention of those now 
engaged as brokers that the petition should be denied for these 
reasons: The share-expense method of travel fulfills a definite 
®conomic need to persons in the lower income brackets; the 
share-expense travel bureaus are engaged in facilitating casual 
occasional carriages in interstate commerce within the ex- 
emption of the statute, and the record does not disclose any 
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substantial percentage of the carriages in which they acted as 
brokers which were effected by drivers making a business of 
transportation in interstate commerce; the record shows that 
the number of irresponsible drivers engaged, as well as the 
risk to passengers, is negligible when compared to the total 
number of carriages affected; and the proposed regulation of 
occasional carriages would amount to a prohibition and com- 
plete wiping out of carriages of this class and would be con- 
trary to the public interest by depriving the small salaried per- 
sons of this type of transportation. 


Government Freight by Motor 


Supplementing the recent War Department order directing 
its traffic officers to pay the published rates of carriers by 
motor vehicle, detailed instructions have been issued setting 
forth the procedure to be followed in billing government freight. 
They were issued by the finance division of the army. The new 
procedure is necessary on account of the order directing that 
government freight be hauled on published rates instead of ask- 
ing motor carriers to submit bids. The instructions were de- 
signed to eliminate confusion among carriers by motor vehicle 
in obtaining their compensation for the hauling of army traffic. 

Bills, say the instructions, are to be prepared on standard 
forms 1068 and 1068-A, which may be obtained from the 
Public Printer, Government Printing Office, Washington, D. C. 
In all instances, say the instructions, freight bills must be ac- 
companied by the appropriate bills of lading. According to the 
instructions the government will assume responsibility for the 
payment of charges only when a government bill of lading is 
used. Freight bills must be submitted to the Finance Officer, 
U. S. Army, Washington, D. C. 

The instructions say the army prefers that, where possible, 
more than one but not more than 25 bills of lading be included 
in one freight bill, that being based on a desire to avoid duplica- 
tion of bookkeeping work. 

Form 1068 has a stub which the army will return to the 
carrier with the check in payment of the account. The carrier 
is to fill in the stub correctly, inasmuch as the stub is to be 
used by the Finance Officer in a “window” envelope as the 
address for forwarding the check. Bills, the instructions say, 
must be submitted from a carrier’s general office, not from 
the branch office where the service may be rendered. 

“In order that bills of carriers may be audited and passed 
for payment without delay,” say the instructions, “it is re- 
quested that one copy of each applicable tariff be furnished the 
Finance Officer, Washington, D. C., without cost and reference to 
such tariff be shown in the space provided on the government 
bill of lading.” 

The provision about the furnishing tariffs without cost was 
put into the instructions because the Finance Officer has no 
appropriation to pay for copies of tariffs, be they individual or 
agency publications, and it is essential that the Finance Officer 
have tariffs so that the rates charged may be checked against 
the appropriate tariff. 

The instructions say that charges, by bids and contracts, 
for the transportation of household goods of army personnel 
should be billed to the finance officer nearest the point of 
origin of the shipment. 


RATES ON COTTON PIECE GOODS 


The Southern Motor Carriers Rate Conference has asked 
the Commission to institute an investigation into what it calls 
the present depressed rail-commodity rates on cotton piece 
goods moving from export or transshipment to the Pacific 
coast, established to meet motor truck competition. 

The rates the conference desires to have investigated apply 
to Norfolk, Va., Charleston, S. C., Savannah, Ga., Jacksonville, 
Fla., Mobile, Ala., and New Orleans, La., from points of origin 
in North Carolina, Virginia, South Carolina, Georgia, and 
Alabama. The investigation desired is, generally, as to car- 
loads, but, in addition, the petition includes less-carload rates 
from points in South Carolina, Georgia, and North Carolina to 
Charleston and from points in Georgia, South Carolina and 
North Carolina to Savannah. It asks that this investigation 
be joined for hearing with I. S. 4838. 





MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC 501, C. P. Speitel Co., Inc., common carrier applica- 
tion, as of Oct. 21; MC 531 Sub. No. 2, Younger Brothers, 
Inc., extension, Mississippi, as of Oct 21; MC 1511 Sub. No. 
28, Pacific Greyhound Lines, dba Greyhound Lines, ©xtension 
El Paso-Cross Roads, as of Oct 26; MC 2180 Sub. No. 13, 
Burlington Transportation Co., extension Denver-Lafayette, 
as of Oct 24; MC 2900 Sub. No. 8, Great Southern Trucking 
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Co., extension, alternate route, as of Oct. 24; MC 3872 Sub. 
No. 1, H. C. Minnich, extension, Sundance-Devil’s Tower- 
Hulett, as of Oct. 24; MC 5950 Sub No. 1, Elmer Anderson, 
dba Midland Transfer Co., contract carrier application, as of 
Oct. 24; MC 10286 Sub. No. 1, Henry H. Snyder. iba Snyder’s 
Express, extension of operations, as of Oct 15; MC 17863, 
Max D. Beare, contract carrier application, as of Oct. 28; 
MC 18038 Sub. No. 1, Ivan M. Lewis, extension of radial op- 
erations, as of Oct. 21; MC 24962 Sub. No. 1, George _C. 
Reed, dba George C. Reed Transfer Co., extension of opera- 
tions, as of Oct. 21; MC 30244 Sub. No. 1, W. C. Shoemaker 
and J. C. Shoemaker, dba Shoemaker Brothers, extension 
of operations, as of Oct 28; MC 35334 Sub. No. 5. Cooper-Jarrett 
Inc., extension, St. Joseph, as of Oct. 29; MC 35334 Sub. No. 7, 
Cooper-Jarrett, Inc., extension, Fort Scott, as of Oct. 29; 
MC 35334 Sub. No. 8, Cooper-Jarrett, Inc., extension, Lamar, 
as of Oct. 29; MC 43408 Sub. No. 1, West Shore Transport 
Co., extension of operations, Wisconsin, as of Oct. 25; MC 
48510, Illmo Trucking Service Co., contract carrier applica- 
tion, as of Oct. 28; MC 59434 Sub. No. 3, Sebastian Mikulich, 
dba Las Vegas-Tonopah-Reno Stage Line, Death Valley pas- 
senger extension, as of Oct. 26; MC 69827, Charles E. Wilkins, 
dba Wilkins Draying Co., common carrier application, as of 
Oct. 26; MC 86721, Elwood Braunbeck, commoa varrier ap- 
plication, as of Oct. 28; MC 88864 Sub. No. 1, Ted Haney, 
common carrier application, as of Oct. 26; MC 89205, Sub. 
No. 1, Leo Mulligan, dba John J. Mulligan & Son, extension, 
Bellevilie-Bloémfield, as of Oct. 28; MC 90897 Sub. No. 1, 
Gaulbert Gaetz, common carrier application, as of Oct. 19; 
MC 94861, Mack Corwin, Inc., common carrier application, 
as of Oct. 21; MC 96215, Edgar Selvia, contract carrier ap- 
plication, as of Oct. 25; MC 100599, C. B. Tyler and Arthur 
B. Cole, dba Tyler and Cole, New York, extension, as of Oct. 
25; MC 82185, R. J. Natalie, contract carrier application, as 
of Oct. 19; MC 95659 Sub. No. 1, I. O. Curry, extension of 
operations, as of Oct. 21; MC 96228, Ralph Antrim, common 
carrier application, as of Oct. 19; MC 100579, South Florida 
Dynamite Co., contract carrier application, as of Oct. 28; MC 
100911, C. A. Richards, common carrier application, as of Oct. 
28; MC 101554 Sub. No. 1, James A. Bova and Forrest B. 
Rice, common carrier application, as of Oct. 16; MC 101903, 
Elton Wise, contract carrier application, as of Oct. 28; MC 
78786 Sub. No. 54, Pacific Motor Trucking Co., Bishop- Scheelite 
extension, as of Nov. 6; MC 2180 Sub. No. 12, Burington Trans. 
Co., extension of operations, as of Oct. 31; MC 37942 Sub. No. 1, 
David F. Teeple, dba Fort Wayne-Portland Truck Line, ex- 
tension of operations, as of Oct. 31; MC 50186 Sub. No. 1, 
Jacob E. Crumet, extension, Elkhart, Ind., as of Oct. 31; MC 
60634 Sub. No. 1, M. A. Murphy, dba Virginia Transfer & Fuel 
Line, common carrier application, as of Oct. 31; MC 75295 
Sub. No. 1, East Coast Freight Lines, extension, Ampthill-Rich- 
mond Deepwater Terminal, Va., as of Oct. 31; MC 3271, Charles 
Miller, dba Cutter Moving Co., common carrier application, as 
of Oct. 31; MC 6866 Sub. No. 2, C. and C. Truck Lines, Inc., 
as of Oct. 31; MC 9140 Sub. No. 3, W. Don Maurer, extension 
of operations, as of Oct. 31; MC 30707 Sub. No. 1, Harold W. 
Gardner, dba Hoosick Valley Coach Lines, extension, Melrose- 
Valley Falls, as of Oct. 31; MC 35470, William Sterling, Jr., 
common carrier application, as of Oct. 31; MC 78684 Sub. No. 1, 
Porter Madison, extension of operations, as of Oct. 31; MC 
84185, Earl Dibble, common carrier application, as of Oct. 31; 
MC 88140 Sub. No. 1, L. B. Fritts, Bessie Herrin and H. K. 
McDowell, dba Buen Amigo Tours, extension of operations, as 
of Oct. 31; MC 88523, Perley Alton Brewer, dba Brewer Petro- 
leum Service, extension of operation, Vermont, as of Oct. 31; 
MC 90822, William Austin Fishel, contract carrier application, 
as of Oct. 31; MC 92137, Joseph Lilly, Jr., common carrier ap- 
plication, as of Oct. 31; MC 96107, L. W. Elliott, dba Elliott 
Transfer Co., common carrier application, as of Oct. 31; MC 
96193, Carl P. Dintruff, contract carrier application, as of Oct. 
31; MC 100333 Sub. No. 1, James Riha, dba Riha Cartage Co., 
extension of operations, Indiana and Wisconsin, as of Oct. 31; 
MC 101296, Fred C. Bees, common carrier application, as of 
Oct. 31; MC 101322, Charles Drake, common carrier applica- 
tion, as of Oct. 31; MC 101502, Joe Hora, common carrier ap- 
plication, as of Oct. 31; MC 101720, M. D. Haas, common car- 
rier application, as of Oct. 31. 


THE NEW DODGE TRUCK 

Among the mechanical improvements announced in the 
1941 Dodge truck models is an auxiliary 6-volt generator to 
operate all lights (both truck and trailer), instruments, and 
new dual horns. This auxiliary generator, combined with 
“Sealed-Beam” headlights, also new for 1941, is said to result 
in improved lighting and greater safety and the 24-volt pri- 
mary generator and 24-volt starting motor are said to assure 
fast starting under all-weather conditions. 

The cooling system has been improved for effective oper- 
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ation in tropical climates and includes full-length water jackets, 
by-pass thermostat, water temperature gauge on instrument 
panel and a 4-inch fin and tube radiator core. Frontal area 
of the cooling surface is 483.31 square inches. 

A new safety feature is a 10-inch brake-booster cylinder 
and 1000 cubic-inch vacuum reserve tank for better braking. 
Hydraulic equal-pressure brakes are intended to assure safe. 
smooth, straight line stops. Drive-shaft type handbrake oper. 
ates on the drum at rear of transmission. Total braking 
surface (service and emergency brakes) is 481.65 square inches. 
Air brakes of larger size are available as optional equipment 
at extra cost. 


American Central Lease 


The American Central System, Inc., of Louisville, Ky., a 
newly organized corporation, formed by “pioneer” motor op. 
erators, has applied to the Commission in MC F-1401, for au- 
thority to lease for 10 years the motor vehicle common carrier 
rights of six compaines operating in Kentucky, Indiana, Ohio, 
Tennessee, Illinois, and Missouri with an option to purchase 
the operating rights and certificates of those companies, valued 
at $185,000, prior to the expiration of the lease period. 

Specifically, the new corporation seeks authority to lease 
the rights issued or issuable to Meadors & Allen, Inc., of Salem, 
Ind., under MC 69075; J. C. Lottes, doing business as Jasper & 
Chicago Motor Express, of Jasper, Ind., under MC 2994; J. 0. 
Killion, doing business as Killion Motor Express, of Washing- 
ton, Ind., under MC 45158; Meeks Motor Freight, Inc., of Louis- 
ville, Ky., under MC 40768; H. C. Nelson, doing business as 
Nelson Freight Line, of Sunbright, Tenn., under MC 395; and 
Southern Forwarding Co., Inc., of Memphis, Tenn., under MC 
71460. The certificates and rights will be leased for a monthly 
rental in an amount equal to 2 per cent of the net gross monthly 
revenue derived from the property operations over the routes. 
The prices the lessee will pay in cash for purchase of the com- 
panies, should it desire purchase, according to the application, 
are $50,000 for Meeks, $37,500 for Jasper, $20,000 for Nelson, 
$37,500 for Killion, $20,000 for Meadors & Allen, and $20,000 
for Southern Forwarding. 

The new corporation will have an authorized capital stock 
of 9,460 shares, consisting of 1,960 shares having a par value of 
$100 a share, and 7,500 shares having a par value of $10 a 
share. The voting stock of the corporation will consist of 210 
shares of common capital stock of $100 par value each; and 
1,750 shares of the par value of $100 each will be designated 
as class A preferred shares; while 7,500 shares of the par value 
of $10 will be designated as employes preferred shares. 

“The proposed consolidated carriers who have formed 
American Central System are in each instance pioneer operators 
in their respective territories, who have earned the respect of 
the shipping public by their solid and conservative service and 
have built a tremendous amount of good will in their individual 
territories,” says the application in giving reasons for consolida- 
tion. “With the passing of the experimental stage of motor 
transportation and the assumption of control by the Inter- 
state Commerce Commission, the industry has rapidly settled 
to its normal sphere as a utility. No longer are tremendous 
profits feasible as in the early days, but it has reached that 
phase of service to the public which affects the economies to 
which the shipping public is entitled. Accompanying this transi- 
tion there have of necessity been certain restrictions and ex- 
penses that have been particularly burdensome to the smaller 
individual carriers. It is with the idea of reducing overhead 
expenses, effecting certain operating economies, ascertaining 
the proper sphere of service and exerting a greater control of 
safety in the operations, as well as preserving and enhancing 
the individual good will of each operation, that this petition 
for consolidation is respectfully submitted.” 

Annual savings of $3,240 annually are expected by the con- 
solidation. The application said economies in operation were 
more essential than ever, in referring to the “tremendous reduc- 
tion of rates in the south and between the north and the south, 
and the general tendency to rate reductions in all territories. 


FRUEHAUF PROFIT CALCULATOR 


The Fruehauf Trailer Company is distributing, to interested 
trucking companies and others, a calculating device known 4S 
the “PROFIT PROVER.” With it it is possible to make 4 
direct comparison between costs on any operation as Com 
pared with the same operation when performed with the Frue- 
hauf trailer. It is a circular slide rule device with separate 
discs that calculate the additional payload, the extra revenue 
on outbound and return trips, as well as the extra revenue 4 
round trip and a year. 
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Warehouse Deliveries 


Indicating what is deemed by it to be the correct applica- 
tion and interpretation of the motor carrier act, the Commis- 
sion’s Bureau of Motor Carriers, in response to questions 
propounded by the public, has made an administrative ruling 
concerning the transportation of goods from warehouses. Rul- 
ings of this kind, according to W. Y. Blanning, director of the 
bureau, are tentative and provisional and are made in the 
absence of authoritative decisions on the subject by the Com- 
mission. The ruling, No. 93, follows: 


Question: A manufacturer ships his products in interstate com- 
merce from his factory to warehouses, operated for his purposes only, 
located in various cities throughout the country. No specific destina- 
tions beyond the warehouses are known or intended when the goods 
are shipped to the warehouses. The goods come to rest upon arrival 
at the warehouses and orders are subsequently taken from customers 
located in the same states as the warehouses. The goods are trans- 
ported from a warehouse to customers in the same state by motor 
vehicles operated by the manufacturer over routes wholly within that 
state. Is the transportation from the warehouses transportation sub- 
ject to Part II of the Interstate Commerce Act? 

Answer: No. Such transportation is not of the kind which Con- 
gress subjected to regulation under the provisions of Part II of the 
Interstate Commerce Act. It follows that the regulations applicable 
to private carriers of property engaged in interstate or foreign com- 
merce, prescribed by the Commission’s order of May 1, 1940, in Ex 
Parte No. MC-3, do not apply to the motor vehicles or drivers thereof 
engaged solely in this type of transportation over routes wholly within 
a single state. This answer is confined to the question of whether or 
not the transportation referred to is subject to Part II of the Inter- 
state Commerce Act. No opinion is expressed as to the bearing of 
other Acts of Congress upon such transportation or any feature of it. 


Motor Carrier Merger 


Answering exceptions filed in behalf of the National In- 
dustrial Traffic League in MC F-1244, The Transport Com- 
pany control, Arrow Carrier Corporation et al., and cases 
joined with it, The Transport Co. alleges serious misconcep- 
tions by the “gentlemen who signed the document.” The com- 
pany suggests the personal position of the chairman of the 
League’s committee on highway transportation, who signed 
the exceptions, had to some extent “influenced the tone of 
these ‘exceptions’ ” (see Traffic World, Nov. 2, p. 1107). 

The company, said that at a recent hearing in Ex Parte 
MC 22 at Providence, R. I., he “testified that if his views con- 
cerning merchandise transportation rates were to be accepted 
a final natural consequence would be to destroy and by that 
means eliminate a large part of what he called ‘the surplus 
transportation’ by rail, motor and water carriers.” That, the 
answer said, “is his professed objective and he is chairman 
of the League committee.” 

_ The answer said it was asserted that the National Indus- 
trial Traffic League, as a national organization of shippers, 
using all forms of transportation, “has a very large interest 
in the preservation of all forms of transportation in prosper- 
ous condition.” That; said the answer, was undoubtedly a 
correct statement of the true organization policy and the 
real attitude of most of its shipper members. However, the 
answer pointed to the difference between the declaration of 
League policy and the testimony of the chairman of the trans- 
portation committee as explaining the tone of the exceptions. 

The gentlemen signing the exceptions in substance says, 
declares the answer, the consideration moving to the vendors 
from the vendee in these transactions are “excessive.” There- 
fore they predict, says the answer, that in some subsequent 
refinancing the Commission “would be embarassed by the need 
to consider a proposal to ‘overcapitalize.’ ” 

“On that very important subject,” says the answer, “the 
document reveals a very serious misundersanding of the es- 
Sential facts. Nowhere is it exhibited more startlingly than 
on page 7 of the pamphlet wherein there is built up the 
climatic surmise that there will finally emerge a financial 
structure of $30,000,000 based upon nothing more than $6,000,- 
000 worth of tangible assets ‘and some further comparatively 
modest investments.’ Had the gentlemen signing the docu- 
ment been in position to follow the proceedings more closely 
and to have awaited all the final documents it is not sup- 
posed they would have intentionally presented such a distor- 
ion of actual fact. Their lack of familiarity with all the 
actual proceedings, their misreading of the report of Mr. 
Davey and their mere predictions of what the finance appli- 
cations might contain rather than what they actually do con- 
tain have, of course, caused them to make this serious error of 
statement without due care.” 

é The answer sets forth that there is to be no debt financ- 
nk but that the applicant proposes to issue approximately 

10,000 shares of readily convertible preferred stock having 


1231 


an aggregate par value of $11,000,000. It proposes to issue, 
says the answer, approximately 650,000 shares of common 
stock having an aggregate par value of $650,000. It has al- 
ready issued 500 shares of common stock, par value $1, at a 
price of $10 a share and at $1 a share it has agreed to issue 
100,000 shares of “restricted common stock having the aggre- 
gate par value of $100,000 for the benefit of the organizers who 
will have to pay the $100,000.” The total par values of the sev- 
eral stocks, says the answer, prior to conversion of the pre- 
ferred, will therefore be about $11,750,000. Disposition of the 
common stock at more than its par value, says the answer, 
will enable the setting up of a capital surplus of $12,780,000. 

The aggregate net worth of the concerns to be acquired, 
says the answer, will be, as of the date of acquisition, around 
the end of December, approximately $12,275,000 including 
Motor Haulage, the truck leasing companies, the terminal real 
estate and the equipment companies, but excluding Branch, 
Miller, Freedman and New York & New Brunswick. The net 
worth of the tangibles as of the acquisition date was esti- 
mated at about $15,000,000. 

That tangible net worth, consolidated, the answer said, was 
$4,000,000 more than and therefore 1.4 times the par value of 
the preferred stock alone and 1.3 times the senior and junior 
securities combined. Dividend requirements it asserted would 
be no burden at all. An operating ratio of 97 per cent would 
more than meet that obligation, the answer said. Earnings 
from the truck leasing operations, it said, would alone meet the 
carrying charges on the convertible preferred stock, even as- 
suming conversion might be delayed, which it probably would 
not. The net earnings of these truck leasing companies, the 
answer declares, have become substantial and higher profits 
from that source now appear to be virtually assured, being 
governed henceforth chiefly by the credit of their customers 
With the carrying charge on the preferred stock being thus 
covered from that source alone, the remainder of the substantial 
net earnings would therefore become available to the common 
stock and, subject to the restrictions, the small amount of re- 
stricted common stock. 

As to considerations moving between the vendors and 
vendee, the answer said that in one sense it might be said that 
the vendors would thus receive approximately $22,000,000 as 
the consideration moving to them, “a substantial portion of 
which will be stock of the vendor.” 

“This is only 1.79 times the adjusted net worths as of the 
closing date in December,” says the answer. “It is very far 
from the ‘many times’ tangible value erroneously spoken of 
by the exceptors.” 

The 1940 gross revenue of the involved properties, the 
answer said, would aggregate $41,000,000 and it was estimated 
that in 1941 the gross revenue would be not less than $45,- 
000,000. The answer said the 1939 net income of the prop- 
erties, after adjustments and after all taxes, amounted to 
$2,400,000. The 1940 net was estimated at $2,410,000. The 
experience of 1939 and 1940, the answer said, showed the carry- 
ing charge on the preferred to have been covered about four 
times and indicated substantial dividends on the junior stocks 
of $1,800,000, or more than $2 a share. 

The Transport Co. declares there is no analogy between 
railroad and motor financing and referred to language about 
“stock manipulations” as causing it to be noted as having a 
“demagogic tinge.” It makes the point that prospective earn- 
ings constitute a large part of the capitalization of reorganized 
railroads. Given the aid of the full economies that must come 
from the proposed consolidation, says the answer, there need 
be no apprehension concerning the future of The Transport Co. 
and its stockholders “so long as this Commission shall exist 
me — the constructive authority with which it is en- 

owed.” 


The International Brotherhood of Teamsters, etc., takes ex- 
ception to the proposed report in its entirety on the ground that 
the findings and conclusions are erroneous and unwarranted by 
the record that acquisition of control by The Transport Co. 
will be consistent with the public interest; that the prospective 
dismissal of employes is not sufficient reason to refuse the re- 
quested authority; that the definition of employes is not suf- 
ficiently broad for the reason that it fails to include certain 
employes of Rutherford Freight Lines and other companies 
who may be ordered reinstated by the National Labor Rela- 
tions Board on a case now pending involving a charge of unfair 
labor practices; and that generally speaking the labor con- 
ditions in the report are insufficient fairly and reasonably to 
protect and compensate employes who may be dismissed in that 
they are “insubstantial, illusory, ambiguous and capable of 
ready evasion and denial.” 


The Transport Co., replying to the exceptions of the team- 
sters’ union makes the point that the union took no real part 
in the proceedings from beginning to end, submitting no evi- 
dence, filing no brief and that the “statement” it filed was 
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directed mainly to the question whether or not any motor car- 
rier consolidations of any importance in this country should 
be allowed. 

The matter of severance compensation, the reply declared, 
was not dealt with in the union’s statement in any explicit 
manner by the union representative. 

An important consideration is that, in the motor industry, 
says the reply, as contrasted with the railroad industry most 
of the employes are comparatively young and new in the motor 
carrier service. That situation, it is declared, is not com- 
parable to that in railroad employment where men and women 
have spent their entire business lives in working for a par- 
ticular railroad or its predecessors. Employes in the railroad 
industry, it is pointed out, have become deeply rooted in their 
communities and social relationships, in their homes which 
have often been purchased, and in their family ties. 

Most of the motor carrier employes, it is asserted, are 
strapping young men, who, unless exempted, will be much 
more affected by the need io engage in military service than 
by any questions of employment severance in this rapidly 
growing motor carrier industry. Doubtless, says the reply, 
sound, humane and social considerations warrant some con- 
servative system of severance compensation in their favor. 
However, it adds, nothing resembling that which might be 
suitable for railroads is required. Congress itself recognized 
that, argues the reply, in the new provisions of section 5 of 
part I of the statute. 

In addition to these general observations the reply takes 
up each of the points made by the union to show that in view 
of the company the points made against the Davey proposed 
report are not well taken. It agrees with some of the sug- 
gestions made by the union as to changes in language. 

The union’s exception as: to valuing real estate losses at- 
tributable to a change of place of employment of an employe, 
the company says, if used would involve endless analysis of 
general real estate market conditions, the financial ability of 
each employe involved to hold property at a fair price, the 
original cost price of the property, the extent of existing liens 
and countless other factors tending to make for confusion an 
dispute. 

At any rate, says the reply, such a matter should better 
be left to managerial helpfulness in the way of such things as 
voluntary loans, etc., than try to have it regulated by force of 
a governmental administrative order. 





MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 29678 Sub. No. 3, Leonard J. Russell, dba Russell 
Freightways, common carrier application. 





ROCKET ANNIVERSARY 


The first anniversary of the streamlined, Diesel-powered 
Rocky Mountain Rockets of the Rock Island was observed by 
that railroad November 12, this overnight service between 
Chicago and Denver-Colorado Springs having been started 
November 12, 1939. Figures prepared by the railroad show 
that a total of more than 132,000 passengers used this service 
in the last year, each of the two Rocket trains covering a 
total of 396,744 miles in the last twelve months. The loco- 
motives, 2,000 horsepower each, were operated regularly the 
entire distance of more than 1,000 miles without change. 

Elaborate preparations were made for public exhibition 
of the new streamlined, Dieselpowered “Choctaw Rocket,” 
passenger train of the Rock Island Lines, this week between 
Memphis, Tenn., and Amarillo, Tex., via Little Rock, Ark., and 
Oklahoma City. The premier showing of this train was in 
Memphis on Tuesday, November 12, to be followed at Little 
Rock on November 13; Oklahoma City on November 15, and 
Amarillo, Tex., on November 16, with brief stops at stations 
en route. The “Rocket” will go into regular service over this 
route Sunday, November 17, with one train in each direction. 


ANNIVERSARY OF THE CHIEF 


The Santa Fe Chief, running between Chicago and Los 
Angeles, celebrated its fourteenth anniversary November 14. 
Placed in service November 14, 1926, its daily schedule has 
been cut a total of 15 hours in each direction from the original 
schedule of 63 hours. 





PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for Au- 
gust, 1940, shows 17,095 cars held overtime—a percentage of 


06.41—as against 16,571 cars—same percentage—for August, 
1939. 
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Aireraft Production 


American civil airplane production for the first three 
quarters of 1940 showed an increase of 69.7 per cent over the 
same period in 1939, according to the Civil Aeronautics Ad- 
ministration. A total of 4,543 airplanes were constructed in 
these months as against 2,698 last year. 

“The sharpest gain was registered in the heavy, multi- 
engined airplane of the type used by the commercial air lines, 
although production of the smaller, single-engined planes havy- 
ing a seating capacity of from one to five persons continued to 
show a high percentage of increase,” said the air body. 

“During the January-September period 93 large transport 
airplanes were turned out, 178.3% more than in the same period 
of 1939, when 46 were produced. The total number in the 
single engine category was 4,383 as against 2,593 in 1939. This 
is an increase of 69.0 per cent. 

“Grouped according to engine horsepower, the production 
for the nine months period depicts the current trend in aircraft 
construction even more graphically, inasmuch as ships with 
engines of 50 horsepower and under showed a sharp decrease 
while those having engine installation of from 51 to 70 horse- 
power—by far the largest classification—showed an increase 
even sharper than the decrease in the lower-powered planes. 

“The output this year of 51-70 horsepower type, for the 
period under discussion, was 3,031, a percentage increase of 
216.7 over 1939 when 957 were built. In the next higher classifi- 
cation, 71 to 100 horsepower, the increase was 232.7 per cent: 
702 engines in 1940; 211 in 1939. 

“The largest increase of all engine classification was shown 
in the 166-225 horsepower, single-engine group, where the figure 
jumped from only five in 1939 to 136 in 1940. This is an increase 
of 2,620 per cent.” 


AIR EXPRESS BUSINESS 


Air express shipments of the Railway Express Agency for 
the first nine months of 1940 totaled 751,747, an increase of 
23% per cent over the corresponding period of 1939. Gross 
revenue of the nine-month span was up 26 per cent, and the net 
revenue to the seventeen airlines over which the agency oper- 
ates increased 26% per cent. Shipments for September totaled 
97,190, an increase of 24% per cent over September, 1939. 
Gross revenue for the month was up 21% per cent to an all- 
time high for any one month in the thirteen-year history of 
air express. 

All tonnage records for a single air express shipment were 
shattered November 6 when the entire November 11 issue of 
Newsweek, weighing 35,000 pounds, was distributed through 
the air service of Railway Express Agency. This, according 
to the air express division of the agency, was larger by 26,000 
pounds than any other one shipment in the history of air trans- 
portation in the United States. 

By coincidence, the last packages in this shipment left Day- 
ton, Ohio, on the thirtieth anniversary of the first air express 
shipment ever made, November 7, 1910—and that, too, was 
made from Dayton. The shipment had been rail expressed from 
New York to Dayton. It consisted of five bolts of silk weighing 
fifty pounds. 


AIR ADVISORY COUNCIL 


The newly-formed aeronautical advisory council for the 
Department of Commerce, has completed permanent organiza- 
tion. 

Frank A. Tichenor, aviation publisher, New York, has 
been elected permanent chairman; Thomas A. Morgan, manu- 
facturer, New York, first vice-chairman; and Dr. Clark Millikan, 
aviation scientist, Los Angeles, second vice-chairman. ; 

Named on the council’s executive committee, in addition 
to the three named above, were Milton Knight, Toledo manu- 
facturer; Edmund T. Allen, Seattle pilot and engineer; William 
Burden, New York investment expert; Casey Jones, Newark 
flight school operator; Laurence Sharples, Philadelphia flying 
association executive, and John Jouett, Washington transport 
association executive. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Water Transportation 





Higher Rates on Tankers 


The Traffic World New York Bureau 


New freight rates on American tankers operating in the 
Gulf to the North of Hatteras trade, were reported on No- 
vember 8. Rates on a clean tanker were fixed at 48 cents a 
parrel basis gasoline, 51 cents on kerosene, and 54 cents on 
No. 2 heating oil. The latter rates represent, it was stated, 
advances of 8 cents a barrel over the last clean business re- 
ported within the last week. 

It was said that tank owners were now asking still higher 
rates on clean tankers as compared with the foregoing rates 
and the leaders in the trade felt that in the near future the 
rates on gasoline would be above the 50 cents a barrel market. 
This level was not reached until the middle of winter in the 
last season. The high on gasoline last season was 66 cents a 
barrel, quoted around the close of March last. 

According to the explanation given for the rapid advances 
made in tanker rates this year, the change is due to the fact 
that there are fewer tankers now operating in the market. 
It is reported that there are few, if any, clean tankers available 
for November loading and owners are unwilling to book for 
December, due to the belief that much higher rates will be 
obtainable next month than those now in force. Dirty oil rates 
have also firmed up since the beginning of the week. 

Owners of foreign tankers operating in the Venezuela-North 
of Hatteras run have also advanced their rates, it was stated. 





CHARTER OF VESSELS TO ALIENS 


The Maritime Commission, pursuant to section 9 of the 
shipping act of 1916, has approved the following charters to 
aliens of vessels documented under the laws of the United 
States: 


Steamship Jefferson Myers, on behalf of States Steamship Co., Port- 
land, Ore., to Amtorg Trading Corporation for one voyage with a cargo 
of lawful merchandise from a port or ports on the east coast of South 
America to Vladivostok, U. S. S. R., lay days commencing November 
25-December 31, 1940. 

Tanker Montebello, by the Union Oil Co. of California, Los An- 
geles, Calif., to Imperial Oil Shipping Co., Ltd., a Canadian corpora- 
tion, for one voyage with a cargo of crude oil from Talara, Peru, to 
Ieco, Vancouver, B. C., commencing on or about November 26, 1940, 
the charterer to have the privilege of sub-chartering said veessel to 
Imperial Oil, Ltd., a Canadian corporation. 

Sub-charter of the tanker Chas. Kurz in lieu of the tanker Allan 
Jackson, by the Standard Oil Co. of New Jersey to the Standard Oil 
Co. of Cuba, for one voyage with a cargo of crude oil from Texas City, 
Texas, to a port or ports in Cuba, loading on or about October 
29, 1940. 





U. 8. Limes Rate Reduction 


Representatives of lines offering Caribbean cruises in 
competition with the United States Lines Co. contended, in a 
hearing conducted Nov 12 at the direction of the Maritime 
Commission before Chief Regulation Examiner G. O. Basham 
and Examiner James H. Boden, that the granting of permis- 
sion to the United States Lines to reduce passenger fares 25 
per cent to members of three civic organizations of New York 
City and their immediate families was unfair to the competing 
lines which were privately owned and operated without gov- 
ernment aid. 

Appearing as protestants at the hearing were William K. 
Jackson and M. L. Wilcox, representing the United Fruit Co.; 
Charles H. Pearsall, representing the New York-Porto Rico 
Steamship Co. and the New York Cuban Mail Steamship Co., 
and E. M. Talcott, representing the Grace Lines. 

Cletus Keating, of New York, attorney for the United 
States Lines, explained that the 25 per cent reduction offered 
to members of the New York Chamber of Commerce. the New 
York Board of Trade and the New York Merchants Associa- 
tion and their families applied only to a 12-day cruise to 
Havana, Haiti and other points in the Caribbean aboard the 
S. S. America, described by him and by protestants as “the 
pride of the American merchant marine fleet.” Mr. Keating 
Said the purpose of the reduced rate was to gain, by acquainting 
the public at the present time with the facilities of the ship, 
increased patronage for the S. S. America at such time as it 
might begin trans-Atlantic passenger service. He revealed that 
Only nine bookings, under the reduced rate, have been obtained 
So far for the three West Indies cruises scheduled for the 
America, but that 65 inquiries had been received, and that one 
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of the cruises was begun early in November, the others being 
scheduled for Nov. 23 and Dec. 7. The three New York or- 
ganizations to which the 25 per cent rate reduction was offered 
had a total of 4,166 members, Mr. Keating said. 

Mr. Keating presented as a witness James A. Nolan, dis- 
trict passenger agent and manager for the United States Lines 
in Washington, D. C., who said that the S. S. Kungsholm, owned 
by the Swedish-American Lines, was the principal competitor 
of the S. S. America in West Indies cruises and that the min- 
imum for the Kungsholm cruises was $125, while that aboard 
the America was $150. Questioned by Mr. Jackson, Mr. Nolan 
said the 25 per cent reduction would bring the minimum charge 
on the America down to $112.50. There were 370 passengers 
on the America on its last cruise, Mr. Nolan disclosed. 

Three Caribbean cruises were conducted weekly by the 
United Fruit Co., Mr. Wilcox said, while questioned by Mr. 
Jackson. He read schedules of passenger rates on the ships 
of the United Fruit Co. and on the S. S. America, intended to 
show that the latter, with the 25 per cent price reduction in 
effect, could five more advantageous accommodations than 
the smaller ships could offer for the same money. He asserted 
that the America was constructed in 1936, under the merchant 
marine act and that it was now being operated under the pro- 
visions of the Bailey bill, with operating losses to be paid by 
the United States government. 

A statement read by Mr. Pearsall contended that the per 
diem cost of cruises on the America, which he called a luxury 
liner, was low enough, under the reduced rate, to attract trade 
away from the smaller ships and that the granting of an al- 
lowance for some of the passengers discriminated against other 
passengers. Mr. Talbott said that “war scares’ had caused a 
slump in the cruise business generally. He held the 12-day 
cruises on any of the four Grace Line ships, at $200 a passenger, 
comparable to those aboard the America which cost $250, the 
latter being subject to the 25 per cent reduction at issue. 

Mr. Jackson argued that the 25 per cent rate reduction was 
prejudicial in favor of a ship under government contract and 
contended that section 605 of the merchant marine act was 
designed specifically to prevent competition of subsidized ships 
with privately owned lines. He said any opinion to the con- 
trary would be “technical boondoggling.” November and De- 
cember were in the “slack season” of the year for lines op- 
erating cruises, he remarked; adding that these lines were dis- 
couraged from operating at all when the federal government 
“helps take away the little business they can get.” 

Examiner Basham asked Mr. Keating if the United States 
Lines would be willing to accord the discount in question to 
other civic organizations, such as the Kiwanis Club, the Pro- 
pellor Club, or the Chambers of Commerce of Boston or Phil- 
adelphia. Mr. Keating said he was certain that the discount 
would be offered to “topnotch” organizations of that type who 
applied for the discount. 


Shipbuilding and Defense 


With the sale of old ships which could be spared and the 
construction of new and faster vessels at a pace accelerated 
far beyond that planned before the outbreak of the war in 
Europe, the Maritime Commission had promoted the national 
defense program and had, at the same time, made it possible 
for this nation’s merchant fleet to increase foreign trade with 
nearly every free neutral country in the world, Thomas M. 
Woodward, vice-chairman of the commission, declared in an 
address before the Transportation Club of Buffalo, N. Y., 
November 12. 

Mr. Woodward said that dozens of the over-age cargo vessels 
of 1,000 tons and more which had been sold for transfer to 
foreign nations in the past year were, as a part of the trans- 
action, being replaced by American owners with new vessels 
built in American yards. The proceeds of the sales, he ob- 
served, were ear-marked for such construction, which he de- 
scribed as “our primary national defense task.” 

It was the Maritime Commission’s plan, when its program 
was formulated in 1937, to build 50 ships a year for ten years, 
either for private owners or on the commission’s own account 
for sale or charter to private operators, the speaker said. Thus, 
at the end of 1948 the United States would have, under that 
program, a fleet of 500 merchant vessels of all necessary types 
— cargo, cargo-and-passenger, and tanker—none of which 
would be over ten years old, he pointed out. 

: “The Maritime Commission was, I believe, among the first 
in this country to see that war in Europe was a threatening 
reality,” the speaker asserted. ‘We realized as early as Jan- 
uary, 1939, that difficult days were ahead. We concluded that 
50 ships a year would not be sufficient for our national defense 
needs. We were not willing to be ‘caught short’ the way the 
merchant marine was in 1917. Our construction program was 
immediately accelerated. The commission made arrangements 
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for enlarged shipbuilding facilities. Today there are five new 
yards producing vessels, two on the Gulf and three on the 
Pacific coast. The number of ships ordered in 1939 was in- 
creased from 50 to 96. Today we have 179 vessels under con- 
tract, of which 73 have been launched, and 51 of those launched 
have been delivered and put in service.” 

Mr. Woodward disclosed that twelve of the new ships in 
service were large national defense tankers, capable of over 18 
knots, built originally for the Standard Oil Co. of New Jersey 
with the commission paying for the national defense features. 
These, he said, had now been requisitioned by the navy. 

“Had our program not been under way two years ago,” 
the speaker maintained, “the navy would have been unable to 
obtain such tankers when they were needed. Furthermore, as 
of November 1, the navy had requisitioned six of the commis- 
sion’s new dry-cargo vessels for use as seaplane tenders, cargo 
ships, ammunition carriers and the like. It is doubtful that the 
navy would have been able to get along with the 22-year-old, 
ten-knot freighters which largely composed the merchant fleet 
before our program got under way.” 

Mr. Woodward referred to a report that 93 per cent of the 
world’s tonnage in foreign trade had been “in some way im- 
mobilized as far as free trading is concerned.” He said this 
percentage included the U. S. merchant fleet, “since our vessels 
are not allowed to trade in combat areas.” 

“But our ships are trading in every other port in the world 
open to them,” he said. “Not only has our foreign trade with 
nearly every free neutral country in the world increased, but 
the percentage of trade with neutral countries carried in United 
States vessels has also increased. The foreign trade fleets of 
certain belligerent nations have been taken off their normal 
trade routes to fill the increased war needs of their home coun- 
tries. Our new ships have taken over much of this trade, and 
twelve new ships will be launched during the month of No- 
vember.” 

While serving national defense, the commission’s program 
also has had a beneficial effect on the internal economy of the 
nation, by bringing about increased employment, in shipyards 
and in cities where there were industries supplying those ship- 
yards, he said. He concluded with the assertion that merchant 
vessels were valuable in peace as in war, and that what was 
spent on subsidies for the merchant marine was more than re- 
turned, in increased foreign trade. 


PANAMA CANAL TRAFFIC 


In October, 462 ocean-going vessels transited the Panama 
Canal and the tolls collected thereon amounted to $1,820,111.76, 
as compared with transits of 430 and tolls of $1,771,398.18 in 
September, and transits of 458 and tolls of $1,815,210.24 in 
October last year, according to a report from the Governor 
of the Canal to the Secretary of War. 

For the ten months ended with October the transits were 
4,259 and the tolls, $16,887,959.34, as compared with 4,950 tran- 
sits and tolls of $19,952,073.02 in the corresponding period last 
year. 


INTERCOASTAL RATE STRUCTURE 


The Maritime Commission has assigned for hearing, No- 
vember 25, before Examiner Robert M. Furniss, in room 7856, 
Department of Commerce building, petition of Alternate Agent 
Joseph A. Wells and E. J. Karr, for Calmar Steamship Cor- 
poration, filed October 17 in No. 514, intercoastal rate structure, 
asking authority to depart from the terms of the order in that 
case in publishing rates lower than the minima prescribed (see 
Traffic World, October 26, p. 1040). 


PORT OF STOCKTON RECORD 


October, 1940, has again set a record as a peak shipping 
month for the Port of Stockton. There was increased activity, 
not only in ship calls and increased tonnage, but in storage 
and warehousing. 


MERCHANT MARINE CADETS 


The third nation-wide examination for appointment as 
cadets in the merchant marine of the United States will be 
given on November 16 to 244 young men from 40 states and 
territories, the Maritime Commission has announced. 

“The examination, to be given locally in each state, demon- 
strates continued interest of young men throughout the country 
in careers as officers on merchant vessels of the United States,” 
it said. About 15,000 young men made inquiry to the com- 
mission concerning the examination, although only 244 met the 
high preliminary standards set for entrance to it. 

“Those passing the examination will be placed on a list of 
eligibles from which the commission makes appointments to 
merchant vessels of United States registry. 

“Cadets now enrolled in the commission’s training system 
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are serving on vessels of 20 shipping companies and in three 
shipbuilding yards. While the program originally provided 
for training on government subsidized lines alone, seven un. 
subsidized steamship services have voluntarily joined the pro. 
gram. In addition, cadets are placed aboard vessels of the 
United States Coast and Geodetic Survey and those of the Army 
Transport Service. All cadets in the Maritime Commission 
program have been enrolled in the merchant marine reserve 
of the United States Navy as merchant marine reserve cadets 
with a rank equivalent to midshipman in the navy. 

“Closing date for applications for the present examination 
was Octoper 15. Another examination is scheduled for June, 
1941. Young men interested in this examination should write 
to the Supervisor of Cadet Training, United States Maritime 
Commission, Washington, D. C. Candidates must be not less 
than 18 nor more than 25 years of age and must possess a high 
school education or its equivalent.” 


M. C. VESSEL SUNK 


The Maritime Commission November 9 announced that its 
9,050 deadweight ton motorship City of Rayville was reported 
to have suffered a serious explosion off the Australian coast 
about 8 p. m., November 8. Information available indicated 
the explosion resulted from collision with fioating mine. 


The captain and crew were rescued and safely landed in 
the night with the exception of the third assistant engineer 
who was believed to be missing. The bow sank in four min- 
utes, but the ship floated for some time. The vessel, operated 
by the American Pioneer Line under charter, was on its return 
voyage to the United States. 


DANGEROUS CARGO BY WATER 


The Bureau of Marine Inspection and Navigation of the 
Department of Commerce will hold hearings in the Department 
of Commerce auditorium December 9, 10, 11, 12, 13 and 14, on 
proposed regulations governing the transportation of dangerous 
cargoes by water under the act approved by the President Octo- 
ber 9, 1940 (see Traffic World, Oct. 12, p. 897). The first four 
days of the hearing will consist of an informal procedure with- 
out a record. The formal hearing will open December 13 and 
if necessary continue through December 14. Copies of the pro- 
posed regulations have been issued by Commander R. S. Field, 
director of the bureau. 


NAVY GETS SHOOTING STAR 


The Maritime Commission has announced that the MS 
Shooting Star, the eighteenth C-2 cargo ship to be placed in 
service under its building program, was delivered November 12 
at the yard of the Tampa Shipbuilding and Engineering Co., 
Tampa, Fla., to the Navy Department. 


SERVICE TO PUERTO RICO 


The Maritime Commission has discontinued its investiga- 
tion and suspension proceeding in docket No. 553 which in- 
volved the cancellation by the New York and Porto Rico 
Steamship Company of its steamship service to Puerto Rico 
from Gulf ports of the United States, under a tariff schedule 
filed effective October 19, 1939. The commission held that, 
in the absence of any showing of undue preference or prejudice, 
it had no authority to require continuance of service. 


NEON SIGNS BY WATER 

In a complaint filed with the Maritime Commission, dock- 
eted as No. 591, Electrical Products Corporation, Los Angeles, 
Calif. vs. McCormick Steamship Co., filed by Earl W. Cox, 
406 S. Main St., Los Angeles, it is alleged that excessive and 
inapplicable charges were applied to a shipment of Neon signs 
from Portland, Ore., to Los Angeles. Charges were assessed 
on the basis of one and one half times the first class rate of 
$1.32 while the lawful tariff rate was an 1. c. 1. commodity 


rate of 76 cents, it is alleged. Reparation with interest is 
sought. 


WATER CARRIER REGULATION 


Due to a misunderstanding as to a provision in section 
321(a) of the transportation act of 1940, it was erroneously 
stated in the Traffic World of November 9 that, as to regulation 
by the Commission of water carriers beginning January 1, 1941, 
Maritime Commission personnel now handling such work would 
not be eligible for transfer to the Commission until July 1, 
1941, the beginning of the new fiscal year. The part of the law 
in question follows: 


Sec. 321. (a) Such officers ahd employes of the United States 
Maritime Commission as the President shall determine to have been 
employed in the administration of the provisions of the law (parts 
of the shipping and intercoastal acts) repealed by section 320 and 
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whose retention by the United States Maritime Commission is not . 
necessary, in the opinion of the President, for the performance of other 
juties, are transferred to the Interstate Commerce Commission upon 
such date or dates as the President shall specify by executive order. 
such transfer of such personnel shall be without reduction in classifi- 
cation Or compensation, except that this requirement shall not operate 
after the end of the fiscal year during which such transfer is made 
to prevent the adjustment of classification or compensation to conform 
to the duties to which such transferred personnel may be assigned. 


The act provides that section 321 shall become effective 
January 1, 1941, and the President may transfer Maritime 
Commission ebployes to the Commission any time after the 
section becomes effective, it is pointed out. Negotiations as to 
transfers are now being carried on. 


SUSPENSION OF TONNAGE DUTIES 


President Roosevelt, by proclamation, has suspended for- 
eign discriminating duties of tonnage and imposts within the 
United States so far as respects the vessels of Egypt, Guate- 
mala, Dominican Republic, Haiti, and Venezuela and the pro- 
duce, manufactures or merchandise imported in the said ves- 
sels into the United States from those countries or from any 
other foreign country. The suspension was made effective 
from October 3, with respect to Egypt October 19, with respect 
to Guatemala, Dominican Republic and Haiti and October 23 with 
respect to Venezuela, and will continue so long as the reciprocal 
exemption of vessels belonging to citizens of the United States 
and their cargoes shall be continued. According to the procla- 
mation, no discriminating duties of tonnage or impests are 
imposed or levied in the ports of the countries mentioned on 
vessels wholly belonging to citizens of the United States and 
their cargoes. 


CANES TO LOS ANGELES 


The Maritime Commission has dismissed the complaint in 
docket No. 562, Acme Novelty Co. vs. American-Hawaiian 
Steamship Co., et al. The complaint alleged that the class 
rates assessed on shipments of canes from New York and 
Philadelphia to Los Angeles in 1938 were unreasonable, and 
that the rate applicable to toys and games, n.o.s., should have 
been charged. The basis of complainant’s contention was that 
the articles shipped were parade canes to be used for amuse- 
ment. The report said that there was no evidence that any 
manufacturer or shipper of parade canes had ever classified 
them as toys. In view of the established rule of interpreta- 
tion that the terms of a tariff must be taken in the sense in 
which they were generally understood and accepted commer- 
cially, the commission found that the rates charged were ap- 
plicable. The report stated that no evidence was offered as 
to the reasonableness of the classification or the rates charged, 
and that the latter had not been shown to be unreasonable. 


MARITIME CONFERENCE 


Twenty-four American steamship companies and twenty- 
eight inter-American steamship conferences will be represented 
at the Inter American Maritime Conference to be held in 
Washington, November. 25, the Pan American Union has an- 
nounced. 

Nineteen of the 21 American republics have now appointed 
delegates to the conference. Statistical and economic informa- 
tion from these countries is being received by the Inter Amer- 
ican Economic and Financial Advisory Committee in prepara- 
tion for the conference. 

The participation of the steamship conferences is a valuable 
contribution, the Economic Committee points out, since these 
organizations fix freight and passenger rates on the inter 
American trade routes. Two of the important items on the 
agenda deal with ocean freight rates and with passenger travel. 
Particular interest in these matters has been expressed by a 
number of the countries sending delegates to the conference, 
Says the union. 


MERCURY ANNIVERSARY 


The Mercury, New York Central’s de luxe streamliner be- 
tween Chicago and Detroit, November 12 celebrated its first 
anniversary and the first anniversary of Mercury service be- 
tween Chicago and Cleveland. Up to a year ago the service 
Was operated only between Cleveland and Detroit, via Toledo. 

J. W. Switzer, passenger traffic manager, reports that the 
Service has been an outstanding success. Figures for the 12 
months, minus 12 days, from November 12, 1939 to October 31, 
1940, show that the two trains carried 266,008 passengers and 
earned gross revenues of $1,125,425, exclusive of dining car 
and other receipts. 

Between Chicago and Detroit, passengers totaled 156,180 
and revenues were $754,458. Between Cleveland and Detroit, 
passengers totaled 109,828 and revenues were $370,967. 

_. Portions of a birthday cake were served passengers in the 
dining car. 





Transcontinental Motor Rates 


Editor the Traffic World: 

If I interpret correctly the statement, “The joint through 
reduced motor vehicle commodity rates suspended by the Com- 
mission in I. and S. M-1313, transcontinental motor carrier 
commodity rates, according to those who have made a search 
of the Commission’s tariff files, are really the first single- 
factor motor rates extending across the country” (Traffic 
World, November 9, page 1153), it is erroneous. 

There are in effect many through transcontinental com- 
modity rates via highway. Intermountain Truck Tariff No. 4, 
D. C. Stone, agent, MF I. C. C. No. 5, names a fairly com- 
plete line of commodity rates between Boston and principal 
cities west thereof and California cities; Interstate Freight 
Carriers’ Conference, Inc., Tariff No. 3-C, T. A. L. Loretz, al- 
ternate agent, MF I. C. C. No. 28 (D. G. Shearer Series) names 
class and commodity rates between points in the Southwest 
and California, these rates cover origins and destinations as 
far east as Memphis and New Orleans. as 

It is probably correct to say, however, that the suspended 
Stone tariff is the first publication by the truckers of a fairly 
complete line of truckload commodity rates. I am dropping 
you this line in the interest of accuracy because so many people 
have become dependent on your publication for reliable and 
authoritative information as to what is going on. 

H. C. Hallmark, F. T. M., 
Southern Pacific Co. 
San Francisco, Calif., Nov. 11, 1940. 


Dunn Exonerated 


Editor The Traffic World: 

I have been on the road most of the time for more than a 
month and, therefore, have had no opportunity to look into the 
situation mentioned in the editorial, “Unfair Competition,” in 
the September 21, Traffic World. 

On looking into what happened, I find that Mr. Dunn had 
no connection with the article in the Railway Age summarizing 
the pamphlet, “Who Pays?”, and that our suggestion to your 
Washington representative as to the possible source of the 
Railway Age’s information on -that article was both gratuitous 
and erroneous. A copy of the pamphlet was sent, as informa- 
tion, to an editor in the New York office of the Railway Age, 
without the explanation that it had not yet been released gen- 
erally. As a matter of fact, either we should not have sent the 
copy to the Railway Age, or we should have sent one to the 
Traffic World at the same time. The fault is entirely ours. I 
trust, however, that the steps we have now taken will prevent 
the recurrence of another mistake of this kind. 

Robert S. Henry, 
Assistant to the President, A. A. R. 

Washington, D. C., Nov. 5, 1940. 





We are publishing this communication with the consent and at the 
suggestion of the writer in order to exonerate Mr. Dunn of the sus- 
picion of taking advantage of his official connection with the railroads 
to use news material not released to others and, at the same time, to 
exonerate the railroads of the suspicion that they permitted him to do 
so, in this case. We still do not see, however, any justification for 
sending this material to anyone on the Railway Age, for ‘‘information’’ 
or for any other purpose, unless it was also sent to others interested 
or its publication forbidden. The material in question was an elab- 
orate printed pamphlet that has since received wide circulation. How 
anyone receiving it could think it was private, unless privacy were 
carefully indicated, is beyond us, but the ways of the A. A. R. and 
the Railway Age in their relations with each other are also beyond us. 
We hope, but are hardly confident, that the steps Mr. Henry says are 
now being taken will prevent future incidents of the kind to which 
this one is not an exception.—Editor The Traffic World. 





CHANGES IN DOCKET 


Hearing in MC 62499, Sub. 1, assigned for November 9, at Wash- 
ington, D. C., was postponed to November 13, at Washington, D. C., 
before Examiner Bryan. 

Hearing in |. & S. 4762 and |. & S. 4763, assigned for November 
13, at Chicago, Ill., before Examiner Hall, was postponed to November 
29, at the Morrison Hotel, Chicago, Ill., before Examiner McGrath. 

Hearing in MC-F 1368 and MC-F 1390, assigned for November 13, 
at Montgomery, Ala., was canceled. 

Hearing in I. & S. M-1134, assigned for November 16, at Winston- 
Salem, N. C., was canceled and reassigned for November 18, at the 
Federal Bldg., Winston-Salem, N. C., before Examiner Colvin. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Questions and Answers 


In this column will be answered questions of both legal and 
e practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 


not desire to take the place of the traffic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers, 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


Claims for Loss, Damage or Delay—Filing of Claim Condition 
Precedent to Recovery of Damages 


Missouri.—Question: With reference to your answer in the 
October 26, 1940, issue of the Traffic World, page 1052, under 
the caption “Notice of Claims—Filing of Claim Condition Pre- 
cedent to Recovery of Damages.” 

We still do not quite understand your answer to Penn- 
sylvania’s question. According to the answer, it is your con- 
tention that there is no provision at the present time in para- 
graph (b) of the bill of lading contract, terms and conditions 
for the filing of a notice of claim. As stated in Pennsylvania’s 
question, paragraph (b) of Section 2 of the bill of lading con- 
tract, terms and conditions does state that claim must be filed 
within nine months after delivery of the property and a con- 
dition precedent to recovery. Will you please advise if this is 
binding or if liability still rests with the carrier if claim is filed 
within the two year statutory period. 


; Answer: The statement in our answer, to which you refer, 
is correct. 


Prior to an amendment of paragraph 11 of Section 20 of 
the I. C. C. Act, the following provision was carried therein: 


Provided further, That it shall be unlawful for any such receiv- 
ing or delivering common carrier to provide by rule, contract, regula- 
tion, or otherwise a shorter period for giving notice of claims than 
ninety days, for the filing of claims than four months, and for the 
institution of suits than two years, such period for institution of 
suits to be computed from the day when notice in writing is given 
by the carrier to the claimant that the carrier has disallowed the 
claim or any part or parts thereof specified in the notice: Provided, 
however, That if the loss, damage, or injury complained of was due 
to carelessness or negligence while the property was in transit, or 
while the property was being loaded or unloaded, or was due to un- 
reasonable delay in transit or in loading or unloading, then no notice 
of claim or filing of claim shall be required as a condition precedent 
to recovery. but in no case under this proviso shall suit be instituted 
after three years from the time such cause of action accrued. 


Under the amendment, above referred to, the following 
provision was substituted for the above quoted provision, and is 
now a part of the act: 


Provided further, That it shall be unlawful for any such receiving 
or delivering common carrier to provide by rule, contract, regulation, 
or otherwise a shorter period for the filing of claims than nine months, 
and for the institution of suits than two years, such period for insti- 
tution of suits to be computed from the day when notice in writing 
is given by the carrier to the claimant that the carrier has disallowed 
the claim or any part or parts thereof specified in the notice. 


Accordingly the Uniform Bill of Lading has reflected the 
provisions of paragraph 11 of Section 20 of the I. C. C. Act. 

As you will observe, while the former provision of the act 
provided for the filing of a notice of claim and also a claim, 
the present provisions provide only for the filing of a claim. 


Misquotation of Rate 


Ohio.—Question: In your issue of November 25, 1939, we 
believe you had a subject captioned “Tariff Rates vs. Misquoted 
Rates.” Would you be good enough to advise us on the follow- 
ing subject ? : 

We are large shippers, always paying cash for our de- 
liveries as they come in. We have been doing business with a 
railroad, for an example, out of X, for 20 years and buying 
a certain type of merchandise, and have always paid a first 
class freight rate on same, which our records will show. 
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We offered this to one of the truck lines and after a lot of 
investigation they advised us they could accept this merchap. 
dise at the same rate as the railroad. We therefore turne 
this freight over to them and much to our surprise they ar 
now trying to collect double first-class on same, or the light ang 
bulky rule, insisting that the misquoted rate principle applies 
to our case. 

They advise us they intend to sue us, that we should have 
known the rate and they intend to get the lawful rate. This 
was over six months ago. Since then we have diverted this 
freight to the railroad and are only charged the first-class rate 
again. 

Would you be good enough to voice your opinion on this 
particular item, or advise us where to present these facts so that 
we could get this matter straightened out. We are more than 
glad to do what is right. We think we are right. The truck. 
ing company insists we are wrong. Your cooperation in this 
matter will be greatly appreciated. 

Answer: The answer to which you refer is probably our 
answer to Ohio, on page 770 of the October 7, 1939, Traffic 
World, under the caption “Misquotation of Rate.” 

Under the provisions of paragraph (b) of Section 217 of 
the Motor Carrier Act, 1935, quoted below, and the decisions 
cited therein, the motor carrier has no alternative but to col- 
lect charges on the basis of its published tariff rate. The pro. 
visions of paragraph (b) of Section 217 of the Motor Carrier 
Act, 1935, referred to above, reads as follows: 


No common carrier by motor vehicle shall charge or demand or 
collect or receive a greater or less or different compensation for trans- 
portation or for any service in connection therewith between the 
point enumerated in such tariff than the rates, fares, and charges 
specified in the tariffs in effect at the time; and no such carrier shall 
refund or remit in any manner or by any device, directly or indirectly, 
or through any agent or broker, or otherwise, any portion of the 
rates, fares, or charges so specified, or extend to any person any 
privileges or facilities for transportation in interstate or foreign com- 
merce except such as are specified in its tariffs. 


Tariff Interpretation 


Utah.—Question: Item 2030, U. P. Tariff 6074-F, I. C. C. 
No. 4563 provides commodity rates for: 


Paper and articles of paper, viz.: 

Paper, wrapping, other than cloth-lined, oiled, waxed, 
parchment, grease-proof, 
or not printed. 

Gummed, other than cloth-lined, printed or imprinted or not im- 
printed. 

Minimum weight 40,000 pounds. 


We contend that the above covers all kinds of wrapping 
paper except cloth lined because of the way it is punctuated. 
For instance, the description does not say “other than oiled or 
other than waxed.” By this token it means “oiled, waxed, etc.,” 
the same as it means “printed or not printed.” It does not 
mean “other than printed or not printed” as this does not 
make any sense, yet the punctuation is the same, the words 
being separated merely by commas. In order to restrict this 
item from applying on oiled or waxed wrapping paper or any 
of the other kinds designated except cloth lined, it would have 
to read, “Paper, wrapping, except the following: Cloth lined, 
oiled, waxed, vegetable parchment, grease-proof, paraffined or 
rosin-glazed; printed or not printed.” 

The carrier disagrees with us and contends that the item 
as it now reads prohibits applying the rate to oiled, waxed, 
vegetable parchment, grease-proof, paraffined or rosin-glazed 
wrapping paper, as well as cloth lined wrapping paper. 

What is your opinion? 

Answer: In our opinion, the rates published in Item 2050 
and not Item 2030 of the tariff to which you refer, are ap- 
plicable on cloth-lined, oiled, waxed, vegetable parchment, 
grease-proof, paraffined, or rosin-glazed wrapping paper. 

We are of opinion that the restriction in Item 2030 is not 
limited to cloth-lined wrapping paper, but includes oiled wrap- 
ping paper and the other kinds of wrapping paper listed therein. 


While an exception worded as you suggest would more 
clearly state the exception, we believe that taking into con- 
sideration the provisions of Item 2050, there is not a reasonable 
doubt as to the non-application of the rates published in Item 
2030 on cloth-lined, oiled, waxed, vegetable parchment, grease- 
proof, paraffined, or rosin-glazed wrapping paper. 


Damages—Released Valuation Rates—Shipment Accepted 
Without Declaration of Value 


New York.—Question: In your November 2, 1940, issue, on 
page 1110, under the above caption, in answer to “Minnesota, 
regarding released valuation rates on household goods, you cite 
a decision wherein the Commission held that where a rate 
based on a released valuation and an unreleased rate were 10 
effect and the shipper failed to declare a valuation for his ship- 
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ment, having knowledge of such a rate, the unreleased rate 
applied to his shipment. 

It would appear to us, from the question raised, that the 
matter did not involve an unreleased rate, but rather a ques- 
tion as to whether the claimant was entitled to recover on the 
basis of the highest or lowest released value, as provided for 
in the Classification. 


We refer you to Chicago, Rock Island & Pacific Ry. vs. 
Geissler, 61 Pacific Reporter, 2d Series (page 14), wherein the 
Supreme Court of Oklahoma enunciated the principle that 
“where different rates for the shipment of property are pre- 
scribed by the carriers, under the authority of the Interstate 
Commerce Commission, and depending upon the declaration 
of the shipper of the value of the property to be shipped, and 
where a shipper offers property for shipment, and is quoted the 
lowest rate and ships thereunder without any formal declara- 
tion of value, the agreement as to rate automatically fixed the 
value; and further, that shipper cannot thereafter sue for and 
recover a greater value for the damage to or loss of said prop- 
erty,” and that “in absence of statute requiring it, signature 
of shipper is not required to bind him to bill of lading under 
which property is shipped.” In this same case, reference is 
made to American Railway Express Company vs. Daniel, 269 
U.S. 40, 46 S. Ct. 15, 70 L. Ed. 154, wherein it was held that the 
shipper’s ignorance of the classification was no excuse, since 
shippers were charged with constructive notice and must be 
presumed to know such rates. 


We would appreciate your further consideration to the 
question raised. 


Answer: In our answer to which you refer, we covered 
both contingencies, that is, whether the shipment moved be- 
tween points covered by released and unreleased rates or only 
released rates. 


If the latter, we expressed the opinion that there seems to 
be no other basis for a settlement of the claim than the actual 
value of the shipment, as it cannot now be determined what 
valuation would have been stated in the bill of lading by the 
shipper. 


As we read the facts set forth in the decision of the Court 
in Chicago, R. I. & P. Ry. Co. vs. Geissler, 61 Pacific (2d), 14, 
to which you refer, there was, in effect, an election by the ship- 
per to ship on a rate which carried a given valuation, which 
rate was stated in the bill of lading, notwithstanding that the 
shipper was not aware of the limitation of value which went 
with this rate. 


Unless, in the instant case, there was, in effect, an election 
by the shipper to ship his goods on a rate specified by him, we 
believe that the view we expressed in our answer is correct. 


In other words, there must be some indication on the part 
of the shipper prior to shipment that he desires to ship his 
goods at a given valuation to hold him to that valuation, as 
otherwise there is no means by which it can be determined what 
valuation should be applied other than to arbitrarily apply 
— the highest or lowest valuation, in the case of household 
goods. . 


Tariff Interpretation—Application of Mixed Carload Provision 
Where Restriction Carried in All Freight Item to 
Application of Item on Furniture 


New York.—Question: Please refer to Item 6060 naming 
rate of $2.05 on freight, all kinds, Chicago to Butte, 30,000 
pounds minimum, in Tariff T. C. F. B. 14-E, Supplement 18, 
effective July 15, 1940. 


One of the restricted items is furniture. The regular pub- 
lished rate on furniture is $1.50, 30,000 pounds minimum. Will 
you please advise if under the provisions of Item 895, which 
is the rule governing mixed furniture, and an exception to 
Rule 10 of the Classification, furniture can be included in the 
all-commodity cars by reason of the authority granted in Item 
895, even though the commodity is in the list of the excepted 
commodities ? 


Answer: Item 895 of the tariff, to which you refer, is a 
general rule which governs the various commodity rate items 
in that tariff. 


__ While there is nothing in Item 895 which specifically pro- 
Vides for its non-application in connection with an item such 
as Item 6060, inasmuch as that item specifically excludes furni- 
ture from its application, the application of Item 895 is, in our 
opinion, limited by the terms of the commodity rate items, in- 
cluding exceptions therein excluding the application of the 
rates on given commodities. 


Furthermore, as Item 6060 provides for the application of 
the rates therein on mixed carload, Item 895 has no application 
In connection therewith, in view of paragraph (c) therein read- 
ing “as otherwise specifically provided in individual items,” 
Which paragraph follows the statement “Mixed Carloads—Car- 
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load rates named in this tariff apply on mixed carloads under 
the following conditions, only, viz.:” 


Motor Carriers—Duty of Shipper to Ascertain Whether 
Truckman Has Certificate 


Pennsylvania.—Question: We would appreciate advice 
from you as to the liability of shippers in connection with 
trucking service insofar as investigating the truckers certificate 
is concerned. 

In a great many cases when we have tonnage to be trucked 
it is not always convenient to secure the trucker’s certificate 
and check whether he has the right to handle the traffic. We 
are solicited by different truckers for traffic and in each case 
are advised that the certificate they hold allows them to handle 
our traffic. 

What we want to develop is whether information from the 
trucker is sufficient to relieve the shipper of liability in the 
event the certificate would not cover the movement in question 
or whether the shipper is required to personally check the 
certificate in order to develop this information. 

Anything you can give us along these lines will be appre- 
ciated. 

Answer: There is no provision in the Motor Carier Act 
which specifically deals with the liability of a shipper in deliver- 
ing goods to a truckman who is not authorized to transport 
goods. Therefore, unless one knowingly delivers the goods to 
a truckman who has not been authorized to transport goods 
and has no tariffs on file with the Interstate Commerce Com- 
mission, one would not, in our opinion, subject himself to lia- 
bility in the event that the truckman did not have a certificate 
to operate and had not published and filed tariffs with the 
Interstate Commerce Commission. 

The shipper would be justified in presuming that a carrier 
offering to transport goods has the necessary authority and has 
published tariff rates on file. 

Otherwise, inconvenience and delay may result, as it is 
often rather difficult to determine what commodities may be 
transported and what points may be served by a given carrier, 
and whether covered by published tariff rates. 

State Versus Interstate 


Arkansas.—Question: As a result of the Commission’s deci- 
sion in Ex Parte MC 3 an interesting question develops, which, 
I believe, is of vital importance to the shipping public, and 
would appreciate your opinion on the matter. 

Now that private operators will become amendable to Part 
II of the act on October 15, 1940, unless effective date is further 
postponed, the question of when the interstate application of a 
shipment ends arises. I understand the Wholesale Grocers 
Association take the position that when a member truck calls 
at a freight depot to make delivery of or to pick up a shipment 
with destination or origin an interstate point, and accepts the 
5 cents per 100 pounds allowance in lieu of carrier pick-up or 
delivery, the interstate character of shipment is not completed 
at the freight station, but continues to private concern’s ware- 
house, also that in the case of a drop shipment, which the whole- 
sale grocer handles through his warehouse, the interstate appli- 
cation of shipment continues through the warehouse and until 
the ultimate delivery to consignee. 

Can you cite authoritative cases that would show the inter- 
state application of a shipment ceases when shipment arrives 
at freight house at billed destination, which is the completion 
of contract of carriage. 

Answer: While we do not locate a decision of the Com- 
mission specifically in point, the decisions of the Commission 
in which the Commission has stated the principles which deter- 
mine whether traffic is interstate or intrastate in character 
apply in the instant case. See, in that connection, our answer to 
Wisconsin, on page 900 of the October 12, 1940, Traffic World, 
under the caption “State Versus Intrastate—Reforwarded 
Freight,” citing decisions of the Interstate Commerce Commis- 
sion. ' 

Under these decisions, if the final destination of the ship- 
ments has been determined at the time the shipments are con- 
signed to a point in another state or leave point of origin in 
another state, which is true of shipments covered by a pick-up 
or delivery allowance, the entire transportation is interstate 
in character. 


However, under the supplemental report of the Commission 
in Ex Parte No. MC-3, Parts 1, 2, 3 and 6 of the motor carrier 
safety regulations prescribed by the Commission in Ex Parte 
No. MC-4 are not applicable to vehicles or the drivers thereof 
of private carriers of property when such motor vehicles are 
operated wholly within a municipality or between contiguous 
municipalities or within a zone adjacent to and commercially a 
part of any such municipality or municipalities. 

Freight Charges—Liability of Consignee for Undercharges Not 
Ascertainable by Consignee at Time of Delivery 

Connecticut.—Question: Some time ago we purchased a car 

on track at a certain western point, through a broker. The car 
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was billed by the shipper at minimum weight to complete load- 
ing at an intermediate point. The party at the intermediate 
point took out some of the cases and finished loading with 
articles of another lot. 

Some time later the carriers discovered what had been done 
and submitted an undercharge bill against this party for the 
local rate from point of origin to intermediate station on that 
part of, the shipment that was removed. He refused to pay and 
the bill has been presented to us and suit threatened if we 
do not pay. 

We appreciate the fact that carriers are due this under- 
charge, but we fail to see why we should pay such a bill after 
a lapse of several years with no prospects of being reimbursed 
by the party at fault. It would seem to us that the bill of lading 
contract was broken when part of the original shipment was 
removed and another lot substituted at the intermediate point. 
Would you advise us to pay the undercharge or let the car- 
riers sue? 

Answer: The acceptance of goods from the carrier by the 
consignee makes him prima facie liable for the payment of the 
freight charges. P. C. C. & St. L. vs. Fink, 250 U. S. 577, 40 
S. Ct. 37; N. Y. C. & H. R. R. Co. vs. York & Whitney, 256 
U. S. 406, 41 S. Ct. 509. 

However, in Jas. C. Davis, Director-General, vs. Akron Fuel 
& Milling Co., 296 Fed. 275, the court laid down the principle 
that a consignee is not liable for charges where he has no know]l- 
edge nor equal means with the railroad company of acquiring 
knowledge that the entire amount of the charges had not been 
paid at the time the shipment was delivered to him. 

In other words, where a carrier does not, at the time the 
goods are delivered to the consignee, make known to the con- 
signee that additional charges are due over and above the 
amount which can be ascertained by reference to the published 
tariff, the consignee, under the principle of the decision in the 
Akron Feed Company case, above referred to, is not liable for 
a subsequently ascertained balance. The reasoning of the court 
in this case appears to be sound. 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published itt is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade-.: 
quately and promptly informed.—Editor THe Trarric WokrLp. 





Charles H. Carroll, general manager, southern division, 
Western Union Telegraph Company, will speak on ‘“What’s 
New in Communications,” at the November luncheon meeting 
of the Birmingham, Ala., Traffic and Transportation Club at 
the Thomas Jefferson Hotel November 19. 





The Traffic Club of Chicago will hold its annual dinner 
January 16, 1941. 





More than 1,000 guests and club members, including many 
leaders in the rail, truck, and steamship industries, attended 
the annual dinner of the Transportation Club of Buffalo in 
the main ballroom of the Hotel Statler at Rochester, N. Y., 
November 12. Guest speakers were Chairman Joseph B. East- 
man, of the Commission, and Thomas M. Woodward, vice- 
chairman of the Maritime Commission, whose addresses are 
reported elsewhere in this issue. Among 70 special guests, 
some of whom spoke on a 15-minute radio broadcast, were 
George D. Brooke, president, Chesapeake and Ohio, Pere Mar- 
quette, and Nickel Plate Road; Albert N. Williams, president, 
Lehigh Valley Railroad; Robert E. Woodruff, trustee and chief 
traffic officer, Erie Railroad; Walter B. McKinney, president, 
Southern Steamship Company; B. M. Seymour, president, The 
Transport Company; Capt. L. C. Howard, president, Pacific 
Coast Direct Lines; F. M. Melius, president, Universal Car- 
loading Corporation, and 17 past presidents of the club. 
Transportation leaders who spoke at the dinner agreed in the 
opinion that transportation lines stood ready to carry any 
increased business created by the national preparedness pro- 
gram and that there were no prospects of government taking 
over control of the industry. Cocktail parties for members and 
their guests were held before the dinner in the Terrace and 
Georgian Rooms of the hotel. Harry M. Marsales, general traf- 
fic manager, Wickwire Spencer Steel Company, was general 
chairman for the dinner. John T. McEntee, assistant general 
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freight agent, Erie Railroad, is chairman of the house anq 
entertainment committee. 





Ted V. Rodgers, president, American Trucking Associa. 
tion, spoke on “Truck Transportation” at a luncheon meet. 
ing of the Los Angeles Transportation Club at the Pacific 
Electric Building November 12. H. N. Halverson, manager, 
Star Truck and Warehouse Company, was chairman.: Mem. 
bers of the club ‘held a discussion of freight classification 
rules and procedure at a meeting at the Pacific Electric 
Building the evening of November 11. Ben Bee, assistant 
freight claim agent, Southern Pacific, led a discussion of 
“The Uniform Bill of Lading,” and R. A. Podlech, ‘supervisor. 
freight claim prevention, Santa Fe Lines, spoke on “Proper 
Method of Marking and Packaging of Freight.” 





Rhea Stuart, elected president of the Traffic Club of Mem. 
phis, Tenn., November 9, is traffic manager for Anderson, Clay. 
ton and Company. He was born at 
Whiteville, Tenn., and received his edu- 
cation at the University of Tennessee, 
He began his transportation work in 
1927 when he joined Anderson, Clay. 
ton and Company, with which he has 
been associated, in various capacities, 
since that time. He has been active 
in traffic club work for six years, serv- 
ing as vice-president of the club in 
1936-37. Other officers and directors 
elected November 9 are: First vice- 
president, W. H. Dearing, general man- 
ager, John H. Poston Warehouse and 
Storage Company; second vice-presi- 
dent, U. R. Watson, general agent, 
Nashville, Chattanooga and St. Louis 
Railroad; secretary-treasurer, N. C. 
Osborn, commercial agent, Seaboard 
Air Line Railway; and directors, Roy 
Carr, Car] Carson, J. A. Darden, F. W. Danke, J. H. Dwyer, 
Herbert Taylor, L. A. Megel, C. A. Moore, M. D. Roberts, J. E. 
Saino, Walter Vesey, R. W. Farmer, and D. L. Jones. The 
officers and directors were installed at the club’s annual din- 
ner at the Hotel Peabody November 14. 








M. J. Gormley, executive assistant, Association of Amer- 
ican Railroads, spoke on “Traffic Control by Cooperation,” 
at the November dinner meeting of the Women’s Traffic Club 
of Greater New York at the Biltmore Hotel November 12. 
His address is reported elsewhere. Members of the club at- 
tended a dance held by the Traffic Club of New York at La 
Guardia Field airport November 8. Isabel Bolton, Erie Rail- 
road, has arranged for an inspection by club members of the 
unloading of fruit and vegetables at an Erie Railroad pier 
on the North River at New York November 19. 





S. F. Mattoon, recently elected 
president of the Los Angeles Trans- 
portation Club, is vice-president and 
chairman of the board of the Ander- 
son-Mattoon Company, Ltd., of Los 
Angeles. He was born in San Fran- 
cisco and received his education at the 
University of California. He entered 
the field of transportation by spending 
some time on ocean-going ships. He 
terminated a business connection al 
San Francisco in 1927 to found the 
Anderson - Mattoon shipping agency, 
with which he has been associated 
since that time. 





At the first meeting of the Metropolitan Traffic Assocla- 
tion of New York in its new club rooms at the Hotel Penn- 
sylvania, November 14, James F. Roche, director of public 
relations, Moore-McCormack Lines, exhibited a sound film, 
“Great Cargoes,” prepared by his company, showing the 
transportation of freight by ships between North and South 
America. Raymond J. Newberry, general traffic manage!, 
Johns-Manviille Corporation, will speak on “Transportation 
Yesterday and Today,” at a meeting of the club November 
28. The club has named the following as chairmen ofits 
standing committees: Traffic, James E. Sweeney, Union Cal- 
Lines, Inc.; dinner, A. A. Hibby, Chesapeake and Ohio, and 
bide Company; entertainment, William Allen, Seaboard Freight 
Lines, Inc.; dinner, A. A. Hibby, Chesapeake and Ohio, and 














URLD B November 16, 1940 1239 


se and 


SSocia- 

mMeet- 
Pacific 
inager, 

Memn.- 
ication 
Jectric 
Sistant 
ion of 
TVisor, 
Proper 


Mem- 
, Clay- 
orn at 
is edu- 
nessee, 
ork in 

Clay- 
he has 
Acities, 
active 
}, Sery- 
lub in 
rectors 
t vice- 
1 man- 
se and 
-presi- 
agent, 

Louis 


Amer- 
ation,” 
e Club 
er 12. 
ub at- 
at La 
- Rail- 
of the 
d pier 


lected 
Trans- 
it and 
A nder- 
f Los 
Fran- 
at the 
ntered 
ending 
;. He 
ion at 
id the 
gency, 
ciated 


;socia- 
Penn- 
public 
| film, 
g the 
South 
nage!, 
tation 
ember 
of its 
1 Car- 
>, and 
reight 
0, and 





































INTERNATIONAL makes the Trucks... Truck Owners make the REPUTATION 


The reputation enjoyed by International 
Trucks has been building steadfastly since 
the first high-wheeler took to the rough 
roads of 1907—33 years ago. 

Today, International is the greatest name 





This handsome International is Cab-Over- 
Engine Model D-500—one of 51 models in 
the complete line, in 166 wheelbase lengths. 
International sizes range from }4-ton light 
delivery to powerful heavy-duty 6-wheelers, 


in trucks because Harvester has kept faith 
with the men who use trucks. 

All International Trucks are all-truck trucks 
from the ground up—backed always by the 
world’s greatest Company-owned truck serv- 
ice organization! 

Year after year truckmen buy more heavy- 
duty Internationals than any other make. They 
know that Internationals give them outstand- 
ing performance... unbeatable economy. 

For all-around truck values, join the big 
family of International owners. The Inter- 
national Dealer or Company-owned Branch 
near you will be glad to demonstrate the 
type and size best suited for your business. 


INTERNATIONAL HARVESTER COMPANY 


180 North Michigan Avenue + Chicago, Illinois 


INTERNATIONAL TRUCKS 
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Pere Marquette; membership, Charles A. Moffett, Merchants 
and Miners Transportation Company; reception, Arthur J. 
Koerber, Horton Motor Lines; employment, Albert Warn, 
Detroit and Cleveland Navigation Company; sports, John J. 


Buonomo, Eastern Steamship Company; auditing, Charles 
J. Baker, American Smelting and Refining Company; pub- 
licity, Charles L. Costello, Seaboard Freight Lines; speakers, 
George F. Hichborn, U. S. Rubber Company; visiting, R. W. 
Braden, Milwaukee Road; house, W. A. Dowling, Consoli- 
dated Cigar Corporation, and contact, Douglas D. White, Bar- 
rett Company. 





C. A. Skog, general freight agent, Grand Trunk Western, 
spoke on “Pick-up and Delivery Service,” at a forum meeting 
of the Motor City Traffic Club of Detroit at the Detroit- 
Leland Hotel November 11. George Bashara, attorney, will 
discuss “Liability of Common Carriers,” at a forum meet- 
ing November 25. Members of the transportation class of 
the Detroit Institute of Technology have been meeting with 
the club at the forum sessions. B. Keith Pickens is chairman 
of the forum committee. 





At a luncheon meeting of the Transportation Club of 
St. Paul, Minn., at the Hotel Lowry November 12, Edward A. 
Knapp discussed a Christmas seal program of the Ramsey 
County Public Health Association, with which he is affiliated. 





The Nashville, Tenn., Transportation Club, at its Novem- 
ber meeting held November 1, saw a sound motion picture, 
“The American Way,” shown by Paul Stanley of the Amer- 
ican Airlines, Inc. 





Kenneth Bauer, newly elected presi- 
dent of the Traffic Club of Newark, 
N. J., is traveling freight representa- 
tive for the Baltimore and Ohio Rail- 
road. He entered railroading in 1918 
with the Central Railroad of New 
Jersey, with which he was associated 
for 10 years. He joined the Baltimore 
and Ohio in 1928 as city passenger 
agent, and in recent years has held the 
position of chief clerk in the freight 
traffic department and freight repre- 
sentative. He is a member of the 
Newark Railroad Club and of the 
Wyoming Valley Traffic Club, and has 
held a number of offices of the Traffic 
Club of Newark. 


Lieut. Col. Chester L. Fordney, United States Marine Corps, 
was the speaker at a Traffic Club of Chicago Armistice Day 
luncheon at the Palmer House November 11, the first repre- 
sentative of the marine corps to speak before the club at any 
such observance. His subject was “Armistice or Peace.” His 
theme was that nobody wanted war but that the people ought 
to do something instead of just talk about it. The army and 
navy, he pointed out, were subservient to civilian government, 
and Congress reflected the views of the people, as it under- 
stood them. The luncheon was well attended. Several local 
representatives of the army and navy were at the head table. 
W. J. Mitchell, chairman of the army and navy committee, who 
was in the overseas army 22 years ago when the armistice was 
signed, presided. 


W. A. Gordon, editor, The Dairy Record, St. Paul, Minn., 
spoke on “The Unglamorous Debutante,” at a luncheon meeting 
of the Traffic Club of Minneapolis at the Hotel Nicollet No- 
vember 14. The meeting was arranged by members of the 
club representing the dairy industry. M. J. O’Malley was 
chairman. 

The Grand Rapids, Mich., Transportation Club will hold 
its annual dinner and installation of officers December 12. 


Clinton Duffy, warden of San Quentin Prison, spoke on 
“The Evolution of San Quentin,” at a Tuesday traffic forum 
meeting of the Pacific Traffic Association, San Francisco, No- 
vember 12. 


Recent decisions of the Commission, particularly those 
concerning coke fuel and commodity rates, had established 
a trend toward parity of northern and southern freight rates, 
said J. VanDyke Norman, attorney, speaking at a forum meet- 
ing of the Transportation Club of Louisville, Ky., at the Uni- 
versity of Louisville November 12. He said that, though the 
question of parity had by no means been settled, the tendency 
seemed to be toward breaking down barriers detrimental to 
southern shippers. In a recent resolution adopted by Congress, 








said he, the Commission had been admonished to explore every 
possibility in that direction. 


He attacked the whole system of 
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present rate making, alleging that there was no way of dray. 
ing boundary lines equitably and that there existed a wider 
variation of costs bearing on freight rates within any givey 
group area than there was between the large freight terri. 
tories. The forum meeting set for December 10 will have as 
guest speaker John L. Rogers, member of the Commission, who 
will speak on “The Administration of the Motor Carrier Act.” 





Members of the Women’s Traffic and Transportation Club 
of Portland, Ore., held a hallowe’en party at the home of Irma 
Thomas and Grace Merrill October 26. At a recent meeting of 
the club at the Orange Lantern Tea Room, members heard 
Ivison Macadam, of Portland, and the Countess Zamoyska, tel] 
of their experiences fleeing the European war zone. 





Morris Edwards, executive vice-president, Cincinnati Cham. 
ber of Commerce, will discuss Cincinnati’s place in the national 
defense program, at a luncheon meeting of the Cincinnati Traffic 
Club at the Hotel Gibson November 18. The club will hold a 
dance December 7 at the Hall of Mirrors. Members have been 
invited to a meeting of the Cincinnati Foreign Trade Club at the 
Netherland Plaza Hotel November 27 to hear William H. 
Barnes, general European agent, Pennsylvania Railroad, dis. 
cuss his recent experiences abroad. 





The Women’s Traffic Club of Pittsburgh will hold a dinner 
meeting designated as employes’ night November 21. Dr. N. 
A. N. Cleven, history professor at the University of Pittsburgh, 
will speak on “Inner American Relations.” 





The Woman's Traffic Club of Chicago will hold its annual 
dinner at the Palmer House December 2. Alice Aaquist is 
chairman of the committee in charge of arrangements. The 
club will hold a Christmas party at the Normandy House 
December 14. Lida Zwergel is chairman of the committee on 
arrangements for the party. 





The Bridgeport, Conn., Traffic Association will hold a 
meeting designated as railway express night at the Stratfield 
Hotel November 18. Sam Driver, general agent, and C. J. 
Leary, superintendent, southern New England division, Rail- 
way Express Agency, will speak. Members will see a sound 
film, “Caravans of the Sky,” and will participate in a midget 
automobile race supervised by Robert Dennis, Stratford Motor 
Midget Racing Association. Edward J. Lillis, general freight 
agent, New York, Ontario and Western, will discuss freight 
rates and claims at a round table discussion meeting at the 
New Haven Railroad station November 26. 

At a business meeting of the Women’s Traffic and Trans- 
portation Club of Baltimore November 13, members saw 
sound films of several national parks. The Ford Motor Con- 
pany sponsored the films. The club will hold a country barn 
dance November 22 at Buzzards’ Glory near Baltimore. On 
November 29 the members will attend the annual fellowship 
dinner sponsored by women’s service clubs of Baltimore. The 
dinner will be held at the Baltimore Hotel. Lillian Gilbreth, 
management and industrial engineer, Purdue University, 
will speak. 

The Milwaukee Traffic Club will hold a luncheon meet- 
ing at the Wisconsin Hotel November 18 at which Mark T. 
McKee, director, Pan American Airways, will speak on “In- 
ternational Air Transportation.” A. E. Schlicke and C. F. 
Knight have been appointed chairmen of two committees 
that will nominate slates of officers and directors for the 
coming year, election of which will be held at the annual 
meeting of the club February 4, 1941. 

The Transportation Club of Peoria, Ill., has completed 
arrangements for its annual dinner at the Pere Marquette 
Hotel November 26, designated as presidents’ night. Samuel 
B. Pettengill, former Indiana congressman who sponsored sev- 
eral House transportation bills, will speak. O. T. Arnold, presi- 
dent of the club, will preside, and William C. White, former 
chairman of the board, Commercial Merchants National Bank, 
and now chairman of draft board No. 1, Peoria County, will 
act as toastmaster. 


The Fort Wayne, Ind., Transportation Club will hold 4 
Thanksgiving meeting at the Fort Wayne Chamber of Com- 
merce November 26. A film of Northwestern Alaska and Cal- 
ada will be shown. 


The Traffic Club of Kansas City will hold a luncheon meet: 
ing at the Hotel Continental, Kansas City, Mo., November 18, 
at which Betty McKee will present a program of dances, songs 
and music. The club has changed the date for its annual din 
ner from January 16 to January 9, 1941. 

The Junior Traffic Association of St. Paul, Minn., has 
changed the date for its monthly educational meeting from 
November 21 to November 19. The meetings are held at the 
Northern Pacific Railway Building, St. Paul. 








| ovember 1 


bg 





\ 
w 


AN 


on the 


In 19] 
need 
Army 
Port « 
front 


Docks 
were 


Over 
Port 
for t 


Here, 
cargo 
by th 
Gove! 
ark r 
and | 
point 
Port 
locat 
worlc 


NO |] 
TIO} 
of N 
its ¢ 


Thre 
tran: 
only 
ice i 
elim: 
Acre 
ark 

frow 




















































draw. 
Wider 
given 
terri- 
AVe as 
1, Who 
Act.” 


1 Club 
_Irma 
Ing of 
heard 
a, tell 


Cham- 
itional 
Traffic 
hold a 
e been 
at the 
im H. 
1, dis. 






dinner 
Dr. N. 
burgh, 


/RLD vember 16, 1940 


* * * * 


IN AID OF AMERICA’S 


DEFENSE 


PROGRAM 


“yy 
HE Port of Newark, New Jersey, offers manu- 
facturers 1,500 acres of municipally owned 
property suitable for every type of industry 





od 
7 MMU 


_— on the most reasonable terms. 

The In 1917 the Federal Government, realizing the great 
House need for adequate shipping facilities to meet our 
tee on Army’s requirements in France, established at the 

Port of Newark one of the country’s largest water- 
front supply bases. 
old a 
atfield Docks, warehouses and freight handling equipment 
. : were built at a cost of $12,000,000. 

ail- 
sound Over 700,000 tons of freight passed through the 
nidget Port of Newark annually, during the war period, 
Motor for transhipment to France. 
reight 
reight Here, too, the U. S. Shipping Board built 150 steel 
at the cargo vessels in the $30,000,000 ship yards erected 

by the Emergency Fleet Corporation of the Federal 
Trans- Government. With the war ended, the City of New- 
3 saw ark resumed the systematic development of its port, Inquiries invited from industries of every de- 























Com- and has carried on this work successfully to the scription. A brochure containing the full story 


barr point where industry and commerce agree that the : : 
4 * Port of Newark is one of the most strategically of the Port of Newark will be sent free on 
ywship located shipping and manufacturing centers in the request. 
. The world. Please address— 
lbreth 
iy NO LIGHTERAGE—NO DELAYS—NO CONGES- 
erally, TION are not mere words when applied to the Port INDUSTRIAL COMMISSION 
meet of pric tr fr describe actually and tersely— OF THE 
ark T. its complete advantages. 
% i ee ale aa CITY OF NEWARK, NEW JERSEY 
SL Pe Bag hy gt ee = 

: e pont M C. Ellenstei Frederic W. Robi 
—_ only location in New York harbor where such serv- ee sic Shae re ee 
ot ice is available. Lighterage or car floatage is thus stleine thiaad Seite 2. tiie 


eliminated at a great saving of time and money. 
Acreage rental as low as $500 a year. Port of New- 
ark is only half hour from New York—1% hours 
from Philadelphia—over modern highways. 


Michael Hollander 


Raymond J. Dempsey 
Executive Secretary 


Andrew Preziosi 
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Personal Notes 





William F. Vail has been appointed acting general agent at 
Philadelphia for the Wabash Railway Company, succeeding 
W. McCracken, assigned to the position of acting general agent 
at New York City. Earl C. Perkins has been named traveling 
freight and passenger agent at Philadelphia, and C. R. Chesney 
has been named district freight and passenger agent at Jack- 
sonville, Fla. 

A. A. Bolton has been appointed district manager, perish- 
able freight traffic, San Francisco, and H. J. Riggert has been 
named general agent, freight department, Salt Lake City, Utah, 
for the Denver and Rio Grande Western. 

Harry J. Lesser, president, International Freighting Cor- 
poration, Inc., New York, has died. 

W. H. Higginbotham has been appointed commercial agent 
for the Seaboard Air Line Railway at Raleigh, N. C. 

Ben H. Brown has been appointed assistant general freight 
agent at Columbia, S. C., for the Atlantic Coast Line, Charles- 
ton and Western Carolina, and Columbia, Newberry and 
Laurens railroads. The Atlantic Coast Line has named P. J. 
Lee, assistant general freight agent, Tampa, Fla., E. E. Graham, 
assistant to freight traffic manager, Wilmington, N. C., and E. 
M. Finch, commercial agent, Tampa. 

The Christian Transportation Men’s Fellowship, Chicago, 
held a dinner meeting in the Jungle Room at the Chicago Union 
Station November 14. The group will hold an evangelistic serv- 
ice and meeting at the Chicago United Mission November 30. 

John McKay, formerly general manager, New Orleans 
Board of Port Commissioners, has been named executive vice- 
president, Douglas Shipside Storage Corporation. 

Herbert J. Schulingkamp, general agent, New York Central 
System, who has been transferred to Cincinnati, O., was guest 
of honor at a testimonial dinner given by railroad and ship- 
ping men November 6. Louis J. Karter, Southern Pacific Lines, 
was toastmaster. 

John C. Poore, former assistant general passenger agent 
for the Northern Pacific at St. Paul, Minn., died at La Jolla, 
Calif., November 10. 

R. D. Hemp has been appointed assistant general auditor, 
and A. W. Mayne has been named auditor of disbursements, for 
the Bessemer and Lake Erie Railroad, at Pittsburgh. 

W. J. Lanham has been named soliciting freight agent for 
the Norfolk and Western at Richmond, Va. 

Charles Harrington, president, Ross and Heyn, Inc., New 
Orleans steamship agency, will resign that position effective 
January 1, 1941, to become vice-president of the Kerr Steam- 
ship Company, in which capacity he will have charge of Gulf 
operations. Charles J. Johnson, secretary, Ross and Heyn, will 
succeed Mr. Harrington as president. 

W. Vernon Hipsley has been appointed manager, western 
division, for the National Delivery Association, Inc., motor 
haulers, at Chicago. 


Nominees for 3 offices and 10 memberships on the ad- 
visory board of the New Orleans Passenger Club are: For 
president, Thomas J. Dugan and P. E. Hagan; for vice-presi- 
dent, Lloyd J. Ziblich and H. A. Burt; for secretary, M. H. Mc- 
Crossen and W. L. McGartlin, and for advisory board mem- 
berships, W. J. Burkart, W. A. Duplissey, Parks B. Pedrick, 
W. R. Pohlmann, L. K. Schindler, Clark Dunn, O. P. Baudouin, 
C. Earl Austin, C. L. Anderson, William M. Gause, Harvey J. 
Blanchard, George B. Orr, Walter M. Holmes, P. Moses, and 
H. J. Wolf. The election will be held December 6. The club 
will hold its annual dinner December 21 at the St. Charles 
Hotel. 


The Seaboard Air Line Railway has appointed R. M. Bar- 
nett, general agent, Washington, D. C., and J. L. Hutson, junior, 
commercial agent, Baltimore. 


The Texas Electric Railway Company has announced the 
resignation of A. E. Morris as traffic manager, and the follow- 
ing appointments: C. E. Lennon, general freight and passenger 
agent, in charge of the traffic department, Dallas, Tex., and 
E. H. Pierson, assistant general freight agent, in charge of 
rates and divisions, Dallas. 


Col. Donald Armstrong, executive officer, Chicago ordnance 
district, United States Army, will be the guest speaker at the 
November dinner meeting of the Western Railway Club at the 
Hotel Sherman, Chicago, November 18. O. N. Harstad, presi- 
dent of the club and general manager, eastern lines, Milwau- 
kee Road, will preside. 

The Niagara Frontier Industrial Traffic League, Buf- 
falo, N. Y., will hold a dinner meeting at MacDoel’s Restau- 
rant November 18. J. J. Hailey, Niagara Alkali Company, 
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will lead a discussion on “New Consolidated Classification No, 
14,” W. E. Beaver will report on the annual meeting of the 
National Industrial Traffic League (see elsewhere in this 
issue), and W. B. Faulkner, Donner-Hanna Coke Corporation 
will lead a discussion of the transportation act of 1940. Dis. 
cussions of car demurrage and class rate investigation wil] 
be led by L. J. Bork and F. M. Renshaw, respectively. 

W. B. Wallace has been appointed commercial agent at 
Philadelphia for the Atlantic Coast Line Railroad. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Frederick I. Barrows, Indianapolis, Ind.; James 
Polk Boatner, Houston, Tex.; Allan K. Bramkamp, Cincinnati, 
O.; Edward Brennan, Savannah, Ga.; Robert Daniel Brooks, 
New York, N. Y.; Wesley E. Brown, Hutchinson, Kan, 
William Thomas Brunson, Oklahoma City, Okla.; Culver 
Bryant Chamberlain, Washington, D. C.; J. Louis Comerford, 
St. Louis, Mo.; Charles J. Crampton, Dallas, Tex.; Hoyt 
Crooks, Des Moines, Ia.; Robert Smith Crossland, Los Ap. 
geles, Calif.; Stuart A. Culbertson, Meadville, Pa.; Delos De 
John, Chicago, Ill.; Lewis Thomas De Koster, Orange City, 
Ia.; Homer C. DeWolfe, Austin, Tex.; Eberhard P. Deuisch, 
New Orleans, La.; William Walter Douglas, Savannah, Ga; 
James Franklin Duncan, Jr., Atlanta, Ga.; Clarence S. Eastham, 
Houston, Tex.; Tom R. R. Ely, St. Louis, Mo.; Benny Francis 
Epstein, Cumberland, Md.; Fred Felty, San Antonio, Tex,; 
Ted Foster, Oklahoma City, Okla.; Charles B. Fullerton, Chi- 
cago, Ill.; Harold Theo. Goldfield, Boston, Mass.; Robert §, 
Green, St. Louis, Mo.; Walter George Hagemyer, Peoria, 
Ill.; C. L. Harris, Spur, Tex.; Charles Herndon, Salmon, Ida.; 
Francis Rice Hession, Denver, Colo.; Donald E. Kelley, Lin- 
coln, Neb.; Fred E. Knetsch, Seguin, Tex.; Walter William 
Kohler, Scranton, Pa.; Gerald W. Kolba, Newark, N. J. 
George K. Laney, Chesterfield, S. C.; Thomas B. Lantry, Chi- 
cago, Ill.; P. A. Lasley, Little Rock, Ark.; Herman Lipschitz, 
Jersey City, N. J.; H. Norris Mangan, Salem, N. J.; Richard 
L. Mansfield, Baltimore, Md.; Donald Cameron Martindell, 
Hutchinson, Kan.; Benjamin William Mehlman, New York, 
N. Y.; Adrian A. Merrill, Idaho Falls, Ida.; William Ernest 
Mettler, Des Moines, Ia.; Lionel Moses, Richmond, Va.; Max 
C. Nelson, St. Louis, Mo.; William Bridgham Nulty, Portland, 
Me.; James Patrick O’Connor, Jr., New Orleans, La,; R. E. 
Ostrander, Olympia, Wash.; Charles Orus Patterson, Fort 
Worth, Tex.; Rex E. Poe, Indianapolis, Ind.; Charles A. Poell- 
nitz, Jr., Florence, Ala.; A. K. Randolph, Chicago, IIl.; Ber- 
nard Reich, New York, N. Y.; Howard W. Robinson, Owego, 
N. Y.; John P. Roemer, Milwaukee, Wis.; Kermit Russell Sad- 
ler, Los Angeles, Calif.; Nathan Schoenfeld, Little Rock, Ark.; 
Rose Silverstein, Monticello, N. Y.; John Field Simms, Jr, 
Albuquerque, N. M.; Len Howard Small, Kankakee, IIl.; Car- 
roll G. Stallings, Chicago, Ill.; Richard James Stevens, Chi- 
cago, Ill.; Arthur William Stokes, Grand Forks, N. D.; Arthur 
G. Syran, New York, N. Y.; Harry Teune, Chicago, IIl.; An- 
drew Henry Thalheim, Gretna, La.; Hartford H. Vereen, 
Miami, Fla.; Howard G. Wallack, Hartford, Conn.; D. L. 
Ward, New Bern, N. C.; Leland Ershall Wells, Kansas City, 
Mo.; Edward Street White, Atlanta, Ga.; Jo C. Williamson, 
Champaign, Ill.; Doyle Willis, Dallas, Tex.; William G. Yar- 
borough, Austin, Tex.; Eldon H. Young, Toledo, O. 













































NEW COMPLAINTS FILED 


No. 28579, Union Sheep Co., San Francisco, Calif., et al. vs. Southern 
Pacific. 
Unreasonable rates, fat and feeder cattle and sheep, in single 
and double-deck cars, points in Oregon and California to points in 
California via Fernley, Nev. Ask reasonable rates and reparation. 
(Conaway-Cooper Co., 4545 No. Huntington Dr., Los Angeles, Calif.) 
y wey a House Milk Co., Inc., New York, N. Y., vs. A. B. & 
. et al. 
Unreasonable rates and charges, evaporated milk, packed in cals, 
in packages, from Manitowoc, Wis., to Jacksonville and Tampa, 
Fla., and Savannah, Ga. Asks reparation and waiver of outstand- 
ing undercharges. (L. Z. Whitbeck, 420 Lexington Ave., New 
York, N. Y.) 
MC C-219, Commerce Association of Aberdeen, Aberdeen, S. D., et al: 
vs. G. & P. Transportation Co., Inc., Aberdeen, S. D. 

Rates and charges, general commodities, between points in Mi 
nesota, North Dakota, South Dakota, and Iowa, on the one hand, 
and points in South Dakota, on the other, unjust and unreasonable 
in violation of section 216 of the motor carrier act. Ask reasonable 
rates and reparation. (S. W. W. Carr, Eugene C. Holmes and 
H. W. Bishop, Aberdeen, S. D.) 

MC C-220, Electrical Products Corporation, Los Angeles, Calif., vs. Con- 
solidated Copperstate Lines, Los Angeles, Calif. 

Alleges, unreasonable and inapplicable, in violation of the motor 
carrier act, rates and charges assessed on metal sign faces, metal 
signs, tools, neon tubes and glass shipped June 4, 1938, from - 
Angeles, Calif., to Las Vegas, Nev. Asks reasonable rates. (Ea 
W. Cox, 406 South Main St., Los Angeles, Calif.) 






























ber 16, 1940 
ORLD November 


ion No, 
Of the 
In this 
oration, 
0. Dis. 
on wil] 


Sent at 


erford, 
Hoyt 
OS An- 
los De 
2 City, 
eutsch, 
n, Ga, 
istham, 
rancis 
_ Tex. 
n, Chi- 
ert SF SPO EB nn Sy Mihy ae 
Peoria, B 2ivante NHN rRiaer $ os f 
1, Ida.; ; 
y, Lin- 
Villiam 
N. J.; 
y, Chi- 
schitz, 
‘ichard 
tindell, 
York, 
Ernest 


iy P , of Fd "igs rd ~ . / f Oe = : | N 
; Max RPE i nt Ps J Fo hig ea 
rtland, Kg a i f iv” ahs 
. ue ~e, a “. % 


uthern : RSS Sea/ 
z hoa 
eli dap, 

single ay 

ints in : 

ration. 

Calif.) 


,B.& 


1 cans, 
‘ampa, 
‘stand- 
_ New 


et al. 


1 Min- 

hand, 
onable 
onable 
s and 


. Con- 


motor 
metal 
n Los 
(Ear! 


SOMETHING 10 BE THANKFUL FOR 





1244 






SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 





Here’s how you will profit: 
1. A Check on Your Tarif File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 
Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 





Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street 


Chicago, Ill. 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have bee, 
added since the last issue of TH=s Trarric WorLD. New assignmen: 
now on the Commission’s docket of dates later than herein show, 
will not bear asterisks when they do appear. Current cancellation; 
and postponements announced too late to show the change in thiy 
docket will be noted elsewhere. 


November 18—Aberdeen, S. D.—Alonzo-Ward Hotel—Jt. Bd. 143: 
MC 100238, Sub. 1—H. Sanden, Rosholt, S. D., to extend operations 


November 18—Birmingham, Ala.—Thomas Jefferson Hotel—Examine 


Yardley: 
MC 101848—J. D. Cloud, Decatur, Ala., certificate. 
November 18—Chicago, IIl.—Morrison Hotel—Examiner Sharp: 


20769—Charges for protective service to perishable freight. 


November 18—Lubbock, Tex.—Lubbock Hotel—Jt. Bd. 77: 
MC 4096, Sub. 2—Gibson Motor Freight, O’Donnell, Tex., certificat: 
to extend operations. 


November 18—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 42: 
MC 81345—Express Stages, Merchantsville, N. J. 
MC 81345, Sub. 1—Express Stages, Jenkintown, Pa., certificate to 
extend operations. 
November 18—Savannah, Ga.—U. S. Court—Examiner Worthington: 
1. & S. 4785—Watermelon loading rules in the south. 


November 18—Seattie, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 1798, Sub. 1—Hub City Transfer & Storage Co., Centralia, Wash, 
certificate to extend operations. 
MC 101814—G & W Auto Freight, Seattle, Wash., certificate. 
November 18—Washington, D. C.—Argument: 
28393—Eastern Clay Products, Inc., vs. N. Y. C. 


November 18—Winston-Salem, N. C.—Federal Bldg.—Examiner Colvin: 
1. & S. M-1134—Furniture and glass bottles between Chattanooga and 
North Carolina. 
November 19—Chicago, I!!1.—Morrison Hotel—Commissioner Patterson: 
28000, Sub. 41—Application of C. R. I. & P. for approval of proposed 
modification of systems or devices. 
28000, Sub. 42—Application of C. & N. W. for approval of proposed 
modification of systems or devices. 


November 19—Nashville, Tenn.—Andrew Jackson Hotel—Jt. Bd. 106: 
MC 30121, Sub. 2—Hagan Landrum Cook Co., Tompkinsville, Ky., 
certificate to extend operations. 
November 19—Oklahoma City, Okla.—Skirvin Hotel—Examiner Living- 
stone: 
MC 30188, Sub. 3—Parkhill Truck Co., Tulsa, Okla., certificate to 
extend operations. 
1. & S. M-1138—Warren G. Shayler, commodities between Okla. and 
and central states. 
|. & S. M-1325—All-freight, Chicago, St. Louis and Rock Island to Ft. 
Sill. 
November 19—Seattie, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 1147, Sub. 1—C & N Transfer & Storage Co., Seattle, Wash. 
certificate. 
MC 2131, Sub. 2—Star Commercial Moving & Storage Co., Tacoma, 
Wash., certificate to extend operations. 
November 19—Washington, D. C.—Argument: 
28428—Toledo Board of Trade vs. B. & O. et al. 
28446—Chronicle Publishing Co. vs. G. N. et al. 
Finance 10714—A. T. & N. reorganization. 
Finance 12810—Chesterfield & Lancaster receivers abandonment. 
November 19—Washington, D. C.—Examiner Snider: 
1. & S. 4822 and ist Sup.—Rayon yarn, Tenn. and Ga. to Philadel- 
phia, Pa. 
1. & S. 4829—Classification ratings on rayon yarn. 


November 19—Winston-Salem, N. C.—Federal Bldg.—Examiner Colvin: 
1. & S. M-415—Boxes, paper, Ohio points to Winston-Salem, N. C. 
MC C-95—Boxes, paper, Cincinnati, O., to points in North Carolina. 

November 20—Denver, Colo.—Public Utilities—Examiner Corcoran: 

1. & S. M-1294—Canned goods, Colorado to Amarillo and Lubbock 
Texas. 

November 20—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 65: 

MC 59093, Sub. 1—Alko Express Lines, Philadelphia, Pa., certificate 
to extend operations. 

November 20—Philadelphia, Pa.—Adelphia Hotel—Examiner Cox: 
MC-F 1236—Coastal Tank Lines, Inc., consolidation, Petroleum Trams 

port Co. et al. 

November 20—Philadelphia, Pa.—Hotel Adelphia—Examiner Burns: 

* MC 37194, Sub. 1—A. M. Weller, Palm, Pa. 


November 20—Seattie, Wash.—Olympic Hotel—Examiner Hanback: 
MC 101786—Automotive Freight Transport, Seattle, Wash., certificate 
November 20—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 135: 
MC 1362, Sub. 3—Highway Express, Inc., Memphis, Tenn., certificate 
to extend operations. 
November 20—Washington, D. C.—Argument: 
28413—Armour and Co. vs. B. & O. et al. 
Fourth section application 18444—Rates on sugar from California 
north Atlantic ports. , 
November 20—Winston-Salem, N. C.—Federal Bldg.—Examiner Colvi2: 
MC 30616, Sub. 1—Queen Trucking Co., Inc., North Wilkesboro, N. ©: 
certificate to extend operations. 
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Diroct vessers 
TO Stockton FROM 


ATLANTIC COAST SAVES 
YOU MONEY ON DISTRIBU- 
TION AND STORAGE TO 
SACRAMENTO AND SAN 
e ¢ JOAQUIN VALLEYS « « 


COMMUNICATE WITH STEAMSHIP COMPANY OR PORT OF 
STOCKTON REGARDING FOLLOWING SAILINGS: 


Vessel From 


McCormick S.S.Co. N.Y. Phila. Chester Balto. Norfolk 


Absaroka........ 10/30 11/4 11/5 11/8 11/9 12/6 
West Nilus...... 11/10 11/18 11/19 11/23 11/24 12/21 
C.R.McCormick....... 12/2 12/3 12/6 12/7 1/1 


aaemes 12/12 12/16 12/17 12/20 12/21 





HOTEL 
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FROM °° 


J. E. FRAWLEY, General Manager 


FORT SHELBY 
900 ROOMS 


CO-ORDINATION! 


NE 















Arrives 
Stockton 
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at Sun Valley, Idaho—internationally 
famous winter sports center—know the value 
of co-ordination. The beginner quickly learns 
that thorough training in the co-ordination 
of mind and muscle is essential before he 
can advance to the class of expert. 


Co-ordination also is essential in the trans- 
porting of freight shipments; the co-ordinat- 
ing of each man’s work with that of all other 
men concerned with the operation of freight 
trains and the handling of shipments. Union 
Pacific's well-trained “traffic experts” have 
established an enviable reputation for fast, 
dependable service. 


SHIP VIA THE STRATEGIC MIDDLE ROUTE 


= L. T. WILCOX 

i General Freight Traffic Manager 

Union Pacific Railroad 
Omaha, Nebr. 
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November 22—Atlanta, Ga.—Atlanta-Biltmore Hotel—Examiner Haden: 
1. & S. 4838—Cotton piece goods south to southern ports. 


November 22—Chicago, I!1.—Sherman Hotel—Examiner Higgins: 
MC-F 1370—Burlington Transportation Co., purchase, E. Corse. 
MC-F 1371—Burlington Transportation Co., purchase, R. H. Quern- 

heim. 
MC-F 1391—Knox Motor Service, Inc., purchase, J. Bedford Motor 
Service, Inc. 


November 22—Kansas City, Mo.—Hotel President—Examiner Dawson: 
i. & S. M-1289—Service Oil Co., petroleum products in western terri- 
tory. 
November 22—Oklahoma City, Okla.—Skirvin Hotel—Examiner Living- 
stone: 
MC 16409, Sub. 1—Riedt Motor Co., McAlester, Okla., certificate or 
permit to extend operations. 


MC 59220, Sub. 1—W. Freeze, Braman, Okla., certificate to extend 
operations. 


November 22—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 39: 
MC 59220—W. Freeze, Braman, Okla., certificate or permit. 
November 22—Pittsburgh, Pa.—Federal Bldg.—Examiner Clifford: 
* MC-F 1392—Clare M. Marshall, Inc., purchase, D. H. Cunningham. 
November 22—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 35560, Sub. 1—Hunnicutt & Co., Tacoma, Wash., certificate. 
November 22—Trenton, N. J.—State Comm.—Examiner Burns: 
MC 43700, Sub. 5—Fowser’s Fast Freight, Salem, N. J., certificate to 
extend operations. 
MC 87880, Sub. 1—W. H. Bair, Hamilton Square, N. J., certificate 
to extend operations. 
November 23—Charlotte, N. C.—U. S. Cou ‘t—Examiner Colvin: 
MC 1619, Sub. 1—Carmichael’s Transfer, Laurinburg, N. C. 


November 23—Dayton, O.—Van Cleve Hotel—Examiner Clifford: 
MC-F 1359—Haeckl’s Express, Inc., purchase, J. E. Gilbert. 


MC-F 1360—Haeckl’s Express, Inc., purchase, George Killeen and 
Son, Inc. 
November 23—Oklahoma City, Okla.—Skirvin Hotel—Examiner Living- 
stone: 


MC 14698, Sub. 4—Lacy Transport Co., Tulsa, Okla., certificate to 
extend operations. 


November 23—Seattle, Wash.—Olympia Hotel—Examiner Hanback: 
1. & S. M-1214—McCann Truck Lines, cheese, Ore. and Wash. to Poca- 
tello, Ida. 
November 23—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 12227—North Coast Transportation Co., Seattle, Wash., license. 
November 25—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 354: 
MC 101904—W. S. Palmer, Gibson, Ga., permit. 





TRAFFIC WORL) Movember 1 


November 25—Bangor, Me.—Federal Bldg.—Examiner Cox: 
MC-F 1349—Fox & Ginn, Inc., purchase, E. J. Peavey. 


November 25—Boston, Mass.—Hotel Lenox—Examiner Taylor: 
1. & S. 4826—Boots and shoes, Massachusetts to New York City. 
November 25—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 62045, Sub. 4—Queens Haulage Corp., Long Island City, N. y, 
certificate to extend operations. 
MC 101506—G. Siclari, Brooklyn, N. Y., permit. 


November 25—Charleston, W. Va.—State Comm.—Jt. Bds. 245 and 19. 
MC 1504, Sub. 29—Atlantic Greyhound Corp., Charleston, W. Va, 
certificate to extend operations. 
MC 101679—D. Bailey, Amherstdale, W. Va., certificate. 


November 25—Charlotte, N. C.—U. S. Court—Examiner Colvin: 
MC 47603, Sub. 2—J. W. Propst, Jr., Inc., Concord, N. C., certificate 
to extend operations. 
November 25—Charlotte, N. C.—U. S. Court—Jt. Bd. 196: 
MC 47603, Sub. 3—J. W. Propst, Jr., Inc., Concord, N. C., certificate 
to extend operations. 


November 25—Chicago, I!1.—Hotel Sherman—Examiner Borroughs: 
Ex Parte MC 21—Central territory motor carrier rates. 


November 25—Denver, Colo.—Public Utilitles—Examiner Sharp: 
20769—Charges for protective service to perishable freight. 


November 25—Jackson, Miss.—New Heldelberg Hotel—Jt. Bds. 110 anid 


MC 86779, Sub. 2—IIl. Cent. R. R. Co., Chicago, IIl., certificate to ex. 
tend operations. 

MC 101491—Y. & M. V. R. R. Co., Chicago, IIl., certificate. 

November 25—Johnson City, Tenn.—John Sevier Hotel—Examiner 
Schutrumpf: 

Finance 13035—Application of Virginia & Southwestern and Southen 
for permission to abandon a line extending from Bluff City to 
Mountain City, Tenn. 

November 25—Lynchburg, Va.—U. S. Court—Examiner Johnson: 

28494 and 28544—Traffic Bureau, Lynchburg Chamber of Commerce 
for Lynchburg Iron and Metal Co. vs. N. & W. et al. 


November 25—Milwaukee, Wis.—Hotel Schroeder—Examiner Higgins: 
MC-F 1378—Standard Freight Lines, Inc., merger, W. T. W. Trans- 
portation Co. 
MC-F 1379—Northwestern Transfer Co., purchase, Wisconsin Fox Val- 
ley Transit Co. 
MC-F 1380—Royal Transit, 
Transit Co. 
November 25—Minneapolis, Minn.—Hotel Nicollet-—Examiner Peterson: 
MC 68842—Twin Cities-Chicago Motor Express, Minneapolis, Minn, 
certificate or permit. 
MC 71011—United Shipping Co., Minneapolis, 
permit. 
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WENTY-FIVE MILLION DOLLARS. 


Manufacturers of paper, aluminum, chemicals, petroleum, vegetable oils 
nitrates and many other commodities invested that much money in the last fer 
years to establish plants in the busy industrial colony clustered about the State's 
modern ocean terminal. 


They were drawn here to the Deep South by congenial climate, convenient supply 
sources, cheap electricity and mainly by docks of practically unlimited cargo capa 
ity, equipped to handle any kind of shipping with time saving, cost cutting eas 


For details, write C. E. Sauls, director, 


ALABAMA STATE DOCKS AND TERMINALS 


A DEPARTMENT OF THE STATE OF ALABAMA...MOBILE, ALABAMA§ 
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Enjoy Southern 
ARIZONA-CALIFORNIA 


[HERES a thrill a minute waiting for you on rolling fair- 
ways and sun-drenched desert. Vast scenic splendor. Fine 
accommodations — inns, guest ranches and resort hotels. 


Rock Island’s fine daily trains—de luxe GOLDEN STATE 
LIMITED and economy-luxury CALIFORNIAN offer all 
travel comforts between Chicago and Los Angeles through 
El Paso, Tucson, Phoenix and Palm Springs. Tourist Pull- 
man to San Diego. Through service from St. Louis and 
Memphis. Connecting service from Twin Cities. 


ARIZONA LIMITED 
NEW STREAMLINED LUXURY TRAIN 
Dec. 15, 1940 to March 31, 1941 
between Chicago and Tucson-Phoenix. Extra fare, all-Pullman train 
with roomettes. double bedrooms, compartments and drawing rooms. 
Diner and Buffet-Lounge-Observation Car. Stewardess-Nurse. Eve- 
ning departures every second day —in each direction. 














FAST THROUGH FREIGHT SERVICE 


Many trains carrying carload and less than 
carload shipments to and from the West, JEISENt 
Northwest and Southwest. Free Pick-up and 
Delivery of less than carload freight. Mer- THE DIRECT 


chandise cars between all important points. = 


J ball is snapped 
.. . the backfield forms 






















Shaffic Men eo 8 e 


Will acquisition of any of these good, used Cars increase 
your earnings ? 


»/ 19, 55-ton Covered Hopper; 1528 cu. ft. or 325 bbls. 
./ 100, 55-ton Double Hopper; 1875 cu. ft. 
./ 100, 50-ton, 40-ft. Gondola. 
./ 100, 10,000 gal. Tank; Class III. 
»/ 50, 8,000 gal. Tank; Class III. 
»/ 150, 8,000 gal. Tank; Class IV, insulated. 
Class II Tank, too. 
/ 13, 40-ton, 40-ft. Refrigerator; 2045 cu. ft. 
»/ 50, 40-ton, 40-ft. Stock. 
»/ 50, 30-yd. 50-ton Clark Air Dump; down turning doors. 
./ 168, 20-yd. Magor, Western & Koppel Air Dump. 


1, 20 yd. 30-ton Electric Dump; 550 v. D. C. Cab 
and trolley operated. Nearly like new. 


J 

/ 1, 30-ton, 0-4-0 LIMA GAS LOCOMOTIVE. 
/ 2, 65-ton, 0-6-0 S-T Switchers, Oil Burning. 
J/ 1 
V 











, 80-ton, 0-6-0 Switcher, COAL BURNING. 
2, 100-ton, 0-8-0 Switchers, Oil Burning. 


Relaying rails and track accessories. 
All other Freight Cars, too. 















Priced to return an unusual profit on your investment! 


P.C. 0. Traffic Men. . . 


Effect purchase of our used (Service-Tested) CAR PARTS 
obtainable for about 50% less than new and retain more 
of your mileage earnings for profit! Shipped subject 
destination inspection. 


IRON & STEEL PRODUCTS, INC. 


13450 S. Brainard Ave. Chicago, Illinois 
“Anything containing IRON or STEEL” 


"eee tion as one man fades 
wORFOLK 8 zt §=back with the ball. An 
e “End” is clear... run- 
ning full tilt through the 
opposing team. Head 
up, arms outstretched, knees churning 
high! Toward him the ball comes sailing 
through the air... fast... true. It must 
arrive on time! 

In football, such plays are completed 
only through absolute teamwork. In de- 
veloping an efficient merchandise freight 
service teamwork is just as essential. 
Shippers and receivers of freight must 
be confident that their shipments will be 
handled carefully ... that they will be 
handled safely and that they will arrive 
on time! Such a service is Precision 
Transportation, the merchandise freight 
service of the Norfolk and Western Rail- 
way serving the vast productive area 
between the Virginia seacoast and the 
midwest. 

Remember, when it goes by Norfolk 
and Western . ... it must arrive on time! 


NOREORKGZ7Z 
gems (2 WEIS GEIR 
PRECISION (TRANSPORTATION | 


COPR. 1940 N. & W. RY, 


» a human wall of protec- 
2153 
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WETZEL DROP FRONT TARIFF FILES 
THE EASIEST WAY 


PRESERVE TARIFFS AND SAVE 
TIME AND FLOOR SPACE BY 
FILING YOUR TARIFFS FLAT. 


3, 4 AND 6 INCH DROP FRONT 
FILES ARE INTERCHANGEABLE 
AND PROVIDE FOR ALL SIZES AND 
SUPPLEMENTS IN THEIR PROPER 


WRITE FOR INFORMATION 


P. A. WETZEL & SON 
408 S. LOMBARD AVE., OAK PARK, ILL: 


ROUTE GALVESTON 


for EFFICIENT, ECONOMICAL 
SERVICE and QUICK DISPATCH 


Galveston Wharf Company 


Est. 1854 
F. W. Parker, V. P. & G. M. 


Geo. Sealy, Pres. 


ES ,, ao 


ON SHIPMENTS ROUTED VIA 


PORT OF TACOMA 


© Completely equipped 


Ocean terminal handling 


@ All classes of water- 


borne Commerce 


TACOMA, WASHINGTON 


MAIL—?. O. Box 1612 CABLE—’"Portacoma” 











TRAFFIC WORLD 


November 25—Montpelier, Vt.—U. S. Court—Jt. Bd. 189: 
MC 61768, Sub. 1—George Demers Motor Transportation, Newpor 
Center, Vt., permit to extend operations. 
November 25—Montpelier, Vt.—U. S. Court—Jt. Bd. 326: 
MC 29977, Sub. 2—R. E. Spear, Inc., East Clarendon, Vt., permit to 
extend operations. 


November 25—Newark, N. J.—Industrial Bldg.—Examiner Burns: 
MC 89243—C. Rosenberg, New York, N. Y., permit. 
MC 94294—A. Karp, Brooklyn, N. Y., permit. 

MC 94299—D. Kramer, Liberty, N. Y., permit. 

MC 94412—A, Freundlich, Brooklyn, N. Y., permit. 

MC 95274—E. Gershberg, Brooklyn, N. Y., permit. 

MC 95317—H. Levinson, New York, N. Y., permit. 

MC 95322—S. Rothleder, New York, N. Y., permit. 

MC 95323—J. Ceader, Brooklyn, N. Y., permit. 

MC 95346—G. Greenburg, Brooklyn, N. Y., permit. 

MC 95373—C. Peskofsky, Brooklyn, N. Y., permit. 

MC 95386—J. Sherman, New York, N. Y., certificate. 

MC 95393—J. Knee, New York, N. Y., certificate. 

~ 95396—Sullivan & Ulster County Lines, New York, N. Y., cer. 
tificate. 

MC 95407—S. Schick, Brooklyn, N. Y., permit. 

MC 95430—A. Koopman, Brooklyn, N. Y., permit. 

MC 95431—B. Friedman, Lakewood, N. J., certificate. 

MC 95449—S. Rotblatt, Brooklyn, N. Y., certificate. 

MC 88070—T. Nochomofsky, Brooklyn, N. Y. 

MC 89098—M. Weissberg, New York, N. Y. 

MC 89154—F. Klein, New York,-N. Y. 

MC 94215—A. Schitzer, Brooklyn, N. Y. 

MC 94295—M. Lefkowitz, Brooklyn, N. Y. 

MC 94358—A. Lipschitz, Brooklyn, N. Y. 

MC 95999—L. Cohen, New York, N. Y. 

MC 95446—G. Nussenfeld, Bronx, N. Y., certificate. 


November 25—Oklahoma City, Okla.—Skirvin Hotel—Examiner Living. 
stone: 
MC 89523, Sub. 1—Few and Few, Oklahoma City, Okla., permit to 
extend operations. 












































November 25—Omaha, Neb.—Fontenelle Hotel—Examiner Way: 
* Fourth section application 18695—Coal to Sergeant Bluff, Ia. 
November 25—Seattle, Wash.—Olympic Hotel—Jt. Bds. 80 and 45: 
MC 40505, Sub. 1—Wenatchee-Everett Freight Line, Everett, Wash., 
certificate to extend operations. 
MC 40505, Sub. 2—Hogland Transfer Co., Everett, Wash., certificate 
to extend operations. 


November 25—Washington, D. C.—Argument: 
1. & S. 4577—Estimated weights fruits and vegetables. 


November 26—Boston, Mass.—Manger Hotel—Examiner Cox: 
MC-F 1386—Stone’s Express, Inc., purchase, Massachusetts Motor 
Trucking & Garage Co. 


November 26—Brooklyn, N. Y.—Hotel St. George—Examiner Messer 
and Jt. Bd. 305: 
MC 13132, Sub. 3—Westchester Van & Storage Co., Inc., Mt. Vernon, 
N. Y., certificate to extend operations. 
MC 84752, Sub. 1—A. M. Kennedy Transportation Co., Millbrook, N. 
Y., certificate to extend operations. 


November 26—Charleston, W. Va.—Public Service Comm.—Examiner 
Harrison and Jt. Bd. 59: 
MC 63993, Sub. No. 3—City Warehouse Co., Bluefield, W. Va., permit 
to extend operations. 
MC 101484—Earl Ewing, Mason, W. Va., permit. 


November 26—Charlotte, N. C.—U. S. Court—Examiner Colvin: 
MC 60749, Sub. 5—McDougald Transfer Co., Cheraw, S. C., certificate 
to extend operations. 


November 26—Montpelier, Vt.—U. S. Court—Jt. Bds. 318 and 353: 
MC 13912—Vermont Maple Products Co. and/or E. F. Cushman, dba 
Vermont Maple Products, South Royalton, Vt., certificate. 
MC 73656, Sub. 1—Gero Bros., Burlington, Vt., certificate to extend 
operations. 


Whats aoe uck Doing All Day? 


This Device Tells Every 


XS Move the Truck ick Makes! 
ee Idle time—busy time—day and 7 and night 
(and overtime, too!)—all on a waxed 
chart (see at left). Here, for example, 
is a 2-hourdelay,and you can put your 
finger right on it!—and then correct it! 
G Over 100,000 trucks now equi 
Write for booklet:“‘Ten Ways of Get 
ting More Work Out of Motor Trucks.” 


THE SERVICE RECORDER CO. 
1422 Euclid Ave., Cleveland, O. 


ERVIS RECORDEE 


Keeps Siltes Tru CKS 























































































